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INSTRUCTION FOR TRAFFIC MEN 


Within the next two or three weeks The Traffic 
World will begin the publication, one’ every two weeks, 
of a series of thirty articles on the subject of the or- 
ganization and management of industrial and commercial 
trafic departments, written for us by G. Lloyd Wilson, 
of the Wharton School of Finance and Commerce, Uni- 
versity of Pennsylvania. 

Mr. Wilson’s name will be recognized by many of 
our readers as that of one who collaborated with Pro- 
fessor Huebner in the last course of traffic lessons writ- 
ten by him for this magazine. His qualifications for the 
task he has now to perform are not confined to theory. 
He has had practice in the business. For five years 
he was employed by the New York and Long Branch 
and the Pennsylvania railroads in their operating and 
traffic departments, and he spent part of a year with the 
Philadelphia Electric Company. He was traffic manager 
of the Chester Shipbuilding Company, Limited, and the 
Merchant Shipbuilding Corporation for four years. In 
the course of that employment, he handled, among other 
matters, the case of the shipbuilding industry against the 
U. S. Railroad Administration for the extension of the 
fabrication in transit privilege to include material for 
steamship construction. He has also had several years 
experience in the steamship phase of traffic as soliciting 
freight agent for the Southern Steamship Company. For 
the last seven years he has been teaching transportation 
and traffic management at Temple University and the 
University of Pennsylvania. He obtained his A. B. de- 
gree at Swarthmore College and his M. A. from the 
University of Pennsylvania. 

These articles are intended, not only for the be- 
ginner in transportation who hopes to become connected 
with the traffic department of some industry, but for 
the traffic department employe himself, and even the 


head of the department. Though industrial traffic mana- 
gers are numerous, if we count all those who bear the 
title, there are far too few of them who really under- 
stand their business and who would hold their positions 
if the heads of the industries in which they are employed 
appreciated the importance of the traffic department and 
had the proper comprehension of how it ought to func- 
tion and what it could accomplish if the right man were 
employed and the right kind of appropriation made for 


. the work. We believe business is coming to understand 


the importance of traffic, though it has been rather a 
slow job to bring about that education. The Wilson 
series of articles will even contribute to this education 
if business executives will give a little time to reading-it. 

As business continues to grow in appreciation of the 
value of a good traffic department, the need for indus- 
trial traffic men will increase and the standard of quali- 
fications expected will rise. Therefore, the man who 
expects to make this his work must be qualified, and the 
man who is now engaged in it must not be satisfied—as 
some are now Satisfied—with a low standard. 

We would suggest, too, that even the competent, 
well qualified industrial traffic man can read these ar- 
ticles with interest and profit. They will be interesting 
and will contain much that will be information to him. 
They will not be all or even chiefly theory. They will 
embrace studies of the organization and management of 
leading industrial traffic departments that have come to 
the attention of the writer. In some cases the names of 
the concerns under discussion will be given; in other 
cases, for obvious reasons, it will be impossible to do 
that. The functions, modes of- organization, results ac- 
complished, and plans of administration of outstandingly 
successful traffic departments will be analyzed so that 
the best practice in this field can be placed before our 
readers. Extremely little of value is to be found by the 
student who seeks information along this line and we 
feel that an analysis of what is being done successfully 
in a number of departments will be valuable to men who 
are doing industrial traffic work or who plan to do it. 

Following is a list of the subjects of the thirty ar- 
ticles in the series, as now planned: 


1. The Value of Traffic Management. 

2. Functions of Industrial Traffic Departments. 

3. Functions of Industrial Traffic Departments (Cont'd). 

4. Typical Industrial Traffic Department Organization. 

5. Typical Industrial Traffic Department Organization 
(Cont'd 

6. Regional, Centralized and Semi-Centralized Industrial 
Traffic Departments. 

7. Regional, Centralized and Semi-Centralized Industrial 
Traffic Departments (Cont’d). 
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The map shows connections with principal rail- 
ways in Illinois. This modern electric railway 


has joint rates with steam railways, operates about our Personal Traction Service. Write 
W. H. WYLIE, Traffic Manager, Springfield, Illinois 


standard equipment and handles heavy freight 
to and from any point. We want to tell you 
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8. The Built-In Traffic Department. 

9. Unique Traffic Departmental Organizations. 

10. Unique Traffic Departmental Organizations (Cont'd). 
11. Unique Traffic Departmental Organizations (Cont'd). 
12. Traffic Departments of Brokerage Houses. 

13. Traffic Departments of Trade Associations. 

14. Traffic Departments of Chambers of Commerce. 

15. Traffic Service Bureaus. 

16. Foreign Shipping Bureaus. 

17. Export Commission Houses. 

18. Freight Forwarders, Foreign. 

19. Freight Forwarders—Domestic. 

20. National Industrial Traffic League. 


21. Commercial Traffic Manager Associations. 
22. Traffic Clubs. 

23. Shippers Regional Advisory Boards. 

24. Rate Bureau Administration. 

25. The Tariff File. 

26. Claim Bureaus. 

27. Tracing and Expediting Bureaus. 

28. Plant Transportation Facilities. 

29. Administration and Supervision. 

30. Administration and Supervision (Cont'd). 


THE TRANSPORTATION INSTITUTE 

“Labor,” owned and published by the railroad labor 
organizations, in its issue of October 4, contains an at- 
tack on the American Economic Institute, which, it says 
truthfully, has launched a campaign in opposition to the 
Howell-Barkley labor bill and the program for govern. 
ment ownership of the railioads. The article is a mix- 
ture of truth and falsehood. Some of it we know to be 
true and some we know to be untrue. The truth of those 
statements that we do not know about we are disposed 
to doubt, because they are published in “Labor,” which 
has no regard for truth. Some of the misrepresentations 
in the article are not even artful, as when, for instance, 
it says The Traffic World is “supported by the railroads 
and supply houses” and then quotes The Traffic World’s 
“inside story” of the disruption of the National Trans- 
portation Institute to make way for the American Eco- 
nomic Institute. If The Traffic World were supported by 
the railroads and supply houses, in the sense meant by 
“Labor,” it would probably be supporting the plans of 
A. H. Mulliken, himself a railway supply man, who has 
grabbed control of the institute and is running it to suit 
himself; at least we would probably not say the things 
we have said and still say about it. 

One of the things in the article, as to the reliability 
of which we are not in position to know but which may 
be true, because it is a direct quotation, is a statement 
by J. W. Friday, who was director of the research coun- 
cil of the National Transportation Institute. He is 
quoted as saying: “The American Economic Institute 
is a fraud and a fake. Its guiding spirit is A. H. Mulli- 
ken, of Pettibone and Mulliken, a railroad supply firm. 
He is a hard-boiled reactionary of the worst type.” 


Even granting that Mr. Mulliken and those asso- 
ciated with him are sincere in their endeavors to make a 
success, from a public-spirited point of view, of the 
American Economic Institute, successor to the Trans- 
portation Institute, which was wrecked by the incompe- 
tence, the greed, the personal ambition, and the lack of 
proper visualization of many of the same men now in 
control of the new organization, we still believe the situa- 
tion to be one of the best examples we have ever known 
of a splendid idea gone wrong. Whether Mr. Mulliken is 
right or wrong in the ideas he is promulgating for public 
consumption, there is little behind them in the way of 
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‘investigation or credit except his own personality. It is 


practically a one man propaganda. And whatever the 
strictly legal aspect of the matter, those now in control 
cannot hope for respect and confidence until they settle 
the honest debts of the old Transportation Institute, 
whose furniture in its Washington office was seized for 
rent and which is being sued by some of its field agents 
for salary and for money actually taken out of their own 
pockets for traveling expenses. These debts Mr. Mulli- 
ken and his associates have repudiated. 

We still hope that sometime, when the present or- 
ganization is dead, someone or some group of men will 
revive the idea of a real transportation institute, sup- 
ported by diversified interests, headed by competent, in- 
dustrious, and honest men, for the purpose of establish- 
ing and publishing, without bias, the facts with respect to 
transportation. The right men with the right motives 
can do it, though it will be a harder task on account of 
the present fiasco. " 


ROADS ANSWER “PROGRESSIVES” 


“Reckless misrepresentations of railway matters,” which 
appear in the campaign handbook of the La Follette-Wheeler 
party are denounced in a statement to the public issued over 
the signatures of the presidents of five western railways— 
S. M. Felton, Chicago Great Western; Hale Holden, Chicago, 
Burlington & Quincy; C. H. Markham, Illinois Central; W. H. 
Finley, Chicago & North Western, and J. E. Gorman, Chicago, 
Rock Island & Pacific. The statement is as follows: 


We deem it our duty to the people of the country and to the 
owners of railway securities to direct the attention of the public to 
the reckless misrepresentations of railway matters which have been 
published in the campaign handbook of the so-called ‘‘Progressives”’ 
who are carrying on the campaign for the La Follette-Wheeler ticket. 
The managers of this campaign and their candidates are advocating 
the repeal of the Esch-Cummins transportation act and the adoption 
of public ownership of railways. The statements made regarding 
railway matters in their handbook are so incorrect that it is impos- 
sible to doubt they have been made for the deliberate purpose of mis- 
leading the voters of the country. 

The questions of government regulation and government owner- 
ship of railways are so vitally important that it would be unfair to 
the —— to let it be flagrantly deceived regarding the facts bearing 
upon them. 

It is asserted in this handbook that under the terms of the Esch- 
Cummins law the Interstate Commerce Commission granted an ad- 
vance in freight rates of $1,500,000,000; that ‘“‘this means a burden of 
$75 a year in freight rates alone on each of the 20,000,000 American 
families;’’ and that “in the four years the law has been in effect it 
has cost each American family $300 directly in higher freight rates.’’ 

What are the facts? Before the railways were returned to pri- 
vate operation on March 1, 1920, they were incurring a huge deficit 
because of the enormous increase in operating expenses that had 
occurred under government operation. In consequence, the people 
were then paying for transportation in two different ways. They 
were paying freight and passenger rates. They were also paying, in 
addition, taxes with which to defray the railway deficit being in- 
curred. The taxes being collected to pay these railway deficits en- 
tered into the cost of living of the people just as much in proportion 
to — amount as did the freight and passenger rates they were 
paying. 

There was put into effect on May 1, 1920, two months after the 
railways were returned to private operation, a very large advance 
in wages which the Railroad Labor Board awarded to railway em- 
ployes. Because of the deficit that was being incurred under gov- 
ernment operation and this large advance in wages, it was necessary 
to make a large advance in rates. If the government had continued 
to operate the railways without advancing the rates it would have 
incurred a deficit the taxpayers would have had to pay which would 
actually have been larger than the advance in rates that was granted. 
Therefore, statements to the effect that the advance in rates in- 
creased the total transportation costs that the public had to pay are 
wholly misleading and plainly intended to deceive. 

The statements made in the La Follette-Wheeler handbook, how- 
ever, are still more misleading and_ iniquitous in one other respect. 
They are so made as to leave upon the mind of the uninformed reader 
the impression that the entire advance in rates that was made in 
1920 has been in effect ever since then and is in effect now. The fact 
is, that the Interstate Commerce Commission began making reduc- 
tions of freight rates on January 1, 1922, and that since that time 
more than one-half of the advance in freight rates made in 1920 has 
been wiped out. This great reduction in rates has made possible by 
increases in the efficiency and economy of railway operation that have 
been effected since the railways were returned to private operation. 
Between December, 1917, and February, 1920, under government oper- 
ation, the operating expenses of the railways were increased 
$6,300,000 a day. In July, 1924, although railway employes were still 
being paid higher hourly and daily wages than they ever received 
under government control, the operating expenses of the railways 
were $2,400,000 a day less than they were in February, 1920, under 
government operation. 

The public has received all the benefit of the economies in oper- 
ation and improvements in service that have been made since the 
railways were returned to private operation. Those supporting the 
La Follette-Wheeler ticket invite them to return to the policy under 
which within 26 months operating expenses were increased $6,300,000 


day. 
. The truth is, that in the first six months of 1919, when the rall- 
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ways were under government operation and a railway deficit was in- 
curred, the average cost to the public, including the deficit incurred, 
of all the freight, ssenger, mail and express service rendered by 
the railways was 13.2 cents per person, per day, or about 56.7 cents 
per family, while in the first six months of 1924 it was 13.4 cents per 
person or about 57.6 cents per family per day. Therefore, the in- 
crease over 1919 in the average cost per family was nine-tenths of 
one cent a day, or at the rate, not of $75 a year, as represented by 
the La Follette-Wheeler handbook, but of $3.28 per year. The in- 
crease in the total cost of transportation per family was 1% per cent, 
while the increase of freight service rendered was 15 per cent. It 
follows that in proportion to the service rendered the amount being 
paid by the pallic for its transportation is now substantially less 
than it was under government control, although the freight rates 
are slightly higher. 


Of all the misleading and actually grotesque assertions ever 
made upon any question of importance, however, the assertions 
made in the La Follette-Wheeler handbook regarding the effects 
of the advance in freight rates on the cost of living are the most 
absurd. Having greatly exaggerated the increase in freight rates 
the public has had to pay, and ignored the fact that it was neces- 
sary in order to stop the incurring of the huge railway deficit, the 
La Follette-Wheeler handbook asserts that the increase in the cost 
of living was three times as great as the advance in freight rates 
and that, therefore, indirectly the advance in rates has caused an 
increase in the cost of living of the average family of $225 an- 
nually. This statement is so obviously untrue that it is an insult 
to the intelligence of the American people. Before the advance in 
rates was made in 1920 the cost of tte, | according to the most 
authoritative sources of information, already had reached the high- 
est point that it ever attained. Between August, 1920, when the 
advance in rates was made, and August, 1921, the cost of living 
declined 40 per cent, and up to August, 1922, the decline in cost 
of living was 47 per cent. Within the last two years freight rates 
have been reduced, and meantime the cost of living has increased, 
but the cost of living is still 40 per cent less than when the freight 
rates were advanced in 1920. The indisputable facts, that the 
cost of living reached its highest point in 1920 before the rates were 
advanced; that it greatly declined immediately after they were 
advanced; and that the cost of living has increased since the rates 
were reduced two years ago, prove that changes in freight rates 
have had little or no effect on the cost of living. 


The Interstate Commerce Commission has held that a fair 
return for the railways to earn would be 5% per cent upon the 
Commission’s valuation of their property. The La Follette-Wheeler 
handbook says: “The Interstate Commerce Commission permits the 
deduction of Federal income tax before this rate is computed so 
that the actual rate is 6.57 per cent.’”’ This is a misrepresentation 
of the ruling of the Interstate Commerce Commission, for that body 
specifically said in its decision in the ‘‘reduced rates’’ case in 1922: 
“A fair return of 5% per cent, representing an aggregate annual 
net operating income arrived at after deducting, among other 
things, the Federal income tax, on a return of 6 per cent would be 
approximately the equivalent of a fair return of 6 per cent.’’ 


The LaFollette-Wheeler handbook adds: “The 6.57 per cent 
applies to all the property of the carrier but more than half of the 
property of the railroads is represented by bonds which pay on the 
average only 4.38 per cent interest. This means that the 2.19 per 


cent saved on the bonds is applied to the stocks making the rate on 
the stock 8.76 per cent.” 


These statements are a gross misrepresentation, because they 
imply that the railways actually have been and are earning the 
5% per cent on their valuation which the Commission has held to 
be fair, whereas every well informed person knows that the rail- 
ways have never earned this return. The return earned on the 
valuation was only 31-3 per cent in 1921, 4.14 per cent in 1922, 
and 5.1 per cent in 1923. The net income available for dividends 
on stock has not been 8.76 per cent, as asserted, but, according to 
the statistics of the Interstate Commerce Commission, it was only 
3.86 per cent in 1921 and 4.76 per cent in 1922. The complete 
figures for 1923 are not yet available. 


The purpose of all the misrepresentation of railway regulation 
and railway management which are published in the LaFollette- 
Wheeler handbook is obvious. These candidates and their sup- 
porters are advocates of government ownership, and they misrep- 
resent the results of the present system of regulation and private 
management for the purpose of discrediting them and bolstering up 
their argument for government ownership. In their handbook they 
make various charges against private management and arguments 
in favor of government ownership. The following statement is typical 
of the misrepresentations by which they are trying to promote 
the cause of government ownership: ‘“‘The experience with the 
government owned Canadian National pean points the way... . 
The Canadian government last year showed an operating surplus 
of $20,236,563." The official report of the Canadian National Rail- 
ways states that the ‘‘net income deficit” of this system of railways 
in 1923 was $51,697,695. In other words, instead of having a 
“surplus” it incurred a deficit of the amount stated which the 
taxpayers of Canada had to pay. Furthermore, the government 
included nothing in this figure for interest upon its investment in 
two of the railways in the systems, the Intercolonial and the Na- 
tional Transcontinental. If this interest had been included the 
deficit would have exceed 70 million dollars. 


These facts should be of interest to the people of the United 
States who already are overburdened with taxes, and who are being 
invited by the La Follette-Wheeler party to adopt government own- 
ership, which has imposed an enormous burden of taxes upon the 
people of Canada and which undoubtedly would have the same 
result in the United States. 


Furthermore, the facts regarding the wages paid by the Can- 
adian government railways should be of interest to railway em- 
ployes in the United States who are being asked to vote for gov- 
ernment ownership. The average wage received by railway em- 
ployes in the United States in 1923 was $1,619. The average wage 
received by the men employed by the Canadian National system on 
its lines in Canada was only $1,421, or $198 less than the average 
in the United States. 

In its campaign for a destructive policy of regulation and for 
government ownership of railways the La Follette-Wheeler party 
is resorting to gross misrepresentations of thd *‘Esch-Cummins 
transportation act and of the way in which the railways are being 
regulated and managed under it. The public should not allow 
itself to be deceived by these misrepresentations. The methods 
these men are using show that they are not trying to improve the 
present policy of regulation, but to destroy it. Their sole object, 
and that of the Socialists who are supporting them, is to bring 
about government ownership, a policy which would be destructive 
of the best interests of railway employees, farmers and all other 
classes of the people. 
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AUGUST OPERATING RESULTS 


Operating revenues of Class I railroads representing a tota] 
mileage of 236,132 miles totaled $508,394,000 in August, accord- 
ing to reports for the month compiled by the Bureau of Railway 
Economics from returns filed by the carriers with the Inter. 
state Commerce Commission. In its monthly review of revenues 
and expenses, the Bureau said: 


This was a decrease of $56,134,600 or 9.9 per cent u r the same 
month last year. Operating expenses totaled $373,599,300, a decrease 
of $53,853,900 or 12.6 per cent under those for. August, 1923. 

Class I railroads in August had a net operating income of $95,- 
415,300 compared with $98,934,000 in August last year or a decrease 
of $3,518,700. In July, 1924, the net operating income was $74,088,000. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

__The net operating income of the Class I railroads for the first 
eight months this year totaled $561,059,355, which was at the annual 
rate of return of 4.09 per cent on their property investment compared 
with_$630,715,546 or 4.74 per cent for the same period last year. 

Earnings by districts for the first eight months with the percent- 
age of return on property investment on at annual basis follows: 


ee “SN DONO 66 o's 5. scnc00e so texinsewssinmesoen $ 21,292,522 3.47% 
Great LAMGS TERIOR... ccccccesces peeuwe omens «sees 113,304,424 4.82% 
COMEPRE GRBLOTH FORICM 60 icc ciccccsccckos amiateiaeNe tats 120,444,339 4.16% 
Pocahontas region ...... hacetare hare eer grecriensini aati oer ohgraia 30,294,250 5.30% 
ne 285,335,535 4.44% 
pe rn ee --- 87,968,972 5.22% 
Northwestern region 
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Central western region.. 
Southwestern region 


46,001,355 2.49% 
cecececeees 95,612,054 3.73% 
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Total western district........... ieee iwenosd «+++ 187,754,848 3.35% 
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Class I carriers operating at a loss in August totaled thirteen, of 
which six_were in the Eastern, two in the Southern and five in the 
Western Districts. In July there were twenty-seven roads which had 
operating deficits. 

For the first eight months this year it is interesting to note the 
fact that while freight traffic showed a decrease of approximately 12 
per cent for that period compared with the corresponding period last 
year and total operating revenues showed a decrease of 8 per cent, 
operating expenses decreased 8.2 per cent. 

This decrease in operating expenses was in part due to a reduc- 
tion of $142,109,300 or more than 9 per cent in maintenance expenses 
for the first eight months this year compared with the corresponding 
period last year. For the month of August alone, maintenance ex- 
penses amounted to $174,556,100, a decrease of $33,924,600 or more 
than 16 per cent under the amount expended for that purpose in 
August last year. 

For maintenance of way alone there was a reduction in August 
of $7,746,249 or 9.6 per cent compared with August, 1923, while the 
reduction in expenditures for maintenance of equipment in August 
this year compared with the same month last year amounted to $26,- 
178,327 or 20.5 per cent. 

_ Out of each dollar of negro | revenues received by the railroads 
in August, 73.49 cents were expended in expenses compared with 75.77 
cents in August, 1923. 

Carriers in the Eastern District had a net operating income in 
August of $46,500,800 compared with $51,914,190 in August last year. 
Freight traffic in the Eastern District in August, according to incom- 
plete returns, was nearly 16 per cent under the corresponding period 
last year. Operating revenues of the Eastern carriers totaled $249,- 
069,400, a decrease of 14 per cent under August the year before. Oper- 
ating expenses totaled $183,874,260, a decrease of 16.1 per cent under 
the same month last year. Class I carriers in the Eastern District 
earned during the first eight months this year $285,335,500 of net 
operating income compared with $343,888,270 during the correspond- 
ing period last year. 

Class I carriers in the Southern District in August had a net 
operating income of $10,947,350 compared with $8,953,000 in August 
last year. Freight traffic on the Southern roads in August decreased 
more than 8 per cent under the same month last year. Operating 
revenues of the Southern carriers in August totaled $61,967,100, a de- 
crease of 5.2 per cent under the same month last year, while oper- 
ating expenses totaled $47,177,000, a decrease of 10.7 per cent com- 
pared with August, 1923. The net operating income for the Class I 
roads in the Southern District for the first eight months this year 
peo $87,968,970 compared with $86,577,800 during the same period last 
year. 

Carriers in the Western District had a net operating income in 
August of $37,967,150 compared with $38,066,800 for the same month 
last year. Freight traffic in the Western District showed a decrease 
of approximately 7.5 per cent under August, 1923. Operating revenues 
of the Western carriers totaled $197,357,770, a decrease of 5.9 per cent 
under August last year, while operating expenses totaled $142,548,000, 
a decrease of 8.3 per cent. Class I carriers in the Western District 
during the first eight months this year had a net operating income 


of $187,754,850 compared with $200,249,450 during the same period one 
year ago. 





GUARANTY CERTIFICATES 

The Commission has certified to the Treasury that $282,- 
585.02 is due the Lehigh Valley in final settlement of the 
guaranty. The carrier has received $7,000,000 in advance pay- 
ments. 

The Commission has certified to the Secretary of the Treas- 
ury that $5,677.03 is the amount due from the Rosslyn Con- 
necting Railroad to the United States under the provisions of 
subdivision (d) of section 209 of the transportation act. 





ACQUISITION OF CONTROL 


The Kansas City Southern Railway Company has applied 
to the Commission for authority to acquire complete control of 
the Kansas & Missouri Railway and Terminal Company under 
paragraph 2 of section 5 of the interstate commerce aci. The 


Terminal company’s property embraces approximately six miles 
of track. 


October 
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Anyhow, It Is to Laugh.—It may be a serious situation that 
the gathering together of half-baked economists, fishers in 
troubled waters, and addicts of self-pity, by La Follette has 
prought about, but the temptation to laugh, nevertheless, can- 
not be resisted, by those who know about joint transportation 
rates and the division thereof, at the speech Wheeler, La Fol- 
lette’s running mate, made at Seattle, October 6. Wheeler 
frothed at the mouth, rhetorically speaking, because, he said, 
the Secretary of the Interior, as the operator of the Alaska 
Railroad, had made a “secret” contract with a steamship com- 
pany supposed to be controlled by J. P. Morgan. The latter 
is the arch fiend who invests the savings of folks so they get 
a return therefrom in their old age, in useful enterprises, thereby 
giving employment to thousands of those who think La Follette, 
who never started a factory or kept one going, unless it was 
some mill furnishing paper on which speeches are printed, is 
a saint. Wheeler invited his auditors to quake over the im- 
pending cataclysm due to that. “secret” agreement about the 
division of rates. His friends in Washington hope that S. J. 
Wettrick, the Seattle traffic man, was at the Wheeler meeting 
so that he could be thrilled by the revelation of such an in- 
famous contract. Of course, Wettrick and a few other traffic 
men may have been so phlegmatic as to remember that, except 
and unless, the Commission commands their production, all 
contracts for the divisions of rates are kept secret and revealed 
confidentially only to the employes of the carriers whose duty 
itis to apply them. It may be that Wheeler intended to criti- 
cize the Commission for not requiring all such agreements to 
be made public, but, if so, his point was not made clear in the 
notices of the speech sent to the east. As to the particular 
Alaska Railroad and its contracts, of course, the Commission 
has no jurisdiction. Wheeler was reported as flaying Secretary 
Work of the Interior Department for not canceling such a con- 
tract. If he did so intend, then, it might be suggested, it 
might be wise for the Commission to take thought of the mor- 
row by considering what would happen to it in the event of 
the election of any such candidate. For years it has been 
cajoling and ordering carriers, such as the Alaska Railroad and 
the Alaska Steamship Company, to make joint rates and, neces- 
sarily, contracts or agreements for the division of such rates, 
every one of which is secret, when they are made by the car- 
riers, without the help of the Commission. The theory has 
been that, by means of joint rates, the shippers get lower charges 
than by combinations of the locals. But, now that Wheeler has 
told the public about the awfulness of secret contracts for the 
division of the money carriers obtain from the public, it may 
be expected to about face and put everything on the combina- 
tion of locals, even if those combinations are higher than joint 
rates. Perhaps Wheeler is trying to force such a situation so 
that he can make his point about high freight rates more 
penetrating. However, a suggestion is that he is just plain 
“dumb” about such matters. In passing, it may be fair to say 
that Secretary Work says Wheeler was talking about transac- 
tions that took place before he became secretary, that he was 
conducting an investigation to find whether there was such a 
contract, and that he certainly had not written any letter ask- 
ing that the agreement be kept secret. Among those who think 
the Alaska Railroad, built primarily to haul coal to a navy that 
was being turned into an oil-burning one before the road was 
near completion, is another example of inefficiency of govern- 
ment in business. Wheeler would be doing a real service for 
the country were he to have that Alaska Railroad forced to 
keep accounts according to Commission rules. In that way the 
people could learn, month by month and year by year, how 
much that road was costing them. » 





Stealing Made Easy.—All the beauties of the proposal to 
make Congress the final judge of the constitutionality of its 
enactments have not yet been listed. For one thing, it would 
make stealing by the majority an easy matter. Thereby the 
old law of the victors would be re-established. That would be 
a step of backward only 3,000 or 4,000 years—in the name of prog- 
ress, of course. This is how it would be done. Congress would 
enact a statute directing the President to acquire a tract of 
sround for, say, $500,000. It might have a tax appraised value 
of $550,000. Having done that, Congress would set up a com- 
mission to dole out the money to the owners of parcels in that 
tract. It would make the awards to Smith, Jones, and the rest 
of the owners. Of course, the lower courts would have to say 
that that was unconstitutional because it is almost as well 
known as the multiplication table that taking a man’s land from 
him requires condemnation proceedings—that is, a suit by the 
sovernment against the citizens, tried before a jury. The Su- 
preme Court of the United States would have to say that such 
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an act was unconstitutional. Thereupon, Congress would have 
the power to pass the act again and make it constitutional. 
In other words, the majority could take the property of the 
minority by a vote of the legislature. But, it would be argued, 
no Congress would ever do that. But Congress tried that very 


. thing in this very city about twenty years ago. It told a com- 


mission to acquire the land between the Capitol and the Union 
Station for a specified sum and appointed a commission to 
distribute the money among the owners, the Baltimore & Ohio 
being among them, if memory is not at fault. Property owners 
went to court and the Supreme Court of the United States had 
to rule that property could not be taken in that way. It was 
not due process of law, but, with Congress made the judge of 
final resort, it could have re-enacted the statute and the ma- 
jority would have stolen the land of the minority by that method. 
Congress could have decreed acquisition at a cost of five cents 
just as easily as $500,000, so far as power was concerned. 





Still Another Thought.—The Supreme Court of the United 
States, at times, must pass on the question whether the statute 
of a state is or is not in conflict with the Constitution of the fed- 
eral union. There are many fields in which the question is 
close as to whether the federal or the state power prevails. 
It is suggested that a nice question would arise when the 
Court interpreted the Constitution one way on one of those 
questions and Congress another. Which would control the 
state, the interpretation of the Court or that of the Congress? 
On the theory that Congress has the power to overturn the 
opinion of the Court on matters wholly federal, by analogy at 
least, its interpretation would prevail. Therefore, in the final 
analysis, all state statutes would be subject to the revision of 
Congress. A Republican majority in that body might take 
a notion to make over the laws of Democratic state, and vice 
versa. -It is a fact that the constitutional convention refused to 
endow the Supreme Court with power to declare statutes un- 
constitutional. It might be observed that it also refused to 
say anything about other things. Knowing that the makers of 
the Constitution had had more than a decade of chaos in trying 
to have satisfactory government by the legislative power, and 
that the, old Continental Congress was still something of a 
power in the land, it may be logically suspected, they kept in 
the background all signs of the iron hand beneath the velvet 
glove and that, for that reason, they did not needlessly go on 
record on questions of that kind. They were a canny lot. Like 
justices of the Supreme Court of the United States, they seemed 
to proceed on the assumption that they would not decide ques- 
tions, the disposition of which was not absolutely essential 
at that time. But when the time came, the Supreme _ Court, 


_notwithstanding thé protests of Thomas Jefferson against usurpa- 


tion, made the Constitution walk. 





Speaking of Bureaucracies.—Julius Henry Cohen and Wilbur 
LaRoe, Jr., more than one traffic man believe, have put their 
fingers on a spot that is worth watching. It is the twilight 
zone, in the regulation of transportation, between the Commis- 
sion and the Shipping Board. The uproar about section 28 
last spring, to many, seemed a warning that something ought 
to be done, either to compel the two bureaus of the government 
to work together, or to create one body having jurisdiction 
over all kinds of rates. If there was one thing that seemed 
certain, it was that transportation neither began nor ended 
at the shore line. It must go over that line with the least 
friction, every man wha discussed the subject then, admits. No 
member of the Commission nor any member of the board would 
argue against the soundness of that allegation. Yet there is 
something in every organization that makes it hostile toward 
nearly every other. President Gorman of the Rock Island, has 
given that resistance or whatever it may be, a designation 
the law of company precedent,” the law that makes one organ- 
ization continue to do a thing in a certain way for no known 
reason other than that somebody in the dim past started doing 
the thing that way and in opposition to every mild questioning 
of the quality of that way of doing the thing the answer has 
been “ that is the way we have always done it.” Observance 
of precedent, because the precedent is sound, is one of the best 
things on earth today, yesterday and tomorrow, it has been sug- 
gested, but the ascertainment of its soundness, it has also been 
suggested, is the first duty of the real live executive, whenever 
any question is raised about it. The two government bureaus 
have just as many laws of bureau precedent as any other organ- 
izations. But there is no man above either who can tell them 
where to “head in” if and when they show a disposition to 
allow things to run at loose ends, because no one has bumped 
their heads together to make them handle the questions con- 
currently and with full understanding that the man in between 
is not to be crushed. 





Passing of the Basing Line.—It is the hope of the Omaha 
Chamber of Commerce traffic bureau, by means of its com- 
plaint (No. 16226), against all the railroads, from the Aberdeen 
& Rockfish down to the Zwolle & Western, to break, a bit more, 
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the basing-line at the Mississippi River. Such a complaint, 
in the hands of men who have written about the sins of the 
railroads, could be made the basis for a screamer against the 
carriers. It could be so made for the simple reason that most 
folks do not go back far enough in the search for facts to dis- 
cover that the big rivers of the country, and not the railroads, 
established the basing-line or basing-point system of making 
rates. The railroads are no more responsible than the river 
boat, the covered wagon, and other forms of transportation, 
for the basing-point system. By the same sign, the railroads 
are not responsible, as often charged, for the growth of cities 
such as Pittsburgh, St. Louis, Cincinnati, and Chicago. Those 
places would have been relatively just as great if freighing had 
never gone beyond the stage of Conestoga wagons and river 
boats. Each of those points, other than Chicago, was an im- 
portant trading post before the railroads were thought of, simply 
because they were at the meeting points of traffic by wagon 
and by boats. They were the points where Indian trails con- 
verged. Before that, probably, they were points where wild 
animal trails came together. When railroad building was begun, 
the object was to compete with the wagons and boats. There- 
fore, when the Baltimore & Ohio reached the Ohio and was able 
to compete with canal and river boats, there was a celebration. 
The idea that any rate situation was conceived in plain iniquity 
and maintained in infamy, it might be suggested, is the view of 
an uniformed man, one so superficial that his only value is 
to force others to search for the facts that will justify the 
existence, if not the continuance, of an adjustment, which now, 
under changed conditions, seems to work an injustice. Bridges, 
as substantial as any other part of a railroad’s line, impossible 
before Bessemer steel and plenty of capital, and consolidation 


of railroads, are making the big rivers of comparative insig- 
nificance. A.E 


NO SECRET DEAL 


The Trafic World Washington Bureau 


Secretary Work, as Secretary of the Interior, has denied 
knowledge of a “secret contract between J. P. Morgan’s Alaska 
Steamship Company and the government-owned Alaska railroad, 
“fixing divisions of freight rates on traffic handled jointly by 
the two carriers,” concerning which Senator Wheeler made a 
campaign speech at Seattle, October 6. 

Mr. Work said Senator Wheeler was talking about a trans- 
action that took place before he came into office. But, he said, 
any one could be sure he never wrote any letter asking that 
anything be kept secret. He said he was conducting an investi- 
gation to determine if there were such a contract as Senator 


Wheeler had mentioned, made before he became secretary of the 
interior. 


Wheeler exhibited a copy of what he called a contract and 
charged that when Senator La Follette, several months ago, 
asked for copies of contracts made by the Interior Department, 
a copy of the one exhibited by him was not included. He was 
quoted as speaking of a division contract that had not been 
made public, as something reprehensible and a combination that 
should be destroyed. He was also quoted as charging that an 
agreement had been made that the division agreement should 
be held confidential and not revealed except to the officials 


charged with the duty of applying it, which is the everyday 
practice among common carriers. 


PULLMAN CASES SEPARATED 


The Trafic World Washington Bureau 


The Commission has granted a motion of counsel for the 
Pullman Company asking that the Pullman surcharge case and 
the Pullman rate case be separated, and the cases will be disposed 
of separately. <A tentative report will be issued in the Pullman 
rate case, which involves the reasonableness of Pullman fares. 
A proposed report recommending abolition of the surcharge 
was issued in the surcharge case some time ago and only a 
final decision will be issued in that case. 

The Pullman company asked for separation on the ground 
that the record in the surcharge case had been completed, in 
the sense that no one had suggested anything new to be sub- 
mitted to the Commission. A further consideration in favor 
of separation the company suggested, was that decision on the sur- 
charge case could be made by the Commission while the fare 
case, involving many important points, was being completed. 

G&. F. Taylor, vice president and comptroller of the Pull- 
man Company, submitted a number of exhibits in support of 
its contention that its income accounts had been properly kept 
and were not subject to such criticisms as the Commission 
accountants have said or implied. Among the issues in the 
case is whether the Pullman company is entitled to include in 
its manufacturing accounts a ten per cent profit on the cars 
built for its own use, and, if so, whether ten per cent is more 
than the Pullman company has been earning in building cars 
for railroad companies, in competition with other car builders. 
Mr. Taylor submitted an exhibit showing that in a period of 
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eleven years ended with July, 1923, the company’s average 
profit on car building for railroad companies was 11.39 per cent. 

Two other Taylor sets of figures were intended to shoy 
that the difference between the accountants of the Commission 
and the company, as to property investment and net operating 
income, was due chiefly to the operation of the “major re 
newal” rule formulated by the Commission employees but, as 
claimed by the Pullman company, never prescribed by the 
Commission. The investment as shown by Mr. Taylor’s figures 
is $171,198,815 while the investment figure of the Comunissioy 
accountants is $159,921,828. The company claimed a net oper. 
ating income of $9,890,916 in 1923 while the Commission ae. 
countants figured it at $12,330,547. 


Although it was not claimed to be pertinent to the cases 
in hand, by either the Commission or the Pullman company, 
John W. Covington was permitted to testify about a plan or 
method invented by him which, he said, if used by a railroad 
company, would enable it to provide sleeping quarters in its day 
coaches for passengers unwilling or unable to pay for Pullman 
accommodations, at a very small expense. 


Hearings in the Pullman surcharge case were definitely 
closed October 4. Hearings in the Pullman fare case were tenta- 
tively closed at the same time. The possibility of further hear. 
ings on the latter case was recognized by Commissioner Campbell 
on the day the end of the hearings in the surcharge case wag 
announced by him. The possibility of further hearings in the 
fare case rests on the fact that the engineering testimony put 
in by the Pullman in the last three or four days of hearings, 
has not been analyzed by the Commission men. They may de- 
sire further cross examination when they have studied that 
testimony. The right of the Pullman to cffer further testimony 
if there are further hearings was also reserved. Commissioner 
Campbell said that if further hearings were had they would 
probably be held October 20, or the following day. 

Sixty days, it was announced, would be allowed for the 
preparation of briefs in the fare case. There is to be a tenta- 
tive report in it. There will be no further tentative report in 
the surcharge case, which, therefore, is ready for argument on 


the further testimony and the tentative report heretofore made 
on that case. 


The testimony on the last two days of the hearing was 
devoted to criticism of the Howard major renewal rule, the 
presentation of data to support the Pullman company’s claim 
to a valuation of $171,198,815 of its operating property as against 
the Commission’s lower valuation, by its witnesses, of about 
$160,000,000; of testimony to show the reasonableness of the 
Pullman company’s claim that it is entitled to a 10 per cent 


profit on cars built for its own use, and data concerning the 
Pullman’s taxes. 


The testimony regarding value was submitted by L. S. 
Taylor, vice president and comptroller; that pertaining to the 
Howard formula for use in connection with the major renewal 
rule by C. S. Knapp, valuation engineer of the Pullman com- 
pany; E. C. Schmidt, head of railway engineering in the Uni- 
versity of Illinois; Edward Flad of St. Louis, and W. D. Pence, 
former valuation engineer on the staff of the Commission and 
now a practicing engineer. Mr. Schmidt, who was a fuel engi- 
neer in the Railroad Administration, said the interpretation 
placed on the Howard formula showed a misapprehension of 
the theory and laws relating to the fatigue of materials. 

John W. Roberts, of the Roberts-Pettijohn-Wood Corpora- 
tion, engineers and accountants, testified as to the fairness of 
the 10 per cent profit on manufacturing operations of the Pull- 
man company on cars built for the now separately managed 
operating corporation. J. D. Ferguson, tax attorney for the 


Pullman company, presented figures concerning the taxes upon 
Pullman property. 


GREAT LAKES BOARD TO MEET 


The Great Lakes Regional Advisory Board will hold its ninth 
regular meeting, at the Hotel Statler, Buffalo, October 14. The 
board is urging a large attendance, because of the increase, in 
its territory, of business which has curtailed the equipment 
surplus had so far this year. The movement of coal and sugar 
beets, due to the largest production in the history of the latter 
commodity, is expected to create a transportation problem that 
will need the attention of all shippers and railroad men in the 
district. Subjects of special interest on the docket, aside from 
the commodity committee reports and those from the railroads, 
are the cleaning and repairing of box cars, the conserving of 
equipment, the placing of advertising on any kind of rolling 
stock and amendment of the by-laws. 


MID-WEST BOARD TO MEET 
The Mid-West Regional Advisory Board will hold its autumn 
meeting at the Hotel La Salle, Chicago, October 15. Because 
of the seasonal increase in car loadings, one of the subjects 


on the docket will be the discussions of methods of expediting, 
the loading and unloading of cars. 
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BRICK COMBINATION RULE 


The Commission, in I. and S. No. 2168, Cancellation of Rule 
for Constructing Combination Rates on Common Brick, mimeo- 
graphed (Traffic World, October 4), followed, broadly speaking, 
what it had done in prior combination rule cancellation cases. 
It said the carriers had not justified their proposal. It quoted 
from Combination Rule on Box Shooks, 89 I. C. C. 219, and Can- 
cellation of Combination Rule on Petroleum, 73 I. C. C. 146, to 
illustrate its text in this case. 

In support of their proposal to cancel the combination rule, 
the carriers said it was designed merely to eorrect an error in 
publishing rates in conformity with the Commission’s decision 
in National Paving Brick Manufacturers’ Association vs. Ala- 
bama & Vicksburg, 68 I. C. C. 213 and 80 I. C. C. 179. In that 
case, they pointed out, the Commission found that, except for 
transportation exclusively in trunk line territory, for distances 
not in excess of 150 miles, the rates on common brick should 
not exceed 80 per cent of the rate contemporaneously main- 
tained on articles in the uniform brick list. 

They contended that the temporary combination rule de 
vised and prescribed by the Director-General should not be pre- 
served in the construction of rates on common brick. They 
pointed to instances where the use of the rule would give them 
less than 80 per cent of the standard brick rate on common 
brick for hauls of 150 miles and less. The protestants, on the 
other hand, pointed out where the use of the rule would give 
them more than standard brick rates and more than 80 per 
cent. A witness for the carriers admitted, the Commission said, 
that the rates on common brick should never be higher than for 
standard brick articles but, it added, he did not suggest how 
the situation could be corrected in the event the proposed 
schedules were allowed to become effective. 


SOAP INCREASES FORBIDDEN 


A finding of non-justification has been made in I. and S. No. 
2148, Rating on Soap in Official Classification, mimeographed, as 
to an increase in the rating on shipments of L. C. L. quantities 
of soap, not otherwise indexed by name, in tubs or pails, from 
fourth to rule 26. The increase was protested by a manufacturer 
of semi-solid automobile soap which it shipped in strong gal- 
vanized iron pails, with close fitting tops, weighing about 55 
pounds and containing more than five gallons of soap. 

The carriers contended that such soap competed with clean- 
ing, scouring or washing compounds, rather than with soap in 
bars or cakes and therefore should take the higher rating, espe- 
cially inasmuch as, they claimed, the soap in pails was somewhat 
akin to buffing or polishing compounds and furniture polish. 





COCA-COLA RATINGS 


The Commission, in a mimeographed report on No. 14739, 
Coca-Cola Company vs. Baltimore & Ohio et al., found Official 
fourth class on coca-cola syrup in bulk, in barrels, carloads, 
not unreasonable. It found the second class, in the same ter- 
ritory, unreasonable to the extent it exceeded rule 25. It di- 
rected the carriers to establish the lower rating not later than 
November 18. The complainant asked for third and fifth. It 
alleged second and fourth were unreasonable, unjustly discrimi- 
natory and unduly preferential of various other liquids such 
as acids, ajls, chemicals, drugs and medicines moving in similar 
containers. The Commission’s report dealt chiefly with syrup 
transported in barrels and kegs. The complainant ships a fin- 
ished syrup, that is, one ready to use by the addition of car- 
bonated water. Concentrated syrups, unlike the finished syrup 
contain a maximum of flavoring and a minimum of simple syrup, 
the latter a mixture of sugar and water. The complainant con- 
tended that, to prevent adulteration, to protect its formula and 
the probability of subStitution, it had to ship a finished syrup, 
thereby increasing its freight cost. 


AUTOMOBILE FENDER RATES 


The Commission, in I. and S. No. 2154, Classification Rating 
on Automobile Fenders, mimeographed, has found the proposed 
changes in ratings and minimum weights on automobile fenders, 
in the three classification territories justified, except as to fin- 
ished fenders, in carloads. On such fenders, loose or in bun- 
dies, it said, the rating should not exceed second class, mini- 
mum 10,000 pounds, and when nested, in boxes or crates, third 
class, minimum 14,000 pounds, in each instance subject to rule 
34. It said that the suspended schedules should be canceled, 
without prejudice to the filing of new ones, in conformity with 
these findings. 

The carriers proposed to rewrite the entire set of classifica- 
tion items covering fenders. Their proposal, the Commission 


said, had the approval of the National Automobile Chamber of 
Commerce. It said the protests came, not from automobile 
manufacturers “but from a few independent manufacturers and 
shippers of fenders that were used chiefly to replace worn-out 
or damaged fenders.” ‘The objection was principally to an in- 
crease from fourth to second, minimum now 30,000, and a new 
minimum of 12,000, subject to the graded minimum rule, for 
cars longer than the standard. 


PAPER AWARDS MADE 


In a report on further hearing in No. 11836, Wichita Board 
of Commerce et al. vs. Director-General et al.; No. 11846, Okla- 
homa Publishing Co. et al. vs. Director-General et al.; No, 11846, 
sub-No. 1, Times Publishing Co. vs. Director-General et al.; and 
No. 11864, Oklahoma Paper Co. et al.. vs. Director-General et al., 
mimeographed, the Commission has made specific awards, in 
accordance with the general award made 66 I. C. C. 571. On 
this further hearing the complainants made proof as to paying 
and bearing the freight charges on the rates condemned as un- 
reasonable in the Minnesota & Ontario Paper Co. case, the re- 
port on which also covered the complaints herein listed. 

Commissioner Eastman, who wrote the report on further 
hearing, said the defendants contended that reparation should 
not be awarded because the rates involved were revised in con- 
nection with a comprehensive readjustment covering a large 
part of western territory, involving both increases and reduc- 
tions. The Commission found the parties mentioned in two 
paragraphs preceding the finding were entitled to reparation. 
As to the parties and their contentions, the Commissioner said: 


At the further hearing in No. 11836, complainants, Beacon Pub- 
lishing Company, a corporation, and Victor Murdock, Marcellus M. 
Murdock, and Mrs. Pearl Murdock Stickles, formerly Mrs. Pearl 
Eaton, publishers of the Wichita Eagle, showed that they paid and 
bore the charges on all of their respective shipments; and they in- 
troduced at that time a Rule V statement, certified to by the car- 
riers, claiming reparation in the sum of $8,841.34 in favor of the 
Beacon Publishing Company, and $16,439.58 in favor of the publishers 
of the Wichita Eagle, with interest. These statements include ship- 
ments that moved between the date of filing the complaint, Sept. 18, 
1920, and the original hearing, as well as those since that hearing, 
none of which were included in the reparation order of July 31, 1923, 
as amended by the order of Oct. 8, 1923, issued on the Rule V 
ee which were submitted following our original report 

erein, 

The parties seeking reparation in Nos. 11846, 11846 (Sub. No. 1), 
and 11864, are: Oklahoma Publishing Company; Oklahoma News Com- 
pany; Times Publishing Company; Oklahoma Paper Company; West- 
ern Newspaper Union; Carroll-Brough-Robinson Company; Kansas City 
Paper House; Oklahoma Sash & Door Company; Richard-Conover 
Hardware Company; Iten Biscuit Company; Miller-Jackson Company; 
and Williamson-Halsell-Frazier Company, all of which are corpora- 
tions, and all of which at the further hearing presented uncontra- 
dicted evidence that they paid and bore the charges on the ship- 
ments in question. 


COMMISSION ORDERS 


The Chicago, Milwaukee & St. Paul Railway Company has 
been authorized to intervene in No. 15682, Missouri-Kansas- 
Texas Railroad Co. vs. Kansas City Terminal Railway Co. 

The Benson-Carpenter Company and Graham Paper Company 
have been permitted to intervene in No. 16064, Crown Wil- 
lamette Paper Co. vs. Western Transportation Co. et al. 

The New Orleans Joint Traffic Bureau has been authorized 
to intervene in No. 16157, Jackson Traffic Bureau for Betta 
Feed Mills, Inc., et al. vs. A. & V. Ry. et al. 

The Interstate Railroad Company has been authorized to 
intervene in No. 16234, Durham Coal and Iron Co. et al. vs. 
C. of Ga. Ry. et al. 

Fourth Section Order No. 8966, entered July 10 in connec- 
tion with the report in Docket No. 12545, Hebard Cypress Co. 
vs. A. & R. R. R. et al., and by its terms effective November 25, 
has been modified so as to become effective March 25, 1925. 

The Commission has modified its order in No. 13000, Board 
of R. R. Commissioners of South Dakota vs. C. & N. W. Ry. 
et al, so as to make it become effective on or before October 
23, instead of October 13. 

The Commission has amended its order of July 23 in No. 
14881 Continental Sugar Company vs. N. Y. C. R. R. et al., by 
postponing the effective date of the order as to the intrastate 
rates prescribed therein from October 8 to November 8, 1924. 

The Commission has modified its order of July 24 in No. 
14762, National Hay Association vs. Aberdeen & Rockfish R. R. 
et al., so as to permit defendants to establish rates in compli- 
ance therewith on five days’ notice. 

The Lehigh Lime Company has been permitted to intervene 
in No. 16170 (and Sub-No. 1 thereto), Eastern Lime Manufac- 
turers’ Traffic Bureau et al. vs. Akron & Barberton Belt R. R. 
et al. 
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The Missouri-Kansas-Texas Railroad Company of Texas 
has been authorized to intervene in No. 15882, Marshall Mill 
and Elevator Company, Inc., vs. K. C. S. Ry. et al. 

The Western Brick Company has been permitted to inter- 
vene in No. 16116, Indiana State Chamber of Commerce vs. 
Santa Fe et al. 

The Board of Trade of the City of Chicago has been per- 
mitted to intervene in No. 16117, the Indianapolis Board of 
Trade vs. B. & O. R. R. et al. 

The Commission has issued a supplemental order in No. 
13449, North Carolina Pine Association et al. vs. A. & R. R. R. 
et al., stating that the paragraph of the supplemental order 
of July 24, in which are prescribed reasonable maximum rates 
from Norfolk, Va., and Hertford, Ahoskie, Edenton and Vaughan, 
N. C., to Washington, D. C., and Baltimore, Md., shall not be 
construed to apply to any route from and to the points named 
over or in connection with the Norfolk route of the Pennsyl- 
vania Railroad. 

The proceedings in. Finance No. 3324, in re stock of New 
Jersey, Indiana & Illinois Railroad, have been reopened for oral 
argument by the Commission. 

The Commission has reopened the proceedings in Finance 
No. 3504, in re securities of Louisiana Railway & Navigation 
Company of Texas, for further hearing; and at the same time 
has permitted William Edenborn to intervene therein. 

The Commission has denied the petition of the -Board of 
Railroad Commissioners of the State of South Dakota asking 
for certain modification of its order in No. 15263, in the mat- 
ter of rates and charges on grain and grain products. 

The Kaw River Sand Company, Muncie Sand Company and 
Stewart Sand Company have each been permitted to intervene 
in No. 16184, R. C. Jackman and O. E. Jackman, co-partners, 
trading under the name of Bowersock Mills & Power Company 
vs. Santa Fe et al. 

The Chicago Association of Commerce and the Traffic Bu- 
reau of the Sioux City Chamber of Commerce have been au- 
thorized to intervene in No. 16226, Omaha Chamber of Com- 
merce, Traffic Bureau, vs. Aberdeen & Rockfish R. R. et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2249, the Commission has suspended from 
October 7 until February 4, schedules as published in supple- 
ment No. 19 to Countiss’ I. C. C. No. 1132. The suspended 
schedules propose to increase the rates on lumber and other 
forest products, carloads, from Pacific coast points to Bradford 
and East Bradford, Pa., from 88% to 90 cents per 100 pounds, 
also to increase the rates on the same commodities from Pacific 
coast points to various other destinations in Arkansas, Iowa, 
Kansas, Louisiana, New York, Ohio, Oklahoma, Pennsylvania, 
Texas, West Virginia, and Wisconsin by eliminating the interme- 
diate points rule which provides the use of certain stated rates 
to unnamed intermediate stations. 


BRICK CASES ORDERS 

The Commission on the petition of the Norfolk & Western, 
Chesapeake & Ohio and the Virginian, in I. and S. Nos. 1885 and 
1938, Brick and Clay Products from, to and between Points in 
Southern Territory (1) and (2), has modified its findings and 
orders of April 15, 1924, 88 I. C. C. 548, so as not to require the 
observance of the prescribed scale between points on the Dur- 
ham and Winston-Salem division of the Norfolk & Western, on 
the one hand, and stations on other portions of the Norfolk & 
Western lines, on the other hand. All other parts of that peti- 
tion have been denied. 

A denial has also been made of the petitions, in the same 
cases, of the Acme Brick Company, the Southern Brick & Tile 


Manufacturers’ Association and the Railroad Commission of 
Florida. 


WESTERN TRUNK LINE RATES 


In The Traffic Bulletin of October 11 (also in The Daily 
Traffic World and Traffic Bulletin of October 9) is published the 
bulletin of the Western Trunk Line Committee for a hearing, 
October 16, before its standing committee, on the proposed basis 
for a revised scale of class rates in Western Trunk Line ter- 
ritory, to be used in connection with the readjustment of rates 
under the decisions of the Commission in the so-called Indiana 
eases, I. C. C. dockets 11388 and 13671. A detailed statement 
of the basic figures from Chicago, St. Paul and principal points 
of origin on and east of the Mississippi River to the Twin Cities, 
Missouri River and interior points is included in the bulletin. 


PETITIONS FOR REHEARING, ETC. 

The complainant in No. 15022, Max Wedeles Tobacco Com- 
pany vs. Director-General, C. of Ga. Ry. et al., has filed a peti- 
tion ‘with the Commission asking for a rehearing. 

The Atchison, Topeka & Santa Fe Railway Company has 
asked for certain modifications of the Commission’s orders in 
No. 13413, in the matter of automatic train-control devices. 

The complainant in No. 15188, the Hutchinson Produce 





Vol. XXXIV, No. 15 


Company vs. A. T. & S. F. Ry. et al., has filed a petition with 
the Commission asking for a rehearing. - 

The defendants in No. 14452, Ash Grove Lime and Portland 
Cement Company vs. Missouri Pacific R. R. et al., have filed 
a petition with the Commission asking for rehearing or re- 
argument. 

The Denver & Rio Grande Western Railroad Company, T, H. 
Beacom, receiver, has filed a petition with the Commission ask- 
ing for rehearing and vacation of its order of July 31 in I. and 
S. No. 2083, Petroleum and*its products between Colorado, New 
Mexico and Utah. 





HEARING ON RATE DIVISION 


Further hearing was held on Docket 11659, the Marion & 
Eastern against the C. & E. I., before Examiner Shanafelt at 
Chicago, this week. The case concerns the division of coal 
rates between the Marion & Eastern and the Illinois Central, 
the C. & E. I. and the Missouri Pacific, on coal hauled from 
mines on the complainant’s line to the junction points of the 
defendant carriers. The previous hearing was held at St. Louis, 
May 31, but was adjourned when it was found that the ac- 
counting figures presented by the complainant were not in 
accordance with the rules of the Commission. 

At the Chicago hearing, H. E. Barber, president of the 
Marion & Eastern, testified as to the slight improvement of 
market conditions since the St. Louis hearing. He said the 
movement for 1924 would be 500,000 tons. He said there was 
one mine in operation and one that would open if it could 
be sure that the Marion & Eastern could give the proper 
service. 

He told of the short line’s financial status and of the con- 
dition of equipment. There are about $39,000 in bills and 
vouchers outstanding, according to the witness, not counting 
the shwrt-term notes, of which there are about $38,000. He said 
the banks had taken the position that, with the present division 
of rates the road could not earn enough ever to get on a sound 
basis, and had said that, in event of the failure of the Com- 
mission to improve the division, they would have to sell out 
the road. 

Mr. Barber told of the division of rates, saying that the 
agreement with the Illinois Central gave the Marion & Bastern 
18.5 cents, with the C. & E. I., 18.9 cents, and with the Mo. Pac., 
18 and 19 cents. 
service, the Jefferson Southwestern got a division of 30 cents. 
The amount sought by the complainant averages about 33 cents 
a ton. 

The testimony of Alfred Hagerty, accounting witness for 
the complainant, and his cross-examination took up over two and 
a half days. 

Mr. Hagerty, formerly accountant-examiner with the Com- 
mission, was retained to go over the books of the complainant 
after it was found, at a prior hearing at St. Louis, in May, that 
the accounting did not conform to the rules of the Commission. 
At the Chicago hearing, he put in a large number of exhibits, 
tending to show that the expenses of the complainant were large 
and to show justification of them. Cross-examination by E. A. 
Smith, counsel for the Illinois Central, necessitated reference 
and cross reference to a number of accounts in the books of 
the complainants, a process that lasted through two days. 

W. I. Jones, assistant freight traffic manager of the Mis- 
souri Pacific, and G. H. Kummer, assistant general freight agent 
of the C. & E. I., both entered exhibits showing the rates on 
coal from the points involved, the divisions and the car-mile 
revenue on those two lines compared with that of the com- 
plainant. The C. & E. I. was said to earn, on its whole haul 
of the coal, a part of which was participated in by the Marion 
& Eastern, in a number of instances, 32.6 cents a ton, compared 
with the 33 cents sought by the complainant for its division. 

A. E. Lawler, chief traveling auditor for the Illinois Cen- 
tral, entered exhibits tending to show bases of operating costs 
and testimony to the effect that the complainant had a number 
of expense accounts which seemed too high, such as admin- 
istration and traveling expenses. 


CAR SURPLUS AND SHORTAGE 


Reflecting the increased revenue freight loading, the aver- 
age daily surplus of freight cars dropped to 143,345 cars in the 
period September 15-22, inclusive, according to the car 
service division of the American Railway Association. The av- 
erage daily shortage was 362 cars. The surplus in the preceding 
period was 167,157. 

The surplus was made up as follows: Box, 45,835; ven- 
tilated box, 140; auto and furniture, 2,160; total box, 48,135; 
flat, 5,295; gondola, 27,276; hopper, 45,003; all coal, 72,279; coke, 
2,840; S. D. stock, 7,601; D. D. stock, 1,675; refrigerator, 4,775; 
tank, 66; miscellaneous, 679; total, 143,345. 

The shortage was made up of 130 box, 20 auto and furniture, 
17 flat, 73 gondola, 59 hopper, 8 S. D. stock, 55 D. D. stock cars, 
a total of 362 cars. 

Canadian roads reported a surplus of 17,025 cars, made up 
of 13,700 box, 500 auto and furniture, 1,225 flat, 1,850 S. D. 
stock and 250 refrigerator cars. 
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CANADIAN DIVERSION CASE 


Examiner J. P. McGrath has recommended the dismissal of 
No, 15763, National-American Wholesale Lumber Association for 
W. M. Weston Co. vs. Baltimore & Ohio et al., a complaint al- 
leging that a combination rate charged on chestnut lumber, from 
Camden-on-Gauley, W. Va., to Ste. Therese, Que., in March, 1922, 
was inapplicable, unreasonable and violative of the fourth sec- 
tion. The Commission was asked to prescribe a reasonable rate 
and award reparation. 

The lumber moved to Ste. Therese, a part of Montreal, via 
Windsor, Ont., and the Canadian Pacific. Charges were col- 
lected on the basis of a combination of 60.5 cents, composed of 
the joint commodity rate of 52.5 cents to Montreal and a local rate 
of 8 cents, not on file with the Commission, and a diversion 
charge of $3 for each car and certain surcharges, which the ex- 
aminer said were not in issue. The complainant contended the 
joint commodity rate of 52.5 cents was the measure of the ap- 
plicable charge. In disposing of the matter, the examiner said: 


Instructions to divert the shipments were issued by W. M. Weston 
Company to the lumber agent of the Canadian Pacific at Montreal, 
and the record shows that those instructions were complied with at 
some point on the Canadian Pacific while the shipments were in 
transit and following their receipt by this defendant at Windsor, 
Ont., a point outside the United States, In its tariff I. C. C. No. 
17550, which complainant contends was applicable, defendant Balti- 
more & Ohio provides that property destined to points beyond its 
line is entitled to such privileges and subject to such charges as 
are provided in the tariffs of the carriers granting the privilege 
and performing the service lawfully on file with this commission on 
interstate traffic. As above indicated, the shipments were diverted 
after they had reached a point in Canada, and from a destination in 
Canada to another destination in that country. The rules of the 
Canadian Pacific governing diversion of carload freight to points 
on its line in Canada were and are not on file with this commission, 
and the record herein does not afford competent evidence of the 
terms of those rules. Laying aside the doubtful question of this 
commission’s jurisdiction to grant relief in a case such as this, where 
it appears that the charges in excess of those claimed as applicable 
and reasonable were received for that part of the transportation 
which took place within Canada, it cannot be positively determined 
whether the application of the rates in the Baltimore & Ohio tariff 
was modified or otherwise affected by the diversion of the ship- 


— under those rules. The complaint should therefore be dis- 
missed, 





SCALE FOR PETROLEUM 


A scale to be used in the making of rates on petroleum oils, 
including gasoline, from Casper, Wyo., to points in Montana, 
has been recommended by Examiner Morris Konigsberg, in No. 
15717, Texas Company vs. Chicago, Burlington & Quincy et al, 
and a sub-number thereunder, Same vs. Butte, Anaconda & Pa- 
cific et al. He said the Commission should find the existing 
rates unjust, unreasonable and unduly prejudicial to the extent 
they exceeded, exceed or may exceed those made in accordance 
with his scale. 

The leading complaint alleged rates from Casper to certain 
Colorado points were unreasonable and unduly prejudicial. That 
complaint was withdrawn at the hearing because satisfactory 
rates had been made, thus leaving the complaint against the 
rates to Montana. The examiner said the Commission should 
find the rates assailed, since February 1, 1923, unjust, unreason- 
able and unduly prejudicial to Casper and unduly preferential 
to Greybull, Wyo., to the extent they exceeded or might exceed 
rates. made in accordance with the scale. He said the Commis- 
sion should award reparation. The scale, subject to the maxi- 
mum rates at present in effect, is as follows: 





Distance Rate Distance Rate 
_ Miles Cents Miles Cents 
2D OF LORS 6cccccccccrccevess 16 375 and over 350.........+6. 57.5 | 
50 ANd GVEr 25......00.04 19 400 and over 375........+-+. 60 
1S end wer GO... cscces 22 425 and over 400..........0. 62.5 
100 and over 75........... - 25 450 and over 425............ 65 
125 and over 100........000. 28 475 and over 450............ 67.5 
150 and over 125............ 31 500 and over 475........... - 70 
i ae re 34 525 and over 500............ 72.5 
200 and over 175........0058 37 550 and over 525............ 75 
225 and over 200...... covees 40 575 and over 550........... « 17.5 
250 and over 2: 600 and over : 
275 and over 625 and over 5 
300 and over 27: 650 and over 625............ 85 
325 and over 300............ 52 675 and over 650.........c0.- 87.5 


350 and over 825.......cccces 55 700 and over 675... 


ROOFING TO ALABAMA 


Attorney-Examiner John McChord, in No. 15865, Florence 
Chamber of Commerce, Florence, Ala., vs. Louisville & Nash- 
Ville, said the Commission should find unreasonable and unduly 
prejudicial, rates on prepared roofing and asphalt shingles, from 
Chicago, St. Louis, Cairo, Evansville, Louisville and Cincinnati, 
to Florence, Sheffield and Tuscumbia, Ala., in comparison with 
rates to Corinth, Miss. He said: 
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The commission should find that the rates assailed from Chicago, 
Ill., St. Louis, Mo., and Cairo, Ill, were and are unreasonable and 
unduly prejudicial to complainants at Florence, Sheffield and Tus- 
cumbia, Ala., to the extent that they exceeded or may exceed the 
contemporaneous rates to Corinth, Miss., by more than 2.5 cents 
per 100 pounds; that the rates assailed from Louisville, Ky., Evans- 
ville, Ind., and Cincinnati, Ohio, were and are unreasonable and 
unduly prejudicial to the extent that they exceeded or may exceed 
the contemporaneous rates from the same points to Corinth; that 
complainants made the shipments and paid and bore the freight 
charges thereon; that they were damaged thereby in the amount of the 
difference between the charges paid and those which would have 
accrued at the rates herein found reasonable; and that the con- 
clusions herein reached as to rates for the future are without preju- 
dice to such changes as may be made by the commission in considera- 
tion of the general level of rates south of the Ohio River in other 
pending proceedings. Complainant should comply with rule V. 


RATES ON TRIPOLI 


Examiner Burton Fuller in a tentative report on No. 15183, 
St. Louis Traffic Bureau vs. Santa Fe et al., has recommended 
that the Commission find unreasonable and unduly prejudicial 
rates on tripoli from Seneca, Mo., to St. Louis, East St. Louis, 
Peoria and Chicago, and to destinations in central, eastern 
trunk-line and Canadian territories. The report also embraces 
No. 15586, American Tripoli Company vs. Ahnapee & Western 
et al. 

Complainant alleged that the rates were and are unreason- 
able, unduly prejudicial to complainant and unduly preferential 
of a competitor at Tamms, Ill. The examiner said the commod- 
ity shipped from Tamms was designated as silica. He said silica 
and tripoli had substantially the same chemical composition and 
were used for practically the same purposes, and that the prin- 
cipal difference was that silica was pure white in color while 
tripoli was cream or rose in color due to its slight iron content. 
The recommended findings follow: 


The Commission should find that the rates assailed were not un- 
reasonable except during the period March 15 to December 11, 1923, 
and that they are not unreasonable, but that except to St. Louis, Mo., 
and East St. Louis, Peoria and Chicago Ill, they are and for the 
future will be unduly prejudicial to the extent that the components 
thereof beyond St. Louis exceed or may exceed the same percentage 
relationships to the sixth-class rates from St. Louis to the respective 
destinations that the rates on silica from Tamms to the same destin- 
ations bear to the corresponding sixth-class rates. The Commission 
should further find that the rates assailed were unreasonable between 
March 15 and December 11, 1923, to the extent that_they exceeded 
22, 26, and 30 cents per 100 pounds to St. Louis and East St. Louis, 
Peoria and Chicago, respectively, and to the other destinations to the 
extent that the component thereof from Seneca to St. Louis exceeded 
22 cents per 100 pounds; and that the consignees on whose behalf the 
complaint in No. 15183 was brought received shipments as described 
and paid and bore the charges thereon, and were damaged thereby 
and are entitled to reparation in the amount of the difference between 
the charges paid and those which would have accrued at the rates 
herein found reasonable, with interest. 

Complainant in No. 13183 should comply with Rule V of the Rules 
of Practice. Defendants in No. 15183 should waive outstanding under- 
charges to the bases of rates herein found reasonable. An appropriate 
order should be entered in No. 13586. 


PEANUT SCALE PROPOSED 


A peanut scale to be used in publishing rates for all dis- 
tances has been proposed by Examiner T. John Butler, in No. 
15410, United Fig & Date Company vs. Atlantic Coast Line et al. 
He said the Commission should find existing rates from points 
in Alabama, Florida, Georgia, South Carolina and Tennessee to 
destinations in Illinois, Indiana, Iowa, Kansas, Missouri, Ohio 
and Wisconsin unduly prejudicial and preferential. He said the 
railroads should be required to make rates on a minimum of 
30,000 pounds in accordance with one scale or on 50,000 pounds 
on a second scale. His scales run out at 1,500 miles but in a 
footnote thereunder he said rates for longer distances should 
be computed at the same progression rate. 

Complainants, twenty-two dealers and shippers of peanuts 
at Chicago, and elsewhere, alleged the rates from and to the 
points mentioned, were unreasonable, unjustly discriminatory 
and unduly preferential of peanut oil. 

The examiner said there were no joint rates from points 
of origin to any of the destinations involved except to St. Louis. 
With that one exception, he said, rates were constructed on the 
basis of the combinations of commodity proportionals to the 
Ohio and Mississippi crossings, plus commodity proportionals 
beyond. In constructing the commodity rates, the points of 
origin were divided into three groups. One embraced all the 
territory in Georgia to the south of the line of the Seaboard ex- 
tending from the Chattahoochee river easterly through Ameri- 
cus, Cordele and Vidalia to Savannah, to and including points 
on the Atlantic Coast Line extending from the same river east- 
erly through Bainbridge, Boston and Quitman to Valdosta and 
the line of the Georgia Southern & Florida, extending from Val- 
dosta to Jacksonville. Groups 2 and 3 were not described by 
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the witnesses but Mr. Butler said it was testified that the rates 
from group 2 were made two cents less than those from group 
1 and the rates from group 3, three cents less than from group 2. 

The complainants said the Commission, in a number of 
cases, had prescribed rates on peanuts that were about nine- 
eights of the rates on peanut oil and suggested that as the 
proper basis for rates involved in this case. In opposition to 
that the carriers pointed out that rates on peanut oil were made 
in relation to rates on cottonseed oil and that to make rates on 
the proposed basis would tend to disturb the whole rate struc- 
ture and create a rate situation similar to that condemned by 
the Commission in Kelly vs. A. B. & A., 81 I. C. C. 621. Butler 
said there were no plants for making peanut oil at any of the 
destinations concerned that were prejudiced by the rates against 
which complaint was lodged. Nor did the evidence show sub- 
stantial competition between peanuts and peanut oil. He said 
there was no sufficient showing to justify prescription of rates 
in any fixed relationship to rates on peanut oil. He said the 
evidence did show a lack of uniformity in the amount of the 
through rates. He said there should be a readjustment and 
that a distance scale seemed best suited to bring about the es- 
tablishment of reasonable, non-discriminatory and non-prejudi- 
cial rates. Yet he said that in establishing the through rates 
proposed by him the carriers should be allowed to construct 
them either as joint through rates or combinations on the Ohio 
river. He said the Commission should give the railroads the 
choice of the following scales, subject to the present minimum 
of 30,000 pounds for a standard car: 
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BALTIMOREANS LOSE 


Attorney-Examiner W. B. Hunter has recommended ihe dis. 
missal of No. 15199, Washington Publishers Association et a) 
vs. Baltimore & Ohio et al.; No, 15229, Evening Star Newspaper 
Company vs. Canadian Pacific et al. and No. 15199, sub-No, 1 
Baltimore Publishing Company et al. vs. Baltimore & Ohio et a), 
insofar as rates on newsprint paper, from points in New Eng. 
land, New York and Canada, and from Philadelphia, to Baltj- 
more, are concerned. He said the Commission should find the 
rates not unreasonable. 

As to the part pertaining to rates on the same commodity 
to Washington, he said the Commission should find them yp. 
reasonable and unduly prejudicial to the extent they exceeded 
the rates to Baltimore by more than one cent per 100 pounds. 
The allegations were that the rates were in violation of the first 
and third sections, the Washington Evening Star alleging the 
rates were unreasonable and unduly prejudicial to the extent 
they exceeded the rates to Baltimore by more than cne cent. 
The examiner said there was no uniform relationship of rates 
to Baltimore and Washington on newsprint and that the rates 
to Baltimore were related to those to New York and Philadelphia. 
He said the most influential single rate was sixth class of 26.5 
from Buffalo and Niagara Falls to Baltimore. The sixth class 
rate to Washington from those points is 31.5 cents. 

The Baltimoreans, the examiner said, attacked the general 
level of the rates but he called attention to the fact that that 
question was bound up in the eastern class rate investigation. 
He said the rate to Washington was clearly indefensible on the 
basis of the rates to Baltimore and that the shippers should 
uot suffer therefrom for the period necessary to complete the 
general investigation, hence his recommendation. 


RATES ON GASOLINE 


An award of reparation has been recommended by Examiner 
F. L. Sharp in a tentative report on No. 15311, Atlantic Refining 
Company vs. Chesapeake & Ohio et al., on a proposed finding 
that rates on gasoline in tank carloads from Hubball and Alkol, 
W. Va., to Point Breeze, Philadelphia, Pa., were unreasonable. 
The shipments from Hubball were assessed the fifth class rates 
of 61 cents on those moving prior to July 1, 1922, and 545 
cents on those moving after that date. The shipments from 
Alkol were assessed at 49 cents on those moving prior to Jant- 
ary 1, 1922, at 48 cents on those moving between January 1, 
1922, and July 1, 1922, and at 47 cents on those moving there- 
after, based on the fifth class rates to Ferrell, W. Va., and a 
commodity rate beyond. 

Following Atlantic Refining Company vs. Director-General, 
74 I. C. C. 8, wherein a rate on gasoline from Leach, Ky., to 
Point Breeze, Philadelphia, in excess of 35.5 cents on ship- 
ments moving between December 31, 1919, and February 27, 1920, 
was found unreasonable, the examiner ‘said the Commission 
should find that the rates charged were unreasonable to the 
extent that they exceeded the rates contemporaneously applica- 
ble on gasoline from Leach, Ky. A joint rate of 50.5 cents 
from Leach to Philadelphia became effective December 1, 1920. 
This rate represented the rate found reasonable in the Atlantic 
Refining Company case plus the general increase of 1920, and 
it was subsequently reduced to 40.5 cents July 1, 1922. 


SEATTLE RATES AS MAXIMA 


Attorney-Examiner Arthur R. Mackley, in No. 14868, Port- 
land Traffic and Transportation Association vs. Northern Pa- 
ciific et al., and No. 14954, Same vs. Same, says the Commission 
should find that a maximum reasonable rate on apples from 
main-line points in the Yakima Valley, Washington, to Portland, 
Ore., would be 38.5 cents; that the present blanket rate of 35.5 
cents on cantaloupes and vegetables from the valley to Port- 
land is not unreasonable; that the rates on apples, cantaioupes 
and vegetables from the valley to Portland should not exceed 
the contemporaneous rates on the same commodities from the 
valley to Seattle by more than 10 cents; and that the rates 
from branch-line points may be appropriately higher from the 
main-line points, in accordance with the existing practice a5 
to both Seattle and Portland. 

The complaining association alleged the rates on apples 
from the Yakima Valley to Portland were unreasonable and 
that the relationship between those rates and the contempo- 
raneous rates from the valley to Seattle and other Puget Sound 
points subjected Portland to undue prejudice and disadvantage 
and- gave to Seattle and other Puget Sound points an undue 
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preference and advantage. In the second mentioned complaint report on No. 14761, Texas Chamber of Commerve et al. vs. 
the same allegations were made respecting rates from the valley Santa Fe et al. ‘ Hive 

to Portland on cantaloupes and vegetables. ’ : The examiner said the rates in issue were before the Com- 

Se mission in No. 14150, Corporation Commission of Oklahoma vs. 

ALLOW ANCE RECOMMENDED Abilene & Southern et al., and No. 14970, Texas Cottonseed 

Crushers Association et al. vs. Same, consolidated cases, re- 

A retroactive allowance has been recommended by Exam- ferred to as the Cottonseed Products Cases, in which a tenta- 
iner I. L. Koch, in No. 15105, Galveston Export Company Vs. tive report has been issued recommending a general readjust- 
Texarkana & Fort Smith et al., for the unloading of carload ship- ment of these and other rates on vegetable oils and other com- 
ments of cottonseed cake, in bulk, at Port Arthur, Tex., that modities throughout the Southwest. He said the parties agreed 
moved prior to January 20, 1922. The allowance requested and at the hearing to leave the rates for the future for determina- 
quthorized is 45 cents per ton. . tion in those cases. 

The service rendered was more than the mere unloading. The examiner said the Commission should find that the as- 
The complainant, to facilitate the handling of the cake, sacked sailed rates for distances of 325 miles and less from Oklahoma 
it before or at the time it was taken from the car. Sacking 18 producing points to Sherman were and are unreasonable and 
considered more economical handling than in bulk, even with unduly prejudicial to the extent that they exceeded or exceed 
ihe expense of sacking included. The complaint alleged the ithe rates for like distances under the scale of rates on cotton- 
failure of the defendants to make an allowance such aS was _ seed oil and related vegetable oils to be prescribed in the Cot- 
sought, 45 cents per ton, made the rates unjustly discriminatory tonseed Products Cases for application between points in the 
and unduly prejudicial in that an allowance of 45 cents waS Southwest. As to reparation the examiner said it had been and 
made for similar services at Galveston. At the time the ship- was the policy of the Commission to deny reparation in cases 
ments were being unloaded the tariff first provided for an allow- jnvyolving general readjustments of rates such as that required 
ance of 12.5 cents which was absorbed by the line-haul carriers. jn the Cottonseed Products Cases. 

Effective June 20, 1922, the tariffs were changed so as to pro- : 


yide that the Port Arthur Canal & Dock Company would make 

the same allowance to the consignee as it received from the line- RATES ON BLACK POWDER 

haul carriers. The latter provided an allowance of 45 cents for Dismissal of the complaint in No. 15924, Grasselli Powder 
the service as rendered by the complainant. They joined in the Company vs. Akron, Canton & Youngstown et al. has been rec- 
request for permission to make the allowance retroactively. ommended by Attorney-Examiner Arthur R. Mackley on a pro- 


posed finding that rates on black powder in carloads from 
Quaker Falls, Pa., to certain destinations in Indiana and Illinois 
OIL CASE DISMISSED are not unreasonable or unduly prejudicial. 

Examiner C. W. Griffin has advised the Commission to dis- The complainant alleged that the rates on black powder from 
miss No. 14725, W. H. Barber Company vs. Chicago & North Quaker Falls, Pa., to Clinton, Terre Haute, Oakland City, Yan- 
Western et al., on a finding that rates on crude, fuel and gas keetown, and Evansville, Ind., and to Danville, Joliet, Hilliary, 
oils, from Clay Spur and Osage, Wyo., to destinations in South Catlin and East St. Louis, Ill., the latter when for beyond, were 
Dakota, Iowa, Minnesota and Wisconsin, in the two-year period unreasonable, and that the relationship of those rates to the 
prior to February 27, 1923, were not unreasonable. The exam- contemporaneous rates from Mooar and Keokuk, Ia., and Pleas- 
iner said that while the case was pending rates were estab- ant Prairie, Wis., to the same destinations, subjected complain- 
lished on the basis for which the complainant contended and ant to undue prejudice and disadvantage and gave to its com- 


that therefore the issue was really as to reparation. petitors at Mooar, Keokuk and Pleasant Prairie an undue pref- 
The complaint alleged the rates were unjust and unreason-- ence and advantage. 
able to the extent they were higher than 6 cents less than the Mr. Mackley said there were no commodity rates on black 


contemporaneous rates on refined oils. The examiner said the powder from Quaker Falls to the destinations in issue and that 
complainant contended for reparation chiefly on the ground that’ the rates charged were second-class rates. In conclusion, he 
the rates on the low grades of oil were the same as those on: = gaid: 

refined oils, contrary to the rule laid down in Mid-Continent Oil 


‘ ; j There is nothing of record purporting to show that black powder 
Rates, 36 I. C. C. 109, and other cases involving the question of is improperly rated second class. So far as this record shows, that 
relationship. , aie rating would not be questioned were it not for the existence of com- 
The railroads countered that contention by pointing out that modity rates lower than second class from Mooar, Pleasant Prairie 


the rates on refined oils were lower than the Commission could and_ other ens The ———— of peng — A - 

. . carriers serving Mooar, easan rairie and other powder plants 
have required them to have prescribed. They were made, the does not in itself require the Pittsburg & Lake Erie and connections 
railroads said, because of the competition from the mid-conti- to make a similar adjustment from the Quaker Falls. The record does 
nent field. They further pointed out that in the Mid-Continent not establish that second-class rates are inherently too high for the 
case the Commission first prescribed reasonable rates on re- transportation of black powder from Quaker Falls. Nor is a finding 


. ‘ of undue preference of Mooar and Plesaant Prairie warranted in the 
fined oils and then related those on crude, fuel and gas oils to absence of a showing that carriers in a position to control the measure 


the reasonable rates so established. of the rate from the respective points participate in the rates from 
Mooar, Pleasant, Prairie and Quaker Falls under substantially similar 
ee ee ee circumstances and conditions of transportation. No such showing 
has been made upon this record. The record does show that the rates 
COAL RATES PREJUDICIAL of the Pittsburg & Lake Erie, which serves Quaker Falls, are uniformly 
Ave LS on the basis of second class, or that they are commodity rates the 
A finding of undue prejudice has been recommended by Ex- equivalent of second class. 
aminer Harris Fleming, in No. 15742, Indian Creek Coal & Coke ~ a — find a — mee Be greene d roc Wg 
: a . : * ; e destinations in issue have not been shown to be unreasonable, 
Company b. oe Atlantic City Railroad Company et al., as to — and that their relationship to the commodity rates in effect from 
on coal, from points on the Indian Creek Valley Railway to east- Mooar and Pleasant Prairie to the same destinations has not been 
ern and New England destinations. The complaint alleged the shown to subject complainant to undue prejudice and disadvantage, 
rates were unduly prejudicial to the extent they exceeded those or give to the complainant’s competitors at Mooar and Pleasant Prairie 
from mines in the Meyersdale region. The Baltimore & Ohio ®" Undue preference and advantage. 
is the trunk line connection of the Indian Creek Valley Railway. 
In Rogers & Prinkey vs. Baltimore & Ohio, 30 I. C. C. 32, REDUCTION UNWARRANTED 


the Commission approved rates from points on the short line, A finding that rates on fresh deciduous fruits, other than 


to eastern destinations, 10 cents over the Meyersdale group apples, in carloads, from California points, to eastern transcon- 
tates. Later, in Melcroft Coal Co. vs. Indian Creek Valley Rail- inental groups are not unreasonable or unduly prejudicial, has 
way, it ordered the Meyersdale group rate to points on the Balti- een recommended by Examiner Earl M. Steer, in No. 15137, 


more & Ohio, because the Baltimore & Ohio was the only trunk = ajifornia Growers’ and Shippers’ Protective League vs. South- 
line defendant. Rates on other roads were kept 10 cents over yp Pacific et al. a ° ' 


the Meyersdale group. Carriers not party to the Melcroft case ‘ ; a 
took the position that because of an inadequate record the Com- The complainant, an unincorporated association of growers 
mission reached erroneous conclusions; that as they were not 2d shippers in California, and associations of such growers and 
parties to tat case their rights should not be prejudiced by it; Shippers, representing approximately 15,000 growers and sub- 
and that, in any event, the facts in the present case warranted Stantially 85 per cent of the total production in California, al- 
a different conclusion. leged the rates were unreasonable, and unduly prejudicial in 

The examiner said that upon the record in this case there COMparison with rates on apples, and by comparison with the 
Was no reason for conclusions differing in principle from those level of rates on other commodities in general, and therefore 


reached in the Meleroft case, hence his advice that the flat 1 Violation of the first and third sections. 


Meyersdale rate be ordered in this case, as in the Melcroft case. The prayer was for reduction of the rates of $1.62 to group 
acacia Se Sree J and $1.73 to the other eastern transcontinental groups to $1.44, 
the basis in effect prior to the Ex Parte 74 increase on August 
RATES ON VEGETABLE OILS 26, 1920. . 
A finding that rates on vegetable oils, in carloads, from Okla- The term deciduous fruits was used to designate fresh de- 


homa producing points to Sherman, Tex., were and are unrea- ciduous fruits other than apples, and deciduous tree fruits to 
Sonable and unduly prejudicial, but that reparation be denied, deciduous fruits other than apples and grapes. : 
has been recommended by Examiner I. L. Koch in a tentative Apple rates the examiner disposed of quickly by remarking 
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that the transportation of apples via the Panama canal created 
a rate situation unlike that pertaining to other fruits. 

While many California civic and commercial associations, 
including the California railroad commission, intervened in be- 
half of the complainants, the Chamber of Commerce of Wat- 
sonville and the apple growers of California intervened in op- 
position. Intervention in opposition was also filed by eastern 
grape growers represented by the Keystone Co-operative Asso- 
ciation of North East, Pa., and the South Shore Co-operative 
Grape Association of Silver Creek, N. Y. 

The complainants represented that the growing and ship- 
ping of deciduous fruits was one of the great basic industries 
of California, as the volume of production and shipment now 
exceeded that of citrus fruit or almost any other product of the 
state, and that other industries, such as the canning, drying 
and box industries were dependent upon it. They said the in- 
dustry had suffered for two or three years because of a marked 
decline in prices, without corresponding reduction in the cost 
of production, including transportation to the eastern markets. 
They said the importance of the industry to the state, and the 
carriers, was obvious. 

The examiner said that California exceeded any other state 
in the production and shipment of deciduous fruits, producing 
about 80 per cent of the grapes, 32 per cent of the peaches, 28 
per cent of the pears, 70 per cent of the plums and prunes, and 
substantially all the apricots, these figures relating to 1919. 

In 1923, the examiner said, the shipments to the east were 
almost double those of 1919. 

“Grapes constitute about three-fourths of the total move- 
ment,” said Steer. The increase from 1919 to 1923 was due, he 
added, largely to the increased shipment of wine and juice 
grapes since the enactment of the national prohibition law. 

Based on an estimated movement of 70,000 carloads in 1923, 
Steer said the rate reduction sought would amount to $5,643,400 
per year, estimating the average loading at 13.9 tons per car. 
He showed a large increase in tonnage north of the Tehachapi 
summit with a suggestion that the tonnage would increase still 
more because one witness estimated that only from 60 to 65 per 
cent of the planted acreage was in bearing. He estimated there 


would be a 20 per cent increase for each of the three years fol- 
lowing 19238. 


Eastern grape growers opposed any reduction in the rates 
on grapes on the ground that any reduction would be prejudi- 
cial against them. Steer agreed with them that the rates did 
not deprive the Californians of the advantages of their climate 
and ability to produce more tons per acre than the eastern 
grape growers. The latter said their lands were poor and not 
adapted to the growing of other crops. They showed a loss in 
their business in the last two or three years. 


The case was handled on the basis of the existing groups 
being not. objectionable. The examiner said that while the 
blanketed area was large that fact was not attacked. The com- 
plainants, however, tried to show that the railroads could stand 
a reduction in view of the condition of the deciduous fruit in- 
dustry. The carriers put in earning data from which Steer 
drew the fact that only the Baltimore & Ohio and the New York 
Central, of those handling considerable of the tonnage in ques- 
tion, earned in excess of 5.75 per cent in 1923. He said the 
record did not show that the carriers principally engaged in 
handling the traffic in question, as a whole, were earning in ex- 
cess of, or even as much as, a fair return of 5.75 per cent. 


Examiner Steer referred to the fact that the shipment of 
grapes at times clogged the terminals of the railroads and that 
at one time the Rock Island contemplated asking for an in- 
junction to prevent congestion of its terminals by the shippers 
of grapes. Steer said the complainant suggested that the rail- 
roads could take care of that by imposing track storage charges, 
from the cars, was done. In conclusion the examiner said: 


The chief grounds relied upon by complainant in support of the 
relief asked, as stated by its counsel, may be briefly summarized as 
follows: (1) The basic character of the deciduous fruit industry; 
(2) the economic condition of the industry; (3) the proportion of the 
rates to the market values of the fruits; (4) the volume of the move- 
ment; (5) the general level of the rates on other traffic as compared 
with the rates prior to June 25, 1918; and (6) the financial condition 
of the principal carriers. 

Under the rule laid down in Rates and Charges on Grain and 
Grain Products, supra, the economic condition of the industry can- 
not be accepted as controlling upon the question of the reasonable 
ness of the rates. If that was true as to the rates on grain, one of 
the great necessities of life, there is no reason for applying a different 
rule to this traffic. The increase in the proportion of the rates to 
the market prices of the fruit is merely a refiection of the decline 
in prices, which is the real cause of the economic condition of the 
industry. The prices of 1922 and 1923, however, cannot be said to have 
become established ‘‘permanently or for a long period of time.’”’ There 
is nothing in the record to show that the rates constitute an undue 
proportion of the market prices, considering the length of haul and 
the service performed by the carriers. 

The general level of the rates on other traffic compared with 
the rates prior to June 25, 1918, which was brought about by water 
competition or other conditions different from those affecting the 
rates assailed, is not a just and fair measure for fixing maximum 
reasonable rates on the traffic under consideration. While the operat- 
ing returns of the principal carriers of this traffic have shown con- 
siderable improvement in the last few years, the record does not 
indicate that as a whole they are yet earning as much as 5.75 per 
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cent. It is true that the ve..ume of movement is large, but the future 
of the wine or juice grape business is admittedly precarious. More. 
over, the volume of the movement and the remarkable increase jp 
the same tend to indicate that the rates must be reasonable rather 
than unreasonable. 

The destination blanket under the $1.73 rate is of extreme length 
and doubt has been expressed as to the property of such large 
blankets in previous cases. Complainant, however, has not expresseg 
any dissatisfaction with that method of making the rates, and the 
case has been presented upon the question of the reasonableness of 
the rates as a whole. In California Citrus League vs. Director Gep- 
eral, supra, where a similar blanket rate on oranges was in issue, the 
examiner proposed to break up the blanket, but both complainant ang 
defendants asked that the blanket adjustment be continued, and it was 
not disturbed. 

The rates to Groups D to.H and J appear rather high in com. 
parison with the rates on fresh vegetables, melons, and cantaloupes 
and the Class C rates, but the $1.73 rate may be lower than would 
otherwise be justified to the farther-distant groups because it jg 
blanketed to all the groups except J. Apparently complainant is prin- 
cipally interested in the rates to Groups A to D, inclusive. A reduction 
in the rates from California to that territory might create tndue 
prejudice against the eastern grape growers. Considering the rates 
assailed as a whole, complainant has not sustained the burden of 
proving that they are unreasonable. On the other hand, the com- 
parisons with the rates from the Northwest and other producing 
sections indicate that the rates in issue are reasonable. 

The Commission should find that the rates assailed as a whole 


are not unreasonable or unduly prejudicial as alleged, and the com- 
plaint should be dismissed. 


BROAD MEAT READJUSTMENT 


What looks like a big readjustment of rates on fresh meats, 
and dry-salted and sweet-pickled meats, the latter in bulk, east 
of the Missouri river, has been recommended by Attorney. 
Examiner C. R. Hillyer, in a report on No. 14771, John Morrell 
& Company et al. vs. New York Central et al.; Sub-No. 1, Swift 
& Company vs. New York Central et al.; Sub-No. 2, Wilson & 
Company, Inc., et al. vs. Same; No. 14981, Armour & Company 
vs. Atchison, Topeka & Santa Fe et al.; Sub-No. 1 of the last 
mentioned, Cincinnati Abattoir Company vs. Baltimore & Ohio 
et al.; No. 15041, Independent Slaughterers’ Traffic Association 
vs. New York Central et al.; and parts of fourth section ap- 
plication No. 2073. 

Accompanying and made a part of the report, is a notice 
to the parties that they may have 60 days in which to file ex- 
ceptions to the report and 90 days for replies to such excep- 
tions, the time to begin running from the date of the service 
of the report. 

The important recommendations made by Hillyer seem to 
be his advice that the rate on fresh meat, from Chicago to New 
York, be cut from 87 cents to 77 cents per 100 pounds and 
that rates from other points from which fresh meat rates are 
of importance, be reduced so they will bear the percentage 
relationship to the proposed Chicago-New York rate that the 
class rates from those points bear to the basic class rate; that 
is, that Cleveland take 71 per cent; Evansville, 105 per cent; 
Terre Haute, 100 per cent; Indianapolis, 93 per cent; Cincin- 
nati, 87 per cent; Milwaukee, 100 per cent; and East St. Louis 
and St. Louis, 117 per cent. 

That rate of 77 cents, 20.5 cents higher than the rate on 
live stock, he said, would be non-prejudicial in relation to the 
live stock rate. 

As to the rates on dry-salted and sweet-pickled meats, in 
bulk, now fourth class, he said they were unreasonable to the 
extent they exceeded fifth class, now applicable on cured meats 
in packages. 

: This brief resume of what seem the two outstanding facts 
in the report does not purport to be conclusive as to what may 
be important. The recommendations, hereinafter given in full 
will show those interested other points, which, to them, may 
seem equally important. The wide significance of the case may 
be inferred from the examiner’s statement of the general issues 
and his reservation to the effect that. there were numerous 
other issues presented, which were, directly or indirectly, re- 
lated to or dependent upon the four primary questions. In that 
summary of the general issues, Hillyer said: 


The six complaints embraced in this proceeding present four 
general questions: (1) Whether the rates on fresh and cured 
meats and the by-products thereof from all of the important 
packing centers in central, western trunk line and southwestern 
territories to eastern trunk line and New England territories 
are unjust and unreasonable; (2) whether a relationship should 
be prescribed between the rates on live, edible animals and the 
rates on the fresh and cured meats and by-products thereof, from 
the Mississippi River crossings, applicable on traffic eTiginating 
at such points or points west thereof, and from othér points in 
central territory, to points in trunk line and New England terri- 
tories; (3) whether the rates on fresh_and cured meats from Mis- 
souri River packing points to the Mississippi River crossings 
when destined beyond to points in New England and trunk line 
territories are unduly prejudicial to the Missouri River cities and 
unduly preferential of interior Iowa packing points; and (4) 
whether fourth-class rates under the official classification on 
cured meats, in bulk, are unreasonable or unduly prejudicial to 
= oe that they exceed fifth-class rates on cured meats, 
packed. 

There are numerous other issues presented which are, directly 


or indirectly, related to or dependent upon these four primary 
questions. 


Hillyer said the most important issue was that of the rela- 
tionship between rates on live stock and those on the products, 
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that question, he said, antedated the act to regulate commerce, 
the latter enacted in 1887. He said it was settled, by the 
cooley award, in 1884, which was to the effect that the rela- 
tionship of rates on the live animal and dressed beef, from 
Chicago to New York, should be as 40 was to 70. The question 
was presented to the Commission early in its history, but it 
never made a definite finding. It made expressions in favor 
of a definite relationship, but was not in position to make a 
fnding, because the records would not permit. Hillyer said 
the carriers docketed the question after the 10 per cent reduc- 
tion in July, 1922, but so much opposition was generated to their 
proposal to reduce the spread that they had made no general 
revision in accordance with the expressions on that subject 
quoted by him. He noted that the expressions were general 
observations only and could not be construed as specific find- 
ings. The Commission’s expression, in Reduced Rates, 1922, 
he said, caused the filing of the complaints he was discussing. 
The expression, at that time, was that the carriers should make 
some revision of the rates from the Mississippi river eastward. 
He said the importance of the relationship question could 
hardly be overestimated. He said that since 1884 there had 
been a pressing demand for the fixing of a definite relationship 
between the rates which moved the bulk of the tonnage. This 
record, he said, disclosed every important condition attending 
the transportation of the commodities in question. He said 
packers, live stock shippers’ associations and carriers had 
opened wide their records in order that a fair vision of the entire 
question should be presented to the Commission. 


Hillyer stated the issues presented by each complaint in 
detail, particularly the allegation of the Swift interests that 
the factors from the Missouri to the Mississippi unduly favored 
the interior Iowa packers, and that the rates from St. Paul 
to Chicago were unreasonable and unjustly discriminatory in 
comparison with the rates from the interior Iowa packing points 
in that the factors from Chicago were unreasonable and unduly 
prejudicial. He said the Swift complaint differed from the 
Morrell complaint principally in that it raised an additional 
question of undue prejudice against the Missouri river cities 
and an undue preference of interior Iowa in the factors from 
the Missouri river and interior Iowa to the Mississippi river 
when destined to the east. Thus, he said, the interior Iowa 
packers were allied with Swift in respect of factors east of 
the river and were put on the defensive in respect of the factors 
west of the river. The Swift complaint, he said further, dif- 
fered from the interior Iowa complaint, in that it made no spe- 
cific allegations about the relationship question. He said it 
enlarged the scope of origin territory by adding several im- 
eon packing points on the Missouri river and in central 
erritory. 


The Armour complaint, he said, further enlarged the origin 
territory. He said its principal contention was that the rates 
on live stock and the products thereof should be so adjusted 
as to permit the maximum commercial competition in the pur- 
chase of animals in the western markets and sale of products 
in the east, with reasonable compensation to the carriers on 
both kinds of traffic. It brought into question rates on bulk 
cured meats in comparison with packed cured meats. Packers 
east of Chicago, in central territory intervened so as to get the 
benefits that might flow from decisions on the main questions. 

The Independent Slaughterers’ Traffic Association complaint, 
filed by packers in New York and New Jersey, he said, was 
practically a cross bill in opposition to the Morrell, Wilson 
and Armour complaints and did not need description in detail. 
Opposition to the narrowing or elimination of the spread be- 
tween stock and meat rates, was voiced by practically all east- 
ern packers and by most of the large associations of live stock 
producers, and the live stock exchanges of the middle west and 
west, he said. 


Hillyer’s report covers every condition and phase of the 
subject brought forward in the complaints, except reparation, 
which, he said, should be reserved for further consideration. 
The only question in the case not hereinbefore mentioned was 
that of fourth section relief for the continuance of fourth class 
rates on “meats in bulk,” minimum 30,000, from points in cen- 
tral territory to points intermediate to Virginia common points, 
higher than the fifth class rates on like traffic to farther points, 
which, he said, should be denied. He sets forth the findings 
he thinks the Commission should make, in seven conclusions, 
the sixth and seventh of which pertain to reservation of the 
reparation question and the denial of fourth section relief. The 
others are as follows: 


Conclusion No, 1.—The evidence presented in these proceedings 
falls short of proving that the present rates on packing-house 
Products and green salted hides, in carloads, from the Mississippi 
River crossings, East Dubuque to East Burlington, inclusive, ap- 
Plicable from these points, locally or on shipments from interior 
Iowa and Missouri River packing points, and the present rates 
from Chicago and other central territory packing points, to 
Points in trunk line and New England territories are either un- 
reasonable or unduly prejudicial in relation to the existing rates 
on hogs and sheep in double deck cars and on cattle from and 
to the same points. 

This finding should not be construed as intending that the 
Present relationships should be rigidly preserved in the future 
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or as preventing the carriers from making any needed reforms 
in rates from or to particular points or from making any general 
changes in the level of rates on either live stock or packing- 
house products independently of each other. For example, if the 
carriers at any future time decide that the stability of their rev- 
enues from the live stock and packing-house products industries 
depends upon a reduction in live stock rates in order to assist 
the producers of live stock, their action should not be impeded 
by_any thought that such a reduction in rates would compel like 
reductions upon packing-house products. On the other hand, any 
changes in the fifth-class rates which generally apply from cen- 
tral territory to eastern trunk line and New England territories 
on packing-house products should not necessarily result in 
changes in like amounts in the commodity rates on live stock. 
Rate making with respect to these related commodities must fol- 
low a line of practical economic elasticity rather than of rigid 
consistency. 


__,,,The carriers must be permitted to exercise liberal latitude in 
initiating their rates upon packing-house products. The articles 
in the packing-house products list include a number which take 
separate and differing classification ratings; some such as sausage, 
are perishables, and some, such as pig bristles, are not; some re- 
quire full refrigeration in certain seasons, others require slight 
refrigeration and others require none; some, such as canned 
meats, can be loaded with ordinary merchandise freight, and oth- 
ers can not; some, such as pickled beef, must be loaded in 
refrigerator cars, while others, such as cottonseed oil, require 
tank cars, and others, such as chili-con-carne, require no special 
equipment; some, such as oil in tank cars, load to more than 
twice the carload minimum, and others barely exceed the required 
minimum; some, such as glue, are adapted to use in special lo- 
calities, and others, such as lard, are shipped to practically all 
important points for general household use; and some require 
expedited service, while others do not. In contrast thereto the 
commodity descriptions governing the rates on fresh meats are 
highly restricted to one general class of freight which moves al- 
most entirely in refrigerator cars under full refrigeration, with 
expedited service, and with almost uniform loading except that 
—- meats load considerably higher than fresh meats not 
rozen. 

Conclusion No. 2.—That the base rate of 87 cents_on fresh 
meat, in carloads, from Chicago to New York is and for the 
future will be unreasonable to the extent that it exceeded, ex- 
ceeds or may exceed 77 cents per 100 pounds. This rate of 77 
cents is 20.5 cents higher than the present rate on live stock 
from and to the same points, and which rate for the future will 
be non-prejudicial in relation to the present rate on live stock. 

That the rates on fresh meat, in carloads, from other pack- 
ing-house points in central territory, namely, Cleveland (71 per 
cent), Evansville (105 per cent), Terre Haute (100 per cent), In- 
dianapolis (93 per cent), Cincinnati (87 per cent), Milwaukee (100 
per cent), St. Louis and East St. Louis (117 per cent), to New 
York were, are and for the future will be unreasonable to the 
extent that they exceeded, exceed, or may exceed rates resulting 
from application of the customary percentages of the base rate of 


77 cents from Chicago to New York. 


That the rates on fresh meat from the Mississippi River cross- 
ings north of St. Louis to and including Dubuque and East Du- 
buque to New York, were, are and for the future will be unjust 
and unreasonable to the extent that they exceeded, exceed, or 
may exceed, the rate above prescribed from St. Louis; either on 
traffic originating at the Mississippi River crossings or as pro- 
portionals on traffic originating west thereof_at the above-named 
Interior Iowa points, at Austin and Albert Lea, at the Missouri 
River packing points, viz., Kansas City, St. Joseph, Nebraska City, . 
South Omaha, and Sioux City and at Denver. 

That the joint rates on fresh meat, in carloads, from Wichita, 
Oklahoma City and Fort Worth to New York, which are based 
upon the St. Louis combinations, were, are, and for the future 
will be unjust and unreasonable to the extent that they exceeded, 
exceed, or may exceed the combinations which would result from 
the application of the rate above prescribed from St. Louis. On 
traffic originating west of the river defendants should be per- 
mitted, upon application to this commission, to establish propor- 
tional rates from the Mississippi River in instances where this 
may be necessary in order not to exceed the combinations on 
Chicago. 

That the rate of 77 cents on fresh meat from Chicago to 
New York should apply on traffic originating at South St. Paul 
and Faribault, from which points the rates are based upon the 
full Chicago combinations. 


That the rates on fresh meats, in carloads, from all of the 
points of origin above named in this conclusion No. 2, to the 
eastern ports in trunk line and New England territories were, 
are, and for the future will be unreasonable to the extent that 
they exceed, exceeded, or may exceed rates resulting from appli- 
dation of the rates above prescribed to New York, plus or minus 
the customary respective port differentials; and to other points 
in eastern trunk line and New England territories were, are, and 
for the future will be unreasonable to the extent that they ex- 
ceeded, exceed, or may exceed the rates resulting from the appli- 
cation of the rates above prescribed to New York under the cus- 
tomary percentages thereof. 


Orders in accordance with these findings should be entered, 
prescribing reasonable rates for the future. 

Conclusion No. 3.—From the standpoint of distance and top- 
ographical conditions, the evidence clearly shows that the factors 
from Missouri River cities to the Mississippi River on fresh 
meats and packing-house products destined to the east are preju- 
dicial to complainant’s plants in relation to the proportional rates 
on like traffic from the interior Iowa points to the Mississippi 
River; and the showing of competition, although not controlling, 
would be sufficient, under the circumstances, upon which to base 
a finding that the prejudice is undue and unlawful; but there are 
other considerations which should restrain the commission from 
finding that this prejudice is undue. 


If an order were entered requiring the removal of the preju- 
dice defendants would undoubtedly avail themselves of the op- 
portunity of increasing the proportional rates from Iowa. This 
would disturb the delicate adjustment of the relationship in rates 
between the live animals into the plants of the interior Iowa 
packers and the products thereof to the east on the one hand, 
and the through rates on live animals on the other hand from 
the Iowa country stations through the concentration yards to the 
east for the New England packers, who buy their principal sup- 
ply of heavy hogs, which their trade demands, at the Mississippi 
River under the concentration arrangements at less than the 
Chicago combinations. The disturbance of this adjustment in 
such manner would result in claims of undue prejudice against 
the interior Iowa packers and their products and of undue pref- 
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erence to the New England packers who have the benefit of the 
concentration arrangements. 

The controlling competition which interior Iowa packers must 
meet west of the river is that between the live hogs from the 
interior Iowa country stations into their plants and the products 
outbound to the river as compared with live hogs from the same 
country stations to the Mississippi River concentration points. 
The competition between Swift and the interior Iowa packers is 
not of much importance to either; but the competition between 
the interior Iowa packers and the New England packers, which 
exists by virtue of the present proportional rates for the interior 
Iowa packers and the concentration arrangements for the New 
England packers, is vital to the independent interior Iowa pack- 
ers who have no plants elsewhere. The record leaves no doubt 
that the prejudice against Swift’s Missouri River plants ought to 
remain unchanged rather than that new and vital prejudice should 
be created against the interior Iowa packers in favor of their 
New England competitors with whom certain Swift interests are 
affiliated. Swift & Company, as a corporation has no ownership 
in the New England packing concerns or in the concentration 
yards, which are operated by Squire & Company, but the prin- 
cipal stockholders in Swift & Company are the principal stock- 
holders in the North Packing & Provision Company, of Somer- 
ville, in John P. Squire & Company, of Cambridge; and in White, 
Peavey & Dexter, of Worcester, interveners in this proceeding. 
Some of the traffic employes of Swift & Company handle the 
western traffic affairs of the New England affiliations and are 
also upon the pay-rolls of the latter. 

None of the Missouri River communities named in the Swift 
complaint or the other packers who have plants at those cities 
have joined in the Swift complaint. 

Since the reasonableness of the factors from the Missouri 
River to the Mississippi River and the rules and regulations gov- 
erning the concentration arrangements are not in issue, the com- 
mission, under the circumstances above described, should not 
attempt to deal with this situation, but should find that the 
prejudice against the Missouri River plants of Swift & Company 
under the factors of the rates on fresh meats and packing-house 
products up to the Mississippi River, and in favor of the interior 
lowa packers, is not undue. 

Conclusion No. 4.—The commission should find in considera- 
tion of the findings above under Conclusion No. 2, that the rates 
on fresh meat and packing-house products, in carloads, from 
South St. Paul and Faribault, to Chicago, applicable as factors 
of combination rates to eastern trunk line and New England 
territories, were not and are not unreasonable. 

Conclusion No. 5.—The commission should find that the rating 
in official classification of fourth class and the rates on. dried, 
dry-salted, smoked and pickled meats, in carloads, from Chicago, 
Indianapolis, East St. Louis, Kansas City, St. Joseph, South 
Omaha, Sioux City, South St. Paul, Oklahoma City, Fort Worth 
and Denver to all points in trunk line territory east of the Buf- 
falo-Pittsburgh line and to all points in New England territory 
were, are, and for the future will be unjust and unreasonable to 
the extent that the rating exceeded, exceeds, or may exceed fifth 
class on like traffic in packages, and to the extent that the rates 





from and to the territories named above exceeded, exceed, or may ° 


exceed the contemporaneous rates on cured meats and packing- 
house products, packed. An order should be entered in accord- 
ance with this conclusion. 


RATES ON COMMON BRICK 


Attorney-Examiner Arthur R. Mackley, in a tentative report 
on No. 12027, Illinois Brick Company vs. Director-General, as 
agent, Chicago, West Pullman & Southern, has recommended 
a finding that rates on common brick from Blue Island, IIl., in 
the Chicago, Ill., switching district, to Illinois and Indiana 
points within that district, in the period from June 25, 1918, 
to December 5, 1918, inclusive, were unreasonable and that rep- 
aration be awarded. The rate charged was 70 cents per net 
ton, except that on shipments over the Baltimore & Ohio 
Chicago Terminal to Illinois stations the rate was 65 cents from 
June 25, 1918, to August 19, 1918, inclusive, the report said. 
Reparation was asked down to the basis of rates of 30 and 40 
cents, subsequently established. The attorney-examiner said the 
Commission should find that the rates of 65 and 70 cents were 
unreasonable to the extent they exceeded, over designated 
routes, 30 cents to West Pullman and other Illinois points ex- 
cept South Chicago, and to the extent that they exceeded 40 
cents to South Chicago and to points in Indiana. 


FUEL OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner W. B. Hunter, 
in No. 15675, Newport News Shipbuilding & Dry Dock Co. vs. 
Louisville & Nashville et al., as to a rate of 53 cents on 21 car- 
loads of fuel oil, shipped in December, 1920, and January, 1921, 
from Pryse, Ky., to Newport News. Hunter said the Commis- 
sion should find the rate unreasonable to the extent it exceeded 
43 cents and award reparation amounting to $1,254.20, with in- 
terest. The complainant contended the rate should have been 
no more than the rate from Lexington. It also contended that 
the present rates should be regarded as applicable on refined 
oil and that the rate on fuel oil should be made on the basis 
laid down by the Commission in Midcontinent Oil Rates, 36 I. C. 
©. 300. The examiner said that that adjustment was not in 
effect in the region under consideration and that the present 
record was not sufficient for its initiation. 


CARRIERS NOT HURRYING 


In a report on further hearing in No. 11414, Southern Veneer 
Association et al. vs. Atlantic Coast Line, Director-General, et 
al., Examiner J. P. McGrath said the Commission should find 
that the evidence did not establish, with reasonable definiteness 
and certainty, the weight per cord, of poplar and gum logs 
included in shipments covered by the findings in the original 
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report, 62 I. C. C. 669, upon which to determine the amount 
of reparation due the complainants under those findings. 
The Commission, in the original report, the examiner sgaiq 
found that the combination rates, made up in part of the per 
cord rates, were applicable on certain of the shipments ang 
that such shipments had been overcharged. He added, the 
defendants, having offered no evidence upon further hearing, 
“apparently have made no effort to adjust these overcharges, 


and should be directed to proceed promptly with a view to 
effecting such adjustment.” 


HOG BRISTLES OVERCHARGED 


Examiner Thomas E. Pyne, in No. 15704, Frederick q. 
Cone & Company vs. Director-General, Canadian Pacific et al, 
has recommended a finding that shipments of hog bristles, jn 
boxes, from Pacific coast ports to New York were overcharzed to 
the extent the charges of $2.20, $2.75, $3 or $4.625 per 100 pounds 
exceeded the domestic commodity rate of $1.065 in carloads, 
minimum 30,000 pounds; that the charges on nine less-than- 
carloads, prior to January 15, 1919, at a rate of $4.625, were 
inapplicable and should not have exceeded those which would 
have accrued at the domestic commodity rate of $2.75 and that 
on three less-than-carload shipments made after that date the 
commodity rate of $3 was applicable. 

The shipments in question were made between July 9, 1918, 
and August 14, 1919. The examiner said the claim on the 
ground of unreasonableness was barred, no complaint having 
been filed until more than a year after the end of federal con- 
trol. The claim on the ground of overcharge, he said, was 
seasonably filed. 

The question was as to whether the bristles were crude, 
that question having arisen by reason of the fact that they had 
been washed, sorted as to length and color and tied in bunches, 
Pyne looked at the dictionary and at Western Classification 
definitions of crude bristles and came to the conclusion that 


the bristles came within the terms of the definition of crude 
as used by the carrier tariffs. 


ST. LOUIS RATES AS MAXIMA 


A finding of unreasonableness, undue prejudice and an 
award of reparation have been recommended by Examiner P. F. 
Gault in No. 15706, Fort Smith Rim & Bow Company vs. Kan- 
sas City Southern et al. as to rates and charges on wooden 
agricultural implements, sleigh and vehicle material, in carloads, 
from Fort Smith, Ark., to Boise, Ida., and other destinations 
in Idaho, Oregon and Montana. He said the Commission should 
make the rates maintained from St. Louis the measure of the 
rates from Fort Smith and award reparation to that basis. 


GREEN COFFEE RATES 


Dismissal has been recommended by Examiner R. N. Tre- 
zise, in No. 15294, Traffic Bureau of Nashville vs. Illinois Cen- 
tral et al., and No. 15456, Same vs. Atlantic Coast Line et al. 
He said the Commission should find the rate on green coffee, 
from New Orleans, Jacksonville, Fla., Brunswick and Savannah, 


Ga., and Charleston, S. C., to Nashville, Tenn., not unreasonable 
or unduly prejudicial. 


WRAPPING PAPER RATE 


Attorney-Examiner W. B. Hunter, in No. 15594, Hutchinson 
Paper Company vs. Texas & New Orleans et al., said the Com- 
mission should find the rate on wrapping paper, carloads, from 
Orange, Tex., to Hutchinson, Kan., 66 cents, unreasonable to 
the extent it exceeded 47.5 cents and award reparation to that 
basis. He said that that rate, based on the authority of the 
Memphis-Southwestern case, should be prescribed for the future. 


DEVELOPMENT OF MARINE 


The Trafic World Washington Bureau 


President Palmer of the Fleet Corporation announced Octo- 
ber 7 that Secretary Hoover of the Department of Commerce 
had issued instructions toward bringing about closer co- 
operation between Department of Commerce agents in this 
country and abroad and the Fleet Corporation officials in order 
more effectively to develop te facilities offered by the govern: 
ment ships. 

Secretary Hoover advised that the Bureau of Forejgn and 
Domestic Commerce, which has forty offices in thirty-four for- 
eign countries, managed by over one hundred men who are 
familiar with the importance of using American vessels in ex- 
tending foreign trade, had supplied these agents with full in- 
formation concerning the Fleet Corporation’s services. 

They will receive, through the transportation division of 
that bureau, the regular scheduled sailings issued monthly by 
the Fleet Corporation, together with the information sent oul 
from time to time by the Fleet Corporation’s offices. These 
offices of the Bureau of Foreign and Domestic Commerce will 
likewise bring to the attention of the Fleet Corporation officials 
in foreign countries and at home the various opportunities 
which may develop, and will co-operate in every way with them 
in the upbuilding of the American merchant marine. 
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APPLICATION OF SECTION 28 


Over the signature of Seth Mann, of San Francisco, chair- 
man of the special committee on merchant marine, the National 
industrial Traffic League has sent the following circular to 
members: 


Members will recall the activities of the League in bringing 
about the suspension of the effective date of Section 28 of the Mer- 
chant Marine Act, 1920—see Circular 656 of May 14, 1924, advising 
that the Interstate Commerce Commission, based upon the United 
States Shipping Board’s new certificate of May 8, 1924, had issued 
its sixth supplemental order in Ex Parte 86, indefinitely suspending 
the operation of Section 28 of the Merchant Marine Act, 1920. 

In a statement issued to the public in connection with its reso- 
lution, the United States Shipping Board said: : 

“It is expected that by the beginning of the new year the situ- 
ation will have so clarified itself that Section 28 may then go into 

fect.” 
- Indications are that it is the purpose of the majority, at least, 
of the Shipping Board to issue, some time this fall, a new certificate 
to the Interstate Commerce Commission that American tonnage is 
adequate. It is more than likely that the Shipping Board may take 
this action without warning and without hearing. | 

The National Industrial Traffic League is definitely on record as 
being opposed to Section 28 of the Merchant Marine Act, 1920, and 
in favor of its repeal. Neither the Newton bill (H. R. 8638), nor 
the joint Brand resolution (H. J. Res. 253), were passed by Congress 
before it adjourned June 7, 1924. Both bills, therefore, remain upon 
the calendar and can be acted upon when Congress convenes in 
December, 1924. It is very unlikely, however, that consideration can 


be had on any general legislation of this character during the short 
term of Congress, which must adjourn by March 4, 1925. - 

In view of the existing situation it is apparent that shippers who 
are vitally interested in the subject should at once communicate with 


the Shipping Board of the United States expressing their desire for 
a public hearing at which the adequacy or inadequacy of American 
tonnage can be ascertained as of the present time. Otherwise the 
Shipping Board may, without warning and without hearing, issue a 
new certificate that American tonnage is adequate, and thus compel 
the Interstate Commerce Commission to order Section 28 of the Mer- 
chant Marine Act, 1920, into effect. 

All those to whom this subject is of interest are urged to act 


promptly. In addressing the Shipping Board, it will not be neces- 
sary in your communication to_present statistics nor make repre- 
sentations regarding tonnage. Simply ask for an opportunity to be 


heard upon the subject for the purpose of disclosing the inadequacy 
of American tonnage. 7 


New York.—In an effort to forestall a movement, reported 
to be under way for the application of Section 28, the 
New York Board of Trade & Transportation has forwarded to 
Secretary Hoover, chairman of the President’s committee on 
co-ordination of rail and water lines, a statement setting forth 
its opposition to application of this law. 

Frank S. Gardner, secretary of the board, said that, in 
expressing its objections, there was no desire to oppose efforts 
to aid American ships. The brief said: 


While we regard the fostering of American shipping as being 
of very great importance, the measures proposed for that object 
under Section 28, we fear, would seriously injure those business 
firms engaged in our foreign. trade, and we regard the operation 
of Section 28, under existing conditions, as demanding a sacrifice 
from shippers too great to warrant it being put into operation. 

We cannot regard without concern the sacrifice of the inter- 
ests of all American shippers for a benefit to American shipping, 
particularly when such a benefit, at the best, would be very 
doubtful of realization. 
Even if the American foreign business should move in Amer- 
ican bottoms the American shipper would receive therefrom no 
benefit in a reduction of rail rate, while on the other hand, if 
Section 28 should be put into operation and the declaration of 
the Shipping Board should prove to be in error as to American 
bottoms available at any port, as we believe that your investi- 
gation will show, and the American shipper should be compelled 
to use foreign bottoms, Section 28 would operate to unjustly 
penalize the shipper. 

I would desire also to call your attention to the rules pre- 
vailing at the port of New York as to rail traffic destined over- 
seas, giving ten days’ free time on carload traffic and five days’ 
free time on less than carloads; also to the terminal rules, none 
of which advantages would be available to the American shipper 
under the operation of Section 28. 

Other American ports have similar rules applying advantage- 
ously to export shipments which do not apply to domestic, and 
at practically all ports the export and import rail rates are sub- 
stantially lower than the local or domestic rates. If the Amer- 
ican bottoms should be generally available the American shipper 
would gain nothing in lower rates, but would lose all these ad- 
vantages if compelled to use foreign ships by any deficiency in 
American tonnage under the operation of Section 28, or if com- 
pelled to use foreign ships for any reason. 

American shippers, it must be confessed, have no confidence 
in the declaration that American bottoms are now or will be 
available in the near future for American traffic at all ports if 
and when Section 28 shall be made effective, and its operation 
would introduce into the field of American foreign business an 
element of doubt and uncertainty most disquieting, discouraging 
and disastrous to those engaged in it. 

If the time ever comes when American bottoms shall be avail- 
able and assured at all ports so that these uncertainties shall be 
removed, and the possible alternative of being compelled to use 
foreign bottoms can be avoided, and the penalties and losses inci- 
dent to so doing can be escaped, it then would be time to con- 
Sider putting Section 28 into effect, but until more assured of 
having, at least, as favorable conditions as at present, American 
shippers will not approve its operation. 


Washington, D. C—Commissioner Plummer, chairman of the 
Shipping Board’s traffic committee, said, with respect to reports 
that the board planned to issue a certificate to the Commission 
under section 28 without hearing, that the question of applying 
section 28 was not under consideration at this time. He said 
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that, as a matter of fact, so long as American shipper continued 
to use American vessels as they were now doing, section 28 
probably would. not be applied. He said the question of ap- 
plying the section had not been discussed recently by the board. 

Commissioner McChord, a member of the liaison committee 
of the two bodies, said he had heard nothing indicating that 
the Shipping Board might be thinking of again certifying the 
section. ~ 


OCEAN RATES HOLD ADVANCES 


The Trafic World New York Burean 


Ocean charter rates maintained their strength this week, 
despite the fact that the advance in the prices of grain resulted 
in a marked decrease in the volume of business. The sharp 
spurt in grain quotations upset the export of wheat, corn, oats 
and rye, and shippers were inclined to hold back until they 
could take stock of the situation. Approximately sixty vessels 
were chartered for the grain trade, however, and shipowners 
succeeded in securing top rates. 

Reports from the Pacific Coast indicated that the improve- 
ment there was well under way, after several months of depres- 
sion. Grain rates to Europe showed an advance of about 25 per 
cent to 40 shillings a ton. 

Improvement in ocean rates has been confined thus far to 
the full cargo market, though regular lines have been benefited 
through heavier bookings. No move has yet been made by the 
steamship conferences to raise their tariffs, but it is expected 
that if the current strength continues, advances will be made 
about the first of the year. The Continental and United King- 
dom Conferences, at their monthly meetings last week, extended 
existing tariffs from December 30 to April 30. The Continental 
lines, however, restricted the trading period in “open” rates 
to December 30, indicating the belief that by that time it will 
be possible for the conference to assume stronger control over 
rates. 

The grain trade was strengthened during the week by the 
beginning of the anticipated movement to the Mediterranean. 
A British steamer was fixed from the Gulf to West Italy at 23% 
cents a 100 pounds to one port and 24 cents to two. 

Small increases in rates were noted. The prevailing level 
was about as follows: Montreal to the United Kingdom was 
four shillings, four pence to four shillings, six pence a quarter, 
17% cents a 100 pounds to Antwerp and Rotterdam, and 18% 
cents to Hamburg and Bremen; Atlantic ports averaged 15% 
to 164% cents to Antwerp and Rotterdam; Gulf ports were five 
shillings a quarter to the United Kingdom, 19 to 19% cents to 
Antwerp and Rotterdam, and 20 to 21 cents to Hamburg and 
Bremen. These were for October and November loading. 

No particular changes, aside from a sympathetic firmness 
in rates, were noted in the coal, sugar and lumber trades. 
Lumber from the Pacific Coast to the Atlantic, quoted at $14 
a 1,000 feet for October, was slightly weaker at $13 for No- 
vember, as the advance was apparently too large for the market 
at the start. 

North Atlantic lines have fixed flour rates to Hull, New- 
castle and Leith at 21 cents to October 30 and 23 cents from 
November 1 to April 30. Rates to Dundee and Aberdeen have 
been made 22 cents until October 30 and 24 cents from Novem- 
ber 1 to April 30. 

The American Palestine Line, said to have the support of 
prominent Jewish financial interests and the leading Jewish 
societies, has arranged to purchase the S. S. President Arthur 
from the Shipping Board, with which it will inaugurate a bi- 
monthly service next spring between New York and Haifa, 
Palestine. The new line will be freight and passenger. 

The Cosmopolitan Line, which was eliminated from the 
Rotterdam berth recently by the Shipping Board, is planning 
to maintain a service on this route with American vessels, 
either owned or chartered, in addition to its Shipping Board 
line to French ports. Beyond announcing the fact that it intends 
to remain in the trade, the company has not yet made public 
details of the proposed service. 


WORLD SHIPBUILDING DECLINES 


The Trafic World New York Burean 


Shipbuilding in the United States showed another decline 
in the three months ending September 30 and now stands in 
sixth place, instead of fifth, among the nations of the world, 
according to Lloyd’s Register of Shipping. Holland has now 
passed this country, which also is behind Great Britain, Ger- 
many, France and Italy, in the order named. 

Decreases in this country and Great Britain more than off- 
set the increases made by other nations, so that the total of 
world shipping construction on September 30 was under the 
preceding quarter. The world total is now 2,581,012 gross tons, 
against 2,616,897 tons June 30, 1924. The United States showed 
a decline from 103,665 to 64,905 tons; Great Britain and Ire- 
land, from 1,516,746 to 1,468,408 tons, while other maritime na- 
tions recorded an advance from 996,486 to 1,047,699 tons. The 
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present total, however, is 200,000 tons over the figures of Sep- 
tember 30, 1923, when the low water mark was reached. 

The most significant development in the shipping situation 
was the marked increase in the figures of the last quarter on 
construction of motor vessels. The world total of ships ordered 
with internal combustion engines advanced more than 125,000 
gross tons during the three months, and is now well on the 
way to the mililon-ton mark. Of the entire world’s shipbuild- 
ing, 36.4 per cent now consists of motorships, compared with 
30.9 per cent on June 30. The following table shows the com- 
parison between motorized and other forms of shipping now 
being built, in gross tons: 





Sept. 30 June 30 

PE, is diel eile dolwia wind le sidie awihaiaeiae wee 939,899 810,655 
IMIR aso el ale astercs ae Wits a ic ands Bee a Fee a nal 1,641,113 1,806,242 
Sista st hoe eA ater eae ee oeeeneaes 2,581,012 2,616,897 


The figures show that the building of motorships is making 
more headway among the smaller maritime nations than in 
Great Britain and Ireland. In the output of all yards outside 
Britain the construction of motorships is now about one-half 
of the total. 

An unexpected development was an increase of 60 per cent 
in the construction of tankers throughout the world. While 
no oil-carriers were reported under way in the United States, 
the total-for Great Britain and Ireland was 46,000 tons more 
in Britain and 64,000 tons more in other countries. 


The com- 

parisons, in gross tons, were as follows: 
Sept. 30 June 30 
me Se”, are eran paren eres 133,820 87,570 
UNE NMI 5 6s rei Srvklee kde ee amcate ee 156,400 92,600 
WED. ac ccaWC ie ricbeewedwrabesaceewusae 290,220 180,170 


New orders being placed for tonnage showed a decline from 
the previous quarter, while launchings were in excess of the 
previous quarter. The returns indicated that this was due to 
conditions in Great Britain and Ireland. 

The standing of the various nations of the world is shown 
in the following table, in gross tons: 


Sept. 30 June 30 
ee eee 1,468,408 1,516,746 
Seer Gi DOMES. 6c cccccccsevesevess 408,617 40,749 
ON oa ee alata gaa d ak arse. alee farahan areriaea eae 137,210 144,240 
NE ik adi wt arak sla Biche or it ik ain Get ae ahmiaicel are ha wikia Beas 132,457 127,772 
NN ig ai Sl arb i. ‘ena 'g. nai calla ie Ss WW tala RED le $8,643 96,453 
EE RO, ona le 6 eo sheelere al icwwie'd sere arene 64,905 103,665 
Gl aralig tin we Ge es A dr ees cd idee oe eieare Bie 50,059 ,65 
eS  eeremnes 34,778 34,925 


MARVIN URGES MARINE LAWS 


The Trafic World New York Bureau 

Declaring that the United States coastwise laws saved the 
American merchant marine from extinction before the war and 
thus provided the foundation for the remarkable expansion of 
American shipbuilding during hostilities, Winthrop L. Marvin, 
vice-president of the American Steamship Owners’ Association, 
speaking over the radio from Newark Monday night, said addi- 
tional legislation was necessary to assist shipping in the over- 
seas trades. 

Mr. Marvin said that, while American industry generally 
had been protected by tariff duties for generations, the merchant 
marine for 70 years had been without any similar assistance 
except in the coastwise routes. Intelligent and constructive 
laws were needed to give the country its fair share of the over- 
seas carrying trade, he said. 

Mr. Marvin’s address, which was titled, “The New Mer- 
chant Marine,” pointed out that American shipping today, in- 
cluding river, lake and ocean vessels, totaled 18,284,000 gross 
tons, compared with 19,281,000 tons of British ships. Elimi- 
nating the unfit, idle tonnage owned by the Shipping Board, the 
total was about 16,000,000 tons, or three times the size and 
eight to ten times the carrying capacity of the American clipper 
ships at the highest point in their history. 

Mr. Marvin predicted a further expansion in American ship- 
ping, but said much depended on the extent to which U. S. 
travelers and shippers gave their support to American vessels. 
He said the merchant marine had doubled since 1914, and that 
this was due only in part to Shipping Board activities. As a 
result of the protective coastwise laws and the opening of the 
Panama Canal, private owned ocean-going vessels had increased 
to 6,196,000 tons, compared with 6,230,000 tons owned by the 
government. This was exclusive of river, lake and coastwise 
vessels. 

The proportion of our foreign trade carried in American 
ships now amounted to one-third in value, compared with ten 
per cent in 1914, but was still too small, he said. 

“Our coastwise shipping of 9,000,000 tons is not in need of 
further protection, and does not expect it,” said Mr. Marvin. 
“The real present problem of the new merchant marine is a 
problem of overseas shipping alone—the part of our commercial 
fleet that is forced day after day and year after year to bear 
the brunt of unrestricted foreign competition. 

“From this competition the customs tariff adequately shields 
the land industries of manufacturing and agriculture. It is of 
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the absolute essence of fairness that some form of national aij 
to the overseas merchant marine should immediately be gj. 
covered and applied, so that our overseas tonnage can increage 
as our coastwise tonnage is increasing, and the greater pay 
of our exports and imports be conveyed beneath our national 
colors. A deep sea fleet large and powerful enough to accop. 
plish this object is great enough to provide an adequate naya| 
auxiliary reserve in the crisis of another war.” 


PRESIDENT ASKS ABOUT TOWBOATS 


The Trafic World Washington Buren, 


President Coolidge has asked the Shipping Board for q 
report with respect to a letter written by Charles A. Mason, 
manager of the New York Towboat Exchange, to the President, 
protesting against delay on the part of the Shipping Board jp 
passing on the exchange’s request for action in the matter of 
withdrawal of Shipping Board tugs from New York harbor, 

Some time ago President Palmer agreed to withdraw the 
tugs because of the contention of the private tug owners that 
they could take care of the Shipping Board business in the 
harbor and that they should not be faced with government 
competition. The Shipping Board, however, held the matter yp, 
Mr. Mason told the President he had appealed to the board to 
act in the matter and that the appeal to the President was 
made because the exchange believed it had exhausted evry con- 
ceivable means of obtaining relief. 

It was said at the White House that the President could 


not reply to the letter until he had obtained a report from the 
Shipping Board. 


DEPRECIATION ON BOARD VESSELS 


Fhe Trafic World Washington Bureay 


President Palmer of the Fleet Corporation has announced 
a decision by the Shipping Board authorizing the writing off 
of 5 per cent depreciation from the basic sales prices of ships 
in the board’s fleet, to cover depreciation from June 30, 1923, 
when such basic prices were fixed, to June 30, 1924. The basic 
prices vary according to the individual vessel. 

Depreciation at the rate of 5 per cent per annum, calculated 
progressively on the basic sales prices, will hereafter be written 
off semi-annually. 

It was also announced that the board had authorized the 
granting of a discount of 2 per cent when full purchase price 
was paid in cash for vessels which were available for sale on 
the deferred payment plan. This discount, it was explained, 
is designed to provide for a fair differential to those buyers 
who are in a position to pay cash, as against the extension 
of the terms of payment authorized several months ago by 
the board. Under these terms 25 per cent may be paid in cash 
and the balance in ten equal annual installments, with 5 per 
cent interest, payable semi-annually. The policy is effective 
at once, President Palmer said. 


ORDERS SHIPS TO SERVICE 


The Traffic World Washington Bureau 


“The Shipping Board is besieged by the grain growers, 
cotton growers, lumber dealers and the shippers generally to 
put on additional vessels under the American flag in order 
to ship these commodities to foreign markets at a time when 
they can get a good sale price,” the board said in a statement this 
week. Thousands of letters have been received from the 
shippers, producers and manufacturers pledging support t0 
the American merchant marine if adequate tonnage is pro- 
vided, and pointing out that any supposed loss in operation 
is more than offset to the American people in lower freight 
rates immediately to the benefit of the farmer, producer and 
manufacturer.” 

Chairman O’Connor of the Shipping Board, October 7, sent 
the following communication to President Palmer, of the Fleet 
Corporation, at the direction of the board: 

On September 10th last the board directed and authorized you to 


accede to the demands of American shippers for ships for grain by 
putting into service ten additional vessels. . 

A great number of protests have since been received, and investi- 
gation discloses, that this is not sufficient to furnish substantial relief 
to the shippers. From an American economical standpoint and in the 
upbuilding of our merchant marine, additional American freight ships 
to move this grain, lumber and cotton, etc. should be offered at this 
time. 

You are, therefore, directed to put into service as quickly as 
possible sufficient number of vessels to move these American products 
and furnish the relief requested. ; 

Please advise the board as these ships are put into service as to 
number and location. 

One of the requests for additional ships came from Senator 
Dial, of South Carolina. Other southern senators have made 
similar pleas. 





SHIP SOLD FOR $227,000 


The Fleet Corporation has sold the West Katan, a steel 
cargo vessel of 8,541 deadweight tons, to Frank C. Hill of Los 
Angeles for $227,000. 
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PORT DIFFERENTIAL HEARING 


The Trafic World Washington Bureau 


An ambitious move to bring about harmony in the matter 
of port differentials by means of concurrent, if not joint action 
by the Commission and the Shipping Board has been initiated 
py Wilbur LaRoe, Jr., speaKing for Boston and new England 
ports, and Julius Henry Cohen, counsel for the Port Autohrity 
of New York, within whose jurisdiction, in the matter of port 
facilities, rates and charges lie nearly 200 municipalities. At 
a conference called by them October 6 on the eve of the hearing 
on port differentials by the Shipping Board, they told those 
attending it was not in the interest of the nation that the 
yarious ports of the country should always be in a fight about 
rates. ‘They said the federal government had, complete charge 
of the matter, the Commission of the rail! rates ‘and the Shipping 
Board of the rates by water. They suggested it was ridiculous 
that the friction should be continued in the face of the American 
principle that each port should have its due and be left free to 
fight for business on as near an equality as a human being 
could provide for equality. 

Mr. Cohen said it was not true that New York desired 
any advantage over other ports. Its interest was the interest 
of the nation and that that port could not prosper unless 
the whole country prospered. Feeling against New York, he 
said, might have arisen on account of the financial predom- 
inance of that city. He had noticed, he said, that when one 
jent money to another there was always a feeling of friction, 
even after the loan had been repaid. Wilbur LaRoe, who called 
the conference to order, said he had jarred his clients when they 
asked what kind of testimony they should gather to be used 
in the fight with the south Atlantic ports by telling them he did 
not want any, because to him it seemed foolish to be always 
in a fight when the matter should and could be settled by the 
two governmental bodies in an amicable way. Frank S. Davis, 
of the Boston Chamber of Commerce, marine department, was 
called to the chair as permanent chairman. Those attending 
the conference, other than those already mentioned, were: 


E. BE. Clark, Wilbur La Roe, Jr., New England Ports; S Lancaster, 
FF. A., B. & A. R. R., Boston, Mass.; C. D. Hubbard, Bethlehem 
Shipbuilding Corp., Boston; W. T. Lamoure, F. T. M., B. & M. R. R., 
Boston; Elmer S. @hace, City Solicitor, Providence, R. I.; Samuel 
Silverman, Asst. Corp. Counsel, Boston; F. P. Kenney, G. F. A., N. Y., 
N. H. & H. R. R.; P. J. Dowd, Trf. Mgr., Holyoke, Mass.; Thos. P. 
Burke, Port Utilities Com., Charleston, S. C.; Frank H. Owen, Port 
Utilities Com., Jacksonville, Fla.; J. A. Banks, Municipal Docks, Jack- 
sonville, Fla.; J. W. White, F. T. M., Municipal Docks, Jacksonville, 
Fla.; G. D. Guthrie, Mgr. Jacksonville Traffic Bu., Jacksonville, Fla. ; 
Geo. H. Baldwin ,Jacksonville, Fla.; Wm. Rhett, G. F. A., I. C. R. R., 
Chicago; E. B. Gaines, City of Savannah, and Savh. Bd. of Tr.; L. V. 
Beatty, Kansas City Southern Ry., Kansas City, Mo.; J. A. Van 
Dohlen, Charleston, S. C.; Frank P. Latimer, Secy. South Atlantic S. 
§. Conf., Savannah; J. V. Norman, Louisville, Ky., Charleston, S. C., 
and Jacksonville, Fla.; R. G. Cobb, F. M., Mobile Chamber of Com., 
Mobile, Ala.; J. D. Oliver, A. G. M., Chamber of Commerce, Mont- 
gomery, Ala.; Julius Henry Cohen, Port of New York Authority, N. Y.; 
N. Sumner Myrick, Chamber of Commerce of U. S.; William Allen, 832 
Munsey Bldg., Washington; N. O. Pedrick, 1311 Hibernia Bldg., New 
Orleans, La.; Matthew Hale, 25 Broad St., N. Y.; Malcolm Stewart, 
Chamber of Commerce, Cincinnati; H. B. Arledge, 920 Munsey Bldg., 
Washington; R. L. McKellar, Louisville; Geo. F. Feeney, Portland, Me.; 
J. V. Norman, South Atlantic Ports; Carl Giessow, New Orleans 
Joint Traffic Bureau. 


Mr. LaRoe, in calling the meeting to order, said there was 
no thought of having any resolution adopted or asking anyone 
to sign on the dotted line, but to get together with a view to 
having the subject discussed from a national point of view. 
The idea, it was said after the conference, received general 
approval, but Mr. Rhett, of the Illinois Central, was more 
reserved, indicating that, inasmuch as that road-had always 
promoted the interests of New Orleans, it expected to continue 
to take the position that New Orleans must not be deprived 
of any of the advantages of its location near the center of the 
great manufacturing and agricultural sections of the country. 
In connection with the conference, the following statement in 
part was made by its promoters: 


It was pointed out that heretofore, over a period of decades the 
several ports and the several sections have almost constantly fought 
each other for the purpose of obtaining rate advantages or removing 
rate disadvantages. There are pending at the present time before the 
Interstate Commerce Commission several cases in which the New 
England ports seek more favorable rates on export and import com- 
merce, also several similar proceedings filed by the South Atlantic 
ports. Before the Shipping Board there are pending several con- 
Solidated cases filed on behalf of Charleston, Jacksonville and Norfolk, 

ringing into issue the propriety of the ocean differentials. Mr. Cohen 
and Mr. LaRoe suggested that, in the national interest, the several 
Sections should agree, if possible, upon a principal which would bring 
to an end these differential rate wars, and they suggested as the only 
practicable method an equalization of rail rates and an equalization of 
Ocean rates, 

Reference was made to the fact that the principle of equalization 
as already been endorsed by the New England ports, the _New 
England railroads, the Port of New York Authority, the traffic vice- 
President of the New York Central Railroad, many southern ports, 
and many western shippers, and in certain public expressions by the 
Interstate Commerce Commission and the Shipping Board. It was 
pointed out that a joint attempt on the part of the East, the West and 
the South to bring about equalization of the rates would be in the 
national interest. 

Mr. Cohen, and Mr. LaRoe in expressing the view of the Port 
Authority, said: 
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“Gradually there has emerged a new conception which with reason 
It is the distinct idea 
that all the benefits and advantages that may accrue from public 
ownership and operation of carriers can be secured through national 
regulation by appropriate federal agencies and yet retain the benefits 
of the initiative of private ownership and operation. The harmonizing 
principle is found in this, that the national interest shall at all times 
dominate, the private interest shall at all times be subordinated to 
this national interest, the country should be looked upon as one great 
whole, and thus railroads and waterways and the great national ports 
Shall all be regarded as a part of one great national arterial system 
through which the commerce of the country shall move with the great- 
est freedom of flow, and with expedition and economy. To this end, 
declares Congress, the decisions and orders of all Federal regulatory 
bodies shall be in the direction of coordinating all rail and water 
transportation, so systematizing the service that the entire country 
shall be served by the cheapest and most expeditious routes of trans- 
portation, utilizing the facilities of all rail and water carriers both 
privately and publicly owned and so stimulating them, as well as the 
various ports, that competition on their part will take on the shape of 
offering the best and most effective service to the country. In this 
manner the self-interest of the ports, as well as the self-interest of 
the carriers, is not only subordinated to the national interest but is 
made to function in the great public service of the country. Each port 
is free to do its best but its best must be in the direction of the 
national interest, not the local interest. 

“The United States Shipping Board and the Interstate Commerce 
Commission are now dealing separately with these problems. We fear 
that decisions may be made, not on the basis of one unified principle. 
but on the basis of separate and piece-meal determination. We feel 
strongly that the way out is to have the Interstate Commerce Com- 
mission and the United States Shipping Board make their determina- 
tions after joint consideration. 'The law not only authorizes this, but 
contemplates that it shall be done. This is the purpose of the petitions 
filed by the Port Authority and the New England ports for joint con- 
sideration of the differential cases by the two tribunals.” 


The Shipping Board’s port differential inquiry got under 
way October 7 with large representation of the steamship 
lines, north Atlantic, south Atlantic and Gulf ports, and also 
of interior shippers. Examiner H. E. Manghum presided with 
Commissioner Thompson sitting on the “side-lines.” 

Appearances were entered in the cases brought by the 
south Atlantic ports and by Norfolk and in the board’s differ- 
ential investigation. In Docket No. 23 the ports of Charleston 
and Jacksonville attack the differential of 71% cents applying 
to those ports over north Atlantic ports. In No. 25 the port 
of Norfolk attacks the parity of rates from north Atlantic and 
south Atlantic ports on certain commodities, asking for the 
establishment of the differential on those commodities shipped ° 
from south Atlantic ports. 

Examiner Manghum announced that the north Atlantic 
lines would be heard first, the south Atlantic lines next and 
the Gulf lines last. 

R. H. Hupper, appearing as counsel for the steamship 
lines in the North Atlantic Freight Conference, said he was more 
or less at sea as to what should be submitted in evidence. He 
said it seemed to him that the parties who had filed complaints 
should submit their evidence first so that the steamship lines 
would be apprised of their contentions as to discriminatory 
rates. He then read a prepared statement which he said would 
be the evidence of the north Atlantic lines “at this time,” but 
Examiner Manghum accepted the statement only as a statement 
from counsel. 

“If all rates from all ports were subject only to entirely un- 
restricted competitive conditions it may be that various of the 
differentials now existing would vary up or down and that in 
some instances there would be no diflerentials,” said he. 

Mr. Hupper did not construe the investigation as one ques- 
tioning the propriety of the ocean rate cofiferences maintained 
by the steamship lines. He said the great benefit of conference 
of all interests in fostering good service and stabilizing rates 
and avoiding the evil results of cut-throat competition was taken 
for granted, and that it was assumed that the majority of the 
interests concerned in the investigation desired the continuance 
of steamship conferences. He then outlined the position of the 
north Atlantic carriers as follows: 


1, That the present differentials are not unlawful or unjustly 
discriminatory or in any way unduly preferential or prejudicial 
to any ports, persons or traffic; likewise that present parity rates 
are not unlawful. 

2. That owing to their geographical position and economic 
situation as well as the shorter distance therefrom to European 
ports, resulting in reduced steaming time, availability of return 
cargoes and other relevant considerations, the North Atlantic 
ports are entitled to lower rates'as a general proposition than 
the South Atlantic and Gulf ports, and the earriers from the 
North Atlantic ports can afford to accept such lower rates. 

, The considerations that enter into the making of any cer- 
tain rate are multitudinous. Local, national and international 
conditions from time to time all have their bearing on rates. 
There are therefore many points to take into account before it 
can be said that a certain rate is proper or improper. The gen- 
eral level of all rates is presently very low. 

Other things being equal, however, it is a general proposi- 
tion that the amount charged for the shorter carriage should be 
less than the amount charged for longer carriage. If the expense 
attendant on the shorter carriage is less comparatively than the 
expense attendant on the longer carriage that is another consid- 
eration which demands a lower rate. From the point of view of 
the business of the shipowner, the question is what rates will 
best enable him to pay operating expenses, and if possible secure 
a return on his investment. This interest of the shipowner to 
secure a fair rate to enable operation of the service offsets the 
interest of the port or shipper to secure the lowest rate possible 
to the extent that an unduly low rate is not charged. 

3. The undersigned carriers do not regard the existing dif- 
ferentials as necessarily fixed or unchangeable but consider that 
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the same are_ subject 
changing conditions. 
If the principle be 


to such revision as may be required by 


established that differentials are proper in 
respect of traffic from North Atlantic ports as ugainst South At- 
lantic and Gulf ports, then the undersigned carriers are willing 
to confer in a spirit of co-operation with the other shipowning 
interests involved with a view to making effective whatever 
change in the differentials may be mutually agreed on. They 
are also willing to apply differentials on all commodities if all 
other shipowning interests agree on the same. 

The undersigned carriers are ready to co-operate in this 
investigation to the fullest practical extent and will assist the 
Shipping Board in carrying out all such duties as the law im- 
poses on the Board. 

J. V. Norman, representing Charleston and Jacksonville, 
said he was surprised at the position taken by the North At- 
lantic carriers. He said they knew the allegations and that 
the board had called on them to justify the practices complained 
of. He said they could not be on more definite notice. 

Frank P. Latimer, secretary of the South Atlantic Confer- 
ence of steamship lines operating from south Atlantic ports, 
was questioned at length with respect to the basis underlying 
the establishment of the differentials in ocean freight rates. He 
said his conference was on record as being in favor of differen- 
tials representing the actual difference in cost of operation, 
if any. He explained that certain commodities were excepted 
from the application of the differential and were on a parity 
basis with north Atlantic ports. He was asked whether there 
was any other element than that of cost of operation that entered 
into the fixing of differentials. He said the question of meeting 
trade conditions entered into the matter. He also said rail rates 
to the ports were considered to a certain extent. In respense to 
questions by Wilbur LaRoe, Jr., he admitted that he had had 
no practical experience in the making of rail and ocean freight 
rates, but said that his experience with rates had to do with 
claims and the checking of rates. 

In response to questions by H. H. Haines, of the Houston 
Chamber of Commerce, Mr. Latimer said the South Atlantic con- 
ference had tried to increase the list of commodities on the 
parity list, but that while it had succeeded in some cases it had 
not done so in the majority of them. He said the North Atlantic, 
South Atlantic and Gulf rate conferences had been unable to 
agree on a reduction in the differential applying to south At- 
lantic ports. 

Mr. Latimer believed that steamship operating costs were 
less now than they were in 1920 when the differential of 7% 
cents was established. Mr. Hupper asked whether he knew 
that stevedoring costs were higher than in 1919. Mr. Latimer 
said he could not say that he did. 

Remarks to the effect that the South Atlantic Conference 
was merely a rubber stamp affair, carrying into effect rates 
initiated by the other conferences, led Mr. Hupper to ask Mr. 
Latimer whether the conference arrangement was not entirely 
voluntary and that the steamship lines could get out if they 
didn’t like it. The witness said that was the situation. 

In response to a question by Examiner Manghum, Mr. Lati- 
mer said the present differential of 714 cents was too high. 

There was considerable discussion over a suggestion by Mr. 
Haines that the Shipping Board have prepared an exhibit show- 
ing the cost of operation of a given vessel with the same cargo 
from representative ports in each of the districts, so that there 
might be some light thrown on the question of the difference in 
cost of operation. Commissioner Thompson said such an exhibit 
would be prepared if there was no objection. A dispute arose 
as to which ports should be included and the point was made 
that Shipping Board costs of operation were higher than those 
of foreign vessels. The result was that it was decided not to 
prepare the exhibit. 


R. C. Fulbright, representing Gulf cotton interests, said he 
understood the cotton interests were not objecting to the present 
differential arrangement on cotton and that if there was no ob- 
jection cotton might be eliminated from the investigation. Com- 
missioner Thompson said the board was interested in the broad 
underlying principles of the case, and that it was not so much 
interested in specific commodities. 


Commissioner Thompson said there was serious question of 
the validity of any conference agreements at this time because 
of the fact that the last conference of the three ocean rate 
organizations at Chicago adjourned after the representatives of 
the north Atlantic foreign operators had walked out of the meet- 
ing. At his suggestion minutes of ocean rate conferences were 
put in the record by N. O. Pedrick, representing the Gulf Ship- 
ping Board operators. 

Mr. Pedrick related what happened at the Chicago con- 
ference last June. This was the conference called for the pur- 
pose of adjusting the differential question. The Gulf operators, 
he said, contended then and ask now for a parity of ocean rates 
from Gulf and Atalntic ports on commodities originating in Cen- 


tral Freight Association territory, as against the existing gen- | 


eral differential of 15 cents over the north Atlantic ports. He 
said the Gulf lines recognized that the cost of operation from 
Gulf ports was in excess of that from north Atlantic ports, but 
that where the Gulf operators disagreed was on the contention 
that each commodity should bear higher proportionate rates. 
He said the Gulf operators could get higher rates on some 
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commodities, but that they could not get some commodities 
all unless there was a parity of rates with north Atalntic ports 
Under the conference agreements, he said, the differentials 
could not be changed unless the operators of the three por 
districts agreed. He said the north Atlantic operators hag 
never agreed to change the differentials. 

Mr. Pedrick said the Gulf operators were not asking q 
parity on all commodities. He said the Shipping Board shoul 
say that it would not approve a conference agreement that did 
not recognize the establishment of parity rates on commodities 
from C. F. A. territory. In response to questions as io the 
board’s authority to enforce such an order, Mr. Pedrick saiq 
he did not question the board’s jurisdiction over conference 
agreements. He appeared to doubt whether the board could 
enforce an order fixing rates. He said the board should gay 
that it was illegal for north Atlantic ports to have a fixed 
differential over Gulf ports. He believed that if the board 
made such a finding the rate conferences would adjust matters 
satisfactorily, because otherwise there would be a rate war. 

In response to questions by Mr. Hupper, who represented 
the north Atlantic lines, Mr. Pedrick said establishment of 
parity rates from C. F. A. territory would not divert much 
traffic to the Gulf ports, but just as much as would be diverted 
would help the Gulf operators. In times of congestion he be- 
lievd that traffic that could not move via north Atlantic ports 
would move via the Gulf ports from C. F. A. territory if the 
differential were eliminated. He said the Gulf operators would 
expect to profit some from the proposed change. 

“If it is only a nickel, I want it,” said he. 

Referring to tramp steamer competition, Mr. Pedrick said 
the tramp steamer would not have the advantage it now pos. 
sessed if there was a parity of rates as requested. He said 
as it was the tramp steamer could come into port and get a 
cargo by making a rate just a trifle above the north Atlantic 
rate. Asked why the Gulf operators did not get permission 
in such cases to make lower rates, he said such applications 
had been made to the rate conference, but that before decisions 
could be given, the tramp steamers had taken the _ business. 

Mr. Hupper asked whether the north Atlantic lines had not 
indicated a desire to change the differential at the 
conference. 

“Yes—in their favor,” replied Mr. Pedrick, adding that they 
— to wipe out all parities, and have differentials on every- 

hing. 

When Examiner Manghum, near the close of the session 
of October 7, asked how much time would be required by the 
parties, another controversy started with respect to the atti- 
tude of Mr. Hupper of the North Atlantic Conference. Mr. 
Norman repeated that the lines should be required to justify 
the existing adjustments before the ports and others should 
be required to submit their testimony. Mr. Haines, speaking 
for the Gulf ports, also expressed surprise at the attitude of 
Mr. Hupper. He said if certain witnesses did not take the 
stand, the board would be asked to issue subpcenas for them. 
He said he expected to take two days. Examiner Manghum 
said the hearing would proceed under the schedule announced 
when notices were sent out. That provided for the water car: 
riers being heard first. 

At the suggestion of Commissioner Thompson, W. B. Keene, 
vice-president of the Fleet Corporation in charge of traffic, was 
called as a witness October 8 to tell what happened at the 
Chicago rate conference last June. Mr. Keene acted as chair- 
man of the meeting. He said the conference resulted from a 
request of the Gulf for a change in the differential applying 
to Gulf ports. He said under the rules of procedure a unani- 
mous vote was necessary to carry a motion and that the north 
Atlantic operators, excepting the Fleet Corporation operators 
in that district, withdrew after the conference had been in 
session several days. 

In response to questions by Mr. Cohen, counsel for the Port 
of New York Authority, Mr. Keene said stabilization of rates 
was highly desirable and it was highly desirable that the op- 
—" should agree among themselves in establishment of 

s. 

In answering questions by H. J. Wagner, of Norfolk, Mr. 
Keene said the cost of operation was only one factor to be 
— in the establishment of rates from the various dis- 
ricts. 

: At this point Mr. Wagner asked that a statement of oper- 
ating losses of Shipping Board vessels be put in the record for 
the purpose of showing losses under existing rates and dif- 
ferentials. Mr. LaRoe, of counsel for the Port Authority and 
New England ports, objected if the losses were to be put in 
the record for the purpose stated. 

A remark by Commissioner Thompson to the effect that 
the inquiry was going far beyond the scope of what was origi- 
nally intended, led Mr. Wagner to ask the commissioner if it 
was his theory that cost of operation had nothing to do with 
making ocean rates, adding that there was nothing in the record 
about cost. Commissioner Thompson said that was not his 
view at all. 


Mr. Cohen arose to ask if the commissioner’s remark about 
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October 11, 1924 


ihe scope of the inquiry was directed at counsel for the Port 
authority. Mr. Thompson said it was not—that the hope was 
that the case could be confined to the specific issue involved. 

Mr. Wagner then suggested that a statement be prepared 
showing cost of operation of Shipping Board vessels from the 
entire range of ports from Portland, Me., to Galveston, Tex., 
the study to show costs of a particular vessel from each port 


so that a comparison might be made with respect to differ- 
entials. 
Mr. Haines of Houston said if that were done he would 


insist that the statement be furnished by someone who knew 
the figures and could be put on the witness stand. 
Examiner Manghum ruled that the statement would not 


pe required to be put into the record. Mr. Keene was on the 
stand at the time. He explained that his départment did not 
pave jurisdiction over the cost of operation figures. 


Commissioner Thompson remarked that cost figures would 
not be controlling with the board because the board was required 
under the merchant marine act to maintain certain routes. 

Mr. Hupper, for the North Atlantic operators, said the 
figures should be in the record, and noted an exception to the 
ruling of the examiner. 


Mr. Keene was questioned by Mr. Hupper, who brought out 
that there were some private American North Atlantic operators 
who joined the foreign lines in withdrawing from the Chicago 
conference. Mr. Keene said he had not reached a final and 
definite conclusion as to the present differentials or as to the 
measure of them, 

In reply to questions by Mr. Norman, for the south Atlantic 
ports, Mr. Keene said that the majority of the members of the 
North Atlantic conference were foreign lines. 

“Is it not true that under the existing agreements the right 
to initiate rates lies with the North Atlantic conference?” asked 
Mr, Norman. 

Mr. Keene said the North Atlantic conference had the initia- 
tive with respect to the majority of commodities. He said he 
did not agree that the foreign lines controlled the conference. 
He said a unanimous vote was required and that one vote could 
block a resolution. Mr. Norman asked whether it was not true 
that agreements could not be changed except by unanimous 
consent of the three rate conferences; that as a result it was 
true that, in a majority of cases, the North Atlantic operators 
fixed the rates and the South Atlantic and Gulf operators must 
charge differentials over those rates unless authorized to do 
otherwise. Mr. Keene said that was his understanding of the 
situation. 

Mr. Haines brought out that, in the Chicago conference, a 
representative of a line affiliated with the I. M. M. that operated 
from Gulf ports, objected to the proposal of the North Atlantic 
lines that they would offer a differential of 25 per cent as the 
ninimum that they would consider in the way of changing the 
existing differential. This proposal, it was further developed, 
was made by another I, M. M. company representative speaking 
in behalf of the North Atlantic operators. Mr. Keene said it 
just happened that the two men acted as spokesmen for the 
respective operators. 

Commissioner Thompson began asking questions of Mr. 
Keene. He wanted to know whether the differentials were fair 
or unfair. Mr. Cohen intervened to say that the commissioner 
was getting answers to questions that he could not get. Mr. 
Hupper said expression of opinion as to whether differentials 
were fair or unfair was not developing facts for the record. 

Commissioner Thompson said he was only seeking to de- 
velop facts that he believed wouid be helpful to the board while 
the witness was on the stand and then made a remark to the 
effect that he could get the information from Mr. Keene some 
other time. 

Mr. Cohen said he objected to the board sitting in a quasi- 
judicial capacity and obtaining the opinions of officials without 
making them a part of the record. He said he wanted the 
same “fair play” that the commissioner had in the hearing with 
respect to interrogation of witnesses. 


Commissioner Thompson said he would not ask any more 
questions. He said his purpose was only to develop the record 
for the board. Mr. Cohen said he did not object to the commis- 
sioner asking questions but that he desired the opportunity to 
make similar interrogation. Examiner Manghum ruled that re- 
direct examination would be permitted and Mr. Cohen said he 
withdrew his objection. Answering the commissioner’s ques- 
tion, Mr. Keene said he had not reached a definite conclusion 
as to the differentials and that he was hopeful that the present 
hearing would result in a solution of the problem. 


Examiner Manghum asked Mr. Hupper whether he had any 
Witnesses. Mr. Hupper said he would put on some witnesses. 
He said the North Atlantic lines were not “hanging back” and 
desired to co-operate to the fullest extent. He said the lines 
for which he spoke were in favor of some revision of the differ- 
entials. He said the operators did offer to revise the differen- 
Uals at the Chicago meeting. He said their position was that 
in the nature of things there must be some differentials. He 
said while they did not admit that the present differentials were 
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unfair, they were uneconomical at best, and that the North At- 
lantic lines were willing to make some revision, 

Mr. Hupper, referring to the scope of the inquiry, said he 
understood that steamship rates and not rail rates were in 
issue. He said steamship rates should not be mixed up with 
rail rates and interior conditions. Mr. Cohen indicated he 
wished to be heard on that point at the proper time. Examiner 
Manghum said it appeared that the question was being antici- 
pated and asked Mr. Hupper to proceed by putting a witness 
en the stand. Mr. Hupper also moved for a reconsideration 
of the ruling as to the study of operating costs of Shipping 
3oard vessels being placed in the record. The examiner ruled 
that that was a closed incident. ; 

C. J. Beck, vice-president of the United American Lines, | 
in charge of freight traffic, was called as a witness by Mr. | 
Hupper. The factor of distance, Mr. Beck said, was the most! 
important consideration in the fixing of differentials, reference | 
being made to the shorter distance from north Atlantic ports 
than the south Atlantic and Gulf ports to United Kingdom and 
European destinations. 

Mr. Beck said the situation in the Gulf ports was not favor- 
able to private steamship operation from those ports, because 
of the Shipping Board competition. He said private owners 
could not compete with board vessels on the basis that the 
board’s vessels were running. He said ocean rates depended 
on a great many things. He said under existing conditions it 
was not possible to make rates on a scientific basis. He said 
he was willing to revise the differentials—that he believed they 
could be improved. He referred to the present arrangement as 
a “flimsy agreement that could be strengthened.” He said the 
north Atlantic operators were not satisfied with the present 
agreement—that the whole thing was a compromise. He said 
he believed in compromise and not battle. 

Examiner Manghum ruled at the afternoon session of 
October 8 that general testimony as to parity of rail rates to 
the various ports would be admitted but that detailed testi- 
mony as to such rates would not be admitted. This ruling was 
made over the protest of Mr. Hupper who contended the hearing 
should be confined to ocean steamship rates. The question 
was raised when Mr. Cohen asked Mr. Beck about rail rates. 

Mr. Cohen questioned Mr. Beck as to the conference method 
of making ocean rates. He asked the witnéss whether he was 
prepared to say that the self-regulatory method adopted by the 
steamship lines adequately safeguarded the shipper. Mr. Beck 
said there was no great dissatisfaction as to the method or 
the rates themselves. 

“You know the ports aren’t satisfied?” asked Mr. Cohen. 

“So I gather from the attendance at this meeting,” replied 
Mr. Beck. 

Mr. Beck said the shipper’s point of view was not neglected 
in the making of ocean rates. 

Discussing the additional cost of operating a vessel out 
of New Orleans to Liverpool, as compared with operation from 
Boston, Mr. Beck said he did not see how New Orleans could 
ever have the same ocean rate as Boston, for example, because 
of the greater distance from New Orleans. He said the cost 
of operating an 8,000-ton steamer under the American flag with 
fixed expenses and not considering depreciation was about $350 
a day. He believed that 35 per cent would represent the dif- 
ference in cost from Gulf ports as compared with North Atlantic 
ports, and that the present 15-cent differential represented more 
than 35 per cent. 

In response to questions put by Mr. LaRoe, Mr. Beck said 
more ocean traffic moved via Baltimore than Boston because 
Baltimore had a more favorable rail rate adjustment than Boston. 
Mr. LaRoe also developed that Mr. Beck, with a ship loaded 
with cargo for Boston and also for C. F. A. territory, would 
deliver the Boston cargo and then proceed to Baltimore to 
unload the cargo for the interior because of the more favorable 
rail rate adjustment from Baltimore. 


Mr. LaRoe questioned Mr. Beck as to how a Shipping Board 
order requiring the placing of the ports on a parity with respect 
to ocean rates would be made effective. Mr. Beck said foreign . 
lines could not carry cargo from Gulf ports at parity rates. He 
said if the order meant that the North Atlantic lines would 
have to advance their rates, he would ask advice of counsel to 
determine whether the board had such authority. He finally 
said the North Atlantic lines would oppose an order requiring 
establishment of parity rates_and that he did not know that the 
lines could be legally forced to accept such rates. 

Examiner Manghum asked how the lines, as a practical mat- 
ter, irrespective of law questions that might be involved, would 
handle such an order from the board. Mr. Beck said he could 
not suggest any practical way of complying with such an order. 
He said the North Atlantic lines could not afford to establish 
parity rates on all commodities. He said the North Atlantic 
lines were willing to go into another conference to see whether 
the differential question could not be adjusted. He said, how- 
ever, that the North Atlantic operators would not be willing to 
meet the same parties representing the Gulf and South Atlantic 
ports in the Chicago conference. He said if the operators could 
discuss the matter direct with the Fleet Corporation he believed 
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that a solution could be found. But he did not think a con- 
ference with Shipping Board managing agents would do any 
good. He said their interests were quite different from those 
of steamship owners. He said they had no ownership interests, 
and that it mattered not to them whether a voyage was profitable 
or not. 

In reply to questions by Mr. Norman, Mr. Beck said it was 
quite true that the Shipping Board was having its rates fixed 
by rate conferences in which foreign lines predominated. 

Mr. Beck declared that Shipping Board competition was at 
the bottom of the establishment of the ocean rate conferences. 
He said that before the war there were no inter-sectional con- 
ferences—that each of the three districts went its own way. 
He said that was impossible today because of Shipping Board 
tonnage operating for the taxpayers’ account. He said the 
Shipping Board operations were for the purpose of establishing 
routes, building up trade and not for the purpose of making 
money. He said the other lines could not meet such competition 
except by the protection afforded by the rate conferences. He 
said a solution would be for the Shipping Board operator to 
share in profits and losses. He said if that were done, the 
inter-sectional conference method could be abandoned but that 
otherwise not. 

Cross-examination of Mr. Beck, the only witness put on by 
Mr. Hupper in behalf of the North Atlantic lines, was concluded 
at the morning session October 9. Mr. Haines of Houston in- 
terrogated Mr. Beck at length with respect to present rates and 
pre-war rates, the difference in cost of operation of vessels from 
Gulf ports as compared with Atlantic ports and rate adjustments. 
Mr. Beck said rates were slightly higher now than in 1914. He 
also said he wished to explain that in making the estimate of 
$350 as representing the daily expense of an 8,000 ton vessel, 
he had not included the cost of fuel, which he said was a con- 
siderable item. Mr. Haines asked, on the basis of a rate of 40 
cents from North Atlantic ports, what increase in the rate from 
Gulf ports would be necessary to take care of the increased 
operating cost from Gulf ports. Mr. Beck said that would be a 
difficult question to answer. He believed that, on a mileage 
basis, the present differential of 744 cents against South At- 
lantic ports was not fair but that there might be other condi- 
tions involved. 

Asked by Mr. Haines what he thought of a suggestion that 
shippers be invited to attend the steamship rate conferences, 
‘Mr. Beck said he did not think such an arrangement would be 
possible. He said he believed the operators should go into the 
conferences and adjust the rates. In reply to a question by 
Examiner Manghum, Mr, Beck said parity rates no doubt would 
be helpful to the Gulf ports regardless where the traffic orig- 
inated. Mr. Haines remarked that he had never found a wit- 
ness more satisfactory than Mr. Beck. 


EK. M. Sullivan, representing Boston, interrogated Mr. Beck 
at length with respect to the reasons why Boston did not enjoy 
as much ocean traffic as it did before the war. Mr. Beck did 
not think there was any one reason but probably a multitude 
of reasons. Mr. Sullivan endeavored to develop that the under- 
lying reason was that before the war Boston had a more favor- 
able rate adjustment than it obtained after the war and than it 
had now. Mr. Beck said he did not believe that the present 
ocean rates were at the bottom of Boston’s trouble in not get- 
ting more business. Mr. Sullivan also referred to Boston’s dis- 
advantages with respect to the rail rate adjustment but Mr. 
‘Beck said business had simply drifted away from Boston and 
had not gone back—that New York had taken away most of the 
business. He believed that the change in rates had little to do 
with the situation. Asked if he would oppose parity rates that 
contemplated through rates, Mr. Beck said that depended on 
the division he would get out of the through rates. 


Mr. Wagner, for the port of Norfolk, announced he was 


ready to rest his case on the record made in the general in- 
vestigation. . 


Roy S. McElwee, commissioner of port development of 
Charleston, S. C., was the first witness put on in behalf of the 
South Atlantic ports. He submitted exhibits showing the dis- 
tances from Charleston to foreign ports as compared with other 
ports in the Guif and North Atlantic ranges. He submitted a 
map which, he said, showed that Charleston was the center of 
the shipping world. He said Charleston was discriminated 
against by the 7% cent differential over North Atlantic ports. 
He referred to the blanketing of rates from Atlantic ports to 
Pacific coast ports between Seattle and San Diego and said 
Charleston was denied such treatment on the Atlantic coast. 
Mr. Hupper objected to such testimony, saying the investigation 
related to rates to United Kingdom and Europe. Mr. Norman 
insisted it was competent for the South Atlantic ports to show 
that in some cases steamships disregarded the factor of distance 
which they were contending was such an important factor in 
making rates from the Atlantic and Gulf ports to Europe. Mr. 
Hupper insisted that it made no difference what was done in 
other services in which the lines involved in the hearing did not 
operate. Examiner Manghum ruled that the testimony would 
be admitted but he said the weight it would be given was another 
question. 


The 7% cent differential, Mr. McElwee said, was a direct 
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discrimination against infant industries in the part of the Sout, 
approximately 300 miles inward between Richmond and 4; 
lanta, because they could not compete in foreign markets wit) 
that differential or any differential being applied against the 
South Atlantic ports. He said a national issue was involve 
that should be considered by the Shipping Board. He said the 
differential was preventing the new industrial South from ente;. 
ing the markets of the world. 

Mr. McElwee said Charleston was 433 miles further from 
Liverpool than New York, 157 miles further than Baltimore 
and that yet on the 40 cent rate basis, a 7% cent differentia) 
amounted to almost 19 per cent increase in the freight rate. 

Numerous illustrations of disregard of distance in the mak. 
ing of ocean rates were submitted by Mr. McElwee. He gaiq 
the greater distance argument was not sustained by the facts: 
that the North Atlantic enjoyed equality of rates on differences 
of distance ten times that which the South Atlantic ports de 
sired to have equalized, and that when the rates were established 
there would be little diversion of traffic from the North Atlantic 
ports but that there would be a development in business jn 
Southern territory. 


PANAMA CANAL TRAFFIC 


The question as to the possibility of trade being drawn 
away from the Panama Canal in favor of the Tehuantepec Na. 
tional Railway of Mexico or some other route is easily answered 
by an analysis of canal traffic statistics, says W. R. Long, of 
the transportation division of the Department of Commerce, in 
a discussion of development of Panama Canal traffic. 

Mr. Long says the Mexican government on June 30, 1924, 
opened three free ports on the Tehuantepec Railroad, two of 
which are its termini, and that this was done in the belief 
that the road could regain some of the freight it formerly car- 
ried and possibly divert traffic from the Panama Canal or obtain 
traffic because the canal could no longer handle the volume of 
business offered. Since 1921 practically no freight has moved 
over the line, Mr. Long says. The line was built and opened 
to traffic in 1901, traffic of the Panama Railroad having in 
creased to such an extent that another Atlantic-to-Pacific land 
route was built. 

Reports and surveys on the canal made by the War Depart- 
ment, he says, indicate that, for at least the next fifty years, the 
canal, in its present form will be adequate for the traffic it 
will have to bear and that, in addition, an increase in the size 
of the locks will practically double the maximum amount of 
traffic that can now be handled. Continuing, Mr. Long says: 


Traffic through the canal has increased rapidly, that for the 
fiscal year ended June 30, 1915, being 4,888,454 tons, as compared 
with 26,994,710 tons during the fiscal year ended June 30, 1924. 
This gain has been regular from year to year, with the excep- 
tion of 1918-19 and 1921-22, when traffic remained practically sta- 
tionary. The greatest increase during any single year occurred 
in 1920-21, when approximately 12,000,000 more tons of cargo 
passed through the canal than in the preceding year. The traffic 
movement declined approximately 700,000 tons in 1921-22, but in- 
creased by 9,000,000 tons in 1922-23. The increase by 7,000,000 
tons for the fiscal year just ended is indicative of the growing 
importance of this route. The movement through the canal from 
the Pacific to the Atlantic is more than three times as great as 
from the Atlantic to the Pacific—a condition brought about in 
the main by the variety and bulk of basic exports from the coun- 
tries bordering the Pacific, as compared with the comparatively 
limited range and bulk of manufactured products originating in 
the Atlantic. 

The amount of traffic moving through the Panama Canal in 
the two directions—Atlantic to Pacific and Pacific to Atlantic— 
for the entire period for which the canal has been open is shown 
in the following table: 

Panama Canal traffic, August 15, 1914, to June 30, 1924 
Atlantic to Pacific Pacific to Atlantic otal 





Fiscal No.of Longtons No. of Longtons No.of Long tons 
year vessels ofcargo vessels ofcargo vessels of cargo 
1914-15* 522 2,070,993 553 2,817,461 1,075 4,888,454 
1915-16 ¢ 396 1,369,019 362 1,725,095 758 3,094,114 
1916-17 874 2,929,260 929 4,129,303 1,803 7,058,563 
1917-18 915 2,639,300 1,154 4,892,731 2,069 7,532,031 
1918-19 857 2,740,254 1,167 4,176,367 2,024 6,916,621 
1919-20 1,180 4,092,516 1,298 5,281,983 2,478 9,374,499 
1920-21 1,471 5,892,078 1,421 5,707,136 2,892 11,599,214 
1921-22 1,509 5,495,934 1,22 5,388,976 2,736 10,884,910 
1922-23 2,125 7,086,259 1,842 12,481,616 3,967 19,567,875 
1923-24 2,740 7,860,100 2,490 19,134,610 5,230 26,994,710 
Total ..12,589 39,435,459 12,443 65,735,278 25,032 107,910,991 


*Canal was not opened to commercial traffic until Aug. 15, 1914. 

¢Canal was closed to traffic Sept. 18, 1915, to Apr. 15, 1916. 

Of the total movement during the last two years, as indi- 
cated above, slightly over 50 per cent was United States inter- 
coastal trade, which increased from 1,300,000 tons for the fiscal 
year ended June 30, 1921, to 14,000,000 tons during the’ Jast fiscal 
year. The increase shown during the fiscal year 1922-23, when 
intercoastal trade constituted 40 per cent of the total canal traffic, 
and the fiscal year 1923-24, when intercoastal trade constituted 
60 per cent of the total, is attributable in part to the development 
of the California oil fields and the consequent increase in tanker 
traffic, following the decline in the Mexican fields. 
Intercoastal traffic through the Panama Canal, January 1, 1920, 

to June 30, 1924 

Atlantic to Pacific Pacific to Atlantic 


Total 

Fiscal No.of Longtons No. of Longtons No.of Long tons 

year vessels ofcargo vessels ofcargo vessels of cargo 
1919-20 (last 

6 months) * 103 452,916 85 411,752 108 864,668 
1920-21 ... 177 698,429 141 649,697 318 1,348,126 
1921-22 306 1,288,075 249 1,274,452 555 2,562,527 
1922-23 ... 775 2,608,307 652 5,460,246 1,427 8,068,553 
1923-24 ...1,158 3,295,139 1,174 10,786,516 2,332 14,081,655 


*Figures prior to the calendar year 1920 are not available. 
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October 11, 1924 


The extent to which intercoastal trade and general canal 
traffic have been affected by the tanker movement referred to 
above may be inferred from the data that follow. 

The high level in Mexican oil exports occurred during 1921-22, 
when 181,000,000 barrels were exported, as compared with 135,- 
500,000 barrels in 1922-23 and 130,000,000 barrels in 1923-24. The 
California fields in the same years showed a development, re- 
spectively, from 120,000,000 barrels to 190,000,000 and to 258,000,000 
parrels; it is believed that this production will increase slightly 
during the coming year to*its @apacity maximum. 

No statistics have been kept as to the exact movement of 
tankers engaged in the intercoastal trade, but it is estimated that 
approximately 8 per cent of the following figures can be con- 
sidered as intercoastal. 


Cargo carried by tankers through the Panama Canal, January 
1, 1922, to June 30, 1924 
[In long tons] 


Atlantic Pacific to 
Fiscal year to Pacific Atlantic Total 
1991-22 (last 6 months)............ 373,227 188,281 561,508 
MEE Greve! atiGi-oie eral per biersl ee wlaueieletareie sieves 477,860 4,330,723 4,808,583 
BNI: 1alrwahk ss s1(9! ao) 3056 ts ale ei uie ote te a loleveieteth 454,785 9,706,818 10,161,603 
MEE, acceinw cnackeeseresehwaee 1,305,872 14,225,822 15,531,694 


Thus far only intercoastal trade of the United States has 
been discused. A survey of the other trade regions using the 
canal discloses that out of 18 distinct trade areas now in existence 
all but 2 have contributed to the total canal traffic during the last 
4 years. The two new areas that have been developed during the 
last two years are from the west coast of Mexico and the east 
coast of Central America; while at the present time their com- 
bined Movement through the canal aggregates only 20,000 tons 
yearly, this figure should increase in the near future. 


As to the possibility of any of these areas changing to the 
Mexican route: By reason of proximity only, there may be allotted 
to this trade route from the two areas just mentioned and from 
the east coast of Mexico and the west coast of Central America 
a total movement of 350,000 long tons. In view of the exports of 
these regions, however, it is estimated that practically 80 per 
cent of this amount would be bulk commodities which could not 
be economically handled by transshipment methods. The heaviest 
foreign-trade area is on the west coast of South America, where 
4,000,000 tons originates; the next in importance is the west coast 
of Canada, from which the movement approximates 1,200,000 tons. 


In any survey of the commodities that emanate from these 
areas the possibility of understatement in the amount of a par- 
ticular commodity must be considered. While every possible 
effort is made by canal authorities to obtain from ships’ captains 
their vessel manifests itemizing the entire cargo passing through 
the canal, this has not always been possible. It is estimated that 
in the succeeding tables of commodity movements through the 
canal the figures given represent approximately 95 per cent of 
the total movement of certain commodities. In some instances, 
particularly on bulk articles, the figures represent the entire 
total. There is a wide difference in character and bulk between 
the commodities moving from the Pacific to the Atlantic and 
those moving from the Atlantic to the Pacific. The Atlantic-to- 
Pacific movement during the last fiscal year was much smaller 
than the Pacific-to-Atlantic. Traffic over this route is made up 
of manufactured goods, including iron and steel products, rail- 
road material, machinery, etc.; approximately 2,000,000 tons of 
these commodities were carried through the canal during the last 
fiscal year, out of a total Atlantic-to-Pacific movement of 7,800,000 
tons. The largest movement occurs in manufactured oils—1,000,000 
tons; the remainder is divided among automobiles, cement, sul- 
phur, etc. That the various automobile manufacturers in the 
middle west are more and more taking advantage of this ship- 
ping route is indicated by the fact that in the fiscal year ended 
June 30, 1922, their products were hardly noticeable, whereas in 
1923 they accounted for 57,000 tons and in 1924 for 110,000 tons. 


The principal commodities moving from the Atlantic to the 
Pacific during the last three fiscal years, with the changes in 
quantity from year to year, are shown in the table following: 
Principal commodities moving through the Panama Canal, from 

the Atlantic to Pacific, during the period July 1, 1922, to June 





30, 1924 
{In long tons] 
Commodity 1921-22 1922-23 1923-24 
Manufactured goods’ (including 

iron and steel, railroad material, 

machinery, textiles, etc.)....... 1,403,411 2,019,590 2,273,381 
Oils (including crude, _ refined, 

WOMOTRUIG, GEE) occ ceisceeseeees 988,829 1,065,184 1,122,398 
SEU UME WRU NONEE 6'5.6:0:4 a:6:0:6r0-9) e'¥ wlois ee 174,104 270,703 322,896 
MII Lo cehatalin-cib-& ale Sinie: #'sieib/s:0"si weit (*) 113,726 303,724 
ee Gee ee ee ene ae 404,389 280,343 281,935 
ere 100,449 117,084 146,712 
re rr ee (*) 51,474 110,351 
CC MEIN oc ioione 9 words oWia erneeios sep 198,684 122,728 100,925 
OEE oh oce onciaelcaieng fais ee arora 2,226,068 3,045,427 3,197,778 

ME ae crepe erelareiaie atentabe ee wane 5,495,934 7,086,259 7,860,100 


*Quantity negligible. 


The trade from the Pacific to the Atlantic has increased from 
5,000,000 tons in the fiscal year ended June 30, 1922, to 19,000,000 
tons in the last fiscal year. The greater part of this increase 
represents oil shipments, which expanded from 300,000 tons in 
1921-22 to 9,700,000 in 1923-24. In addition, lumber shipments en- 
larged from 700,000 tons to 1,800,000 tons, and Chilean nitrate 
from 4,000,00 tons to 1,700,000 tons. The nitrate movement, all 
from Chile, is estimated to have reached its maximum, since manu- 


factured nitrate is now coming in large quantities from European 
sources. 


The wheat movement has developed from 800,000 tons in 1921- 
22 to 1,300,000 tons in 1923-24, due in large part to the entrance 
of Canadian wheat shipments. The other large item is ore, which 
increased in the last year from 150,000 tons to 1,000,000 tons as 
the result of large shipments of iron ore from the west coast 
of South America. The other commodities appearing in the table 
are all of fluctuating value and can not be relied upon to in- 
crease in quantities during the next few years. 


The following table lists the principal commodities moving 
from the Pacific to the Atlantic and shows the quantity changes 
during the last three fiscal years. 

Principal commodities moving through the Panama Canal, from 
pe ~———. an the Atlantic, during the period July 1, 1922, to 
une 30, a 
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{In long tons] 

Commodity 1921-22 1922-23 1923-24 
ee ee 296,394 4,388,909 9,755,341 
arin Sa'a se rw aSapisi-aim @:aIRie alr sell 720,622 1,539,340 1,82 ,438 
BN, CRMIROMIEE 5 os oss ce caw sieges 470,796 1,664,751 1,744,580 
INE fake ag teci-o, ates wale eine Grern' er are cnet 804,736 816,392 1,352,333 
IN, Sasa oh0)0-6i0:610-5:eceheqavaiesnieayn 4s sialavaes 156,136 712,681 1,062,774 
Canned goods (fish, fruit, vege- 

Ree Se 344,601 489,461 444,595 
eS ee re 179,582 347,715 360,822 
OE er ar ere 257,967 296,471 270,633 
EERO ESE DORE 418,234 379,542 266,859 
Cold-storage food products...... 193,396 138,090 167,893 
oe Se at At oe ary eae (*) 90,187 103,469 
a8 a, cs 5i'gie. ss) nile Gare loie owe Rene Si ate (* 81,654 102,451 
TN riiase leio g. cise is nets aneragraile axe etoile 148,103 106,111 84,696 
PO nn ee eee: 1,398,409 1,430,312 1,593,726 

OC Re er RT 5,388,976 12,481,616 19,134,610 


*Quantity negligible. 

In the light of the foregoing data, it is not understood «4 
e 

next few years is going to exceed that waterway’s maximum 

capacity, nor just how the Tehuantepec Railroad, assisted by its 

free ports, is going to cut into the traffic of the canal. 


NEW BOSTON DIRECTOR 

President Palmer, of the Fleet Corporation, announced this 
week that Captain Warren F. Purdy, formerly manager of the 
operating department of the Fleet Corporation’s European or- 
ganization in London, had arrived in Washington and would 
proceed to Boston to become district director of the New England 
district. Captain Purdy completed seven years of government 
service in Europe—five with the Fleet Corporation and two 
with the Navy. Allen Pragnell, formerly director at Boston, has 
been transferred to the European staff of the Fleet Corporation. 


CONSULS TO AID U. S. SHIPS 


An arrangement has been made between the State Depart- 
ment and the Fleet Corporation whereby the services of Amr- 
ican consuls abroad have been put at the disposal of the Fleet 
Corporation in the dissemination of information concerning 
services and sailings of government ships, President Palmer 
announced this week. The consuls have been directed to work in 
the closest harmony with Shipping Board officials. 


BOARD AUTHORIZES LOAN 


The Shipping Board October 7 approved a loan of $1,825,- 
000 to the Eastern Steamship Company of Boston for application 
on the cost of constructing two passenger ships. The vessels— 
the New York and the Boston—were reecntly completed at the 
Bethlehem yards at Sparrows Point, Md., and are in passenger 
service between New York and Boston. The loan will run 
for ten years at not to exceed 5% per cent interest. If the 
ships are kept in operation in the coastwise service the 
maximum interest rate of 5144 per cent will be charged. If they 
are operated in the foreign service, the board may reduce the 
interest to 414 per cent. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Co. announces having 
berthed its S. S. “Georgian” from Philadelphia, October 29, 
sailing direct to the Pacific Coast, which provides approximately 
6,000 tons extra cargo capacity, and which means a saving in 
time of approximately three days between Philadelphia and 
Los Angeles Harbor, San Francisco, Oakland, Portland, Seattle, 
and Tacoma. The S. S. “Kentuckian” will sail from Boston 
and New York October 22, and November 1, respectively, as 
scheduled. 


STEVEDORING COMMITTEE CHANGES 

The Fleet Corporation has announced that the name of the 
stevedoring committee has been changed to the stevedoring and 
terminals committee. The activities heretofore handled by the 
staff assistant in charge of piers and wharves are transferred 
to the jurisdiction of the stevedoring and terminals committee, 
Edward B. Foote, presently staff assistant in charge of piers 
and wharves, being transferred to other duties. 

H. Y. Saint, chairman of the committee, will be primarily 
responsible for stevedoring matters, and R. H. Overstreet, sec- 
retary of the committee, will be primarily responsible for mat- 
ters pertaining to terminals. In the absence of Mr. Saint or 
Mr. Overstreet, the matters pertaining to either stevedoring or 
terminals will be handled by the member present. 


EXTENSION OF SERVICES 

As an extension of services being developed to aid American 
shipping through the preparation of standards, both as to con- 
struction, equipment and rules and regulations, the American 
Marine Standards Committee has organized a special committee 
to formulate instructions, rules and regulations for insuring 
stability of ships, not only in construction and design, but in 
loading cargo. In announcing this action, the Division of Sim- 
plified Practice, Department of Commerce, which is cooperating 
with the American Marine Standards Committee, stated that the 
development is one which will affect operators and insurance 
and classification societies. 


The committee includes: William Francis Gibbs of Gibbs 
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Brothers, Inc., Chairman; E. H. Rigg, naval architect of the 
New York Shipbuilding Company; S. D. McComb, of the Marine 
Office of America; J. L. Luckenbach, vice-president of the 
Luckenbach Steamship Company; John F. Milliken, secretary 
of the Neptune Association; and J. R. Gordon, of the Union 
Sulphur Company. 

The subject was of so great importance, it was stated, that 
the executive board of the American Marine Standards Com- 
mittee considered it as being beyond the bounds of work assigned 
to the three technical committees dealing with hull details, 
engineering, and operation of ship. Studies by this committee 
will be conducted for some months, it is expected, before the 
recommendations are presented. 

Work of the subject committees considering special details 
of the three technical groupings is progressing rapidly, it was 
announced, and recommendations as to standards in a number 
of items are nearly ready to be sent to all companies and indi- 
viduals for their action. 

The American Marine Standards Committee, it was stated, 
has admitted as associate mass membership 129 companies, tech- 
nical organizations, manufacturing groups and other, this list 
comprising members from 21 states and 38 cities. 

The next subject committee to undertake special detailed 
studies will devote its attention to sizes of lifeboats and rafts, 
stowage, handling and equipment. Its studies will form a part 
of the work of the Technical Committee on Hull Details. 





PARCEL POST TO INDO-CHINA 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


Iiffective at once, unregistered parcel-post packages for Indo-China 
will be exclusively dispatched direct via San Francisco, Seattle, and 
Honolulu up to a weight limit of 22 pounds when prepaid at the post- 
age rate of 12 cents a pound or fraction of a pound, plus a transit 
charge of 20 cents per parcel up to a weight limit of 11 pounds and 
35 cents per parcel when exceeding 11 pounds but not exceeding 22 
pounds. 

Parcels weighing up to 11 pounds must not exceed the following 
dimensions: Greatest length in any direction, 2 feet, and greatest 
volume, i cubic foot, while those weighing more than 11 pounds but 
not more than 22 pounds may be accepted within the following dimen- 
sions: Greatest length in any direction, 4 feet, and greatest volume, 2 


cubic feet. 
The above eliminates the item ‘Indo-China indirect service,” 
appearing on pages 185, 


se: 190, and 215 of the annual Postal Guide 
for 1924, and modifies the item “Indo-China direct service’ 
on the same pages. 


RAIL CLERKS ASK RAISES 


A plea for an increase in the wages of about 125,000 mem- 
bers of the Brotherhood of Railway Clerks, Freight Handlers 
and Station Employes, of from 4 to 8 cents an hour, was made 
by E. H. Fitzgerald, head of the organization, at a hearing on 
the petition filed by the union on the behalf of employes on 
about 50 Class I railroads, before the Railroad Labor Board, 
October 8. 

The largest part of the men’s argument, as well as that 
of the carriers, consisted of an interpretation of comparative 
statistics as to wages paid other railroad employes and to 
clerks in other industries. The union contends that the men 
are underpaid as compared with other railroad employes and 
are not paid on a parity with clerks in other lines of business, 
and Mr. Fitzgerald entered a large exhibit of statistics tending 
to bear out his claim. The carriers take the opposite view, 
using the same basis for their arguments. They contend that 
their figures show the rail clerks comparatively well paid. 

Mr. Fitzgerald asserted that the roads were well able to 
afford the increases and made the statement that the carriers’ 
profits amounted to an average of a billion dollars a year. 
With that figure in mind, he said, there was no reason why 
wages could not be restored to the level of 1920. He also said 
that the board had agreed earlier to consider the justice of 
the decisions that reduced wages in 1921 and 1922, or that it 
had implied that, in proportion to changes in living conditions 
and to changes in the pay of other classes of labor, it would 
be fair to reconsider the decreases. 


appearing 








WAGE STATISTICS 


“For the month of July, 1924, Class I railroads reported 
a total of 1,773,114 employes, a decrease of 181,573, or 9.3 per 
cent, as compared with returns for the same month last year,” 
says the Bureau of Statistics of the Commission in its sum- 
mary of wage statistics for July. “The total compensation de- 
creased $25,279,909, or 9.7 per cent. 

“Owing to an increase in the number of employes in the 
maintenance of way group, the total number -of employes re- 
ported for July, 1924, shows a slight net increase over that 
reported for the preceding month. There has been a reduction 
in the number of employes in the train and engine service 
group, month by month, since February of this year. The num- 


ber reported for that group in July is the lowest since August, 
1922. 
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The monthly earnings, by groups, were as follows: 
Monthly earnings of 

Employes reported Employes reporteg 

on daily basis on hourly basis 


Group July, 1924 July, 1923 July, 1924 July, 1993 

Executives, officials, and staff 

ER. ok onda sedaws $437 $427 
Professional, clerical and 

RE Pe ren 182 178 $125 $122 
Maintenance of way and 

DEFUGCUUGR. 2 cc ccsdcbscecees 241 238 89 92 
Maintenance of equipment and 

BERR a ae 247 244 121 27 
Transportation (other than 

train, engine, and yard). 98 97 125 122 
Transportation (y ardmasters, 

switch tenders, and hostlers) 264 259 153 148 
Transportation (train and en- 

WING GOL VICE) «6 < 5 00s Ke0s 008 =e piace 191 189 


Increases or decreases in the number of employes, by groups, 
July, 1924, compared with previous month, and with July, 1923. 
July, 1924 compared with 


Group June, 1924 July, 1923 
Executives, officials, and staff assistants 6 (d) 163 
Professional, clerical, and general...... (d) 673 (d) 9,458 
Maintenance of way and structure...... 5,787 (d) 34,262 
Maintenance of equipment and stores..(d) 1,086 (dad) 87,773 
Transportation (other than train, en- 

a ee ee eer rae (d) 277 (d) 11,470 
Transportation (yardmasters, switch 
tenders, and ROStOrs)....is ccesocsens (d) 47 (d) 2,406 
Transportation (train and engine 
Sa Cer ee ere ee wee 1,161 (d) 36,041 
Net increase or decrease........ cee. 2,549 (d) 181,573 


A comparison of the number of employes and their compensa- 
tion, by months, follows: 


Class I Steam Roads 


Month Number of employes Total compensation 
GET ES aoe ee eee dlencigue.e ete ere 1,954,687 $261,805,549 
ME. RONG asso: 6006058 bowel view ens 1,973,505 270,187,583 
MOPCLOTRUGE, TORS .. ccc vcccceesivs 1,945,917 255,217,197 
I ener 1,936,494 271,005,542 
PIOVOMUOE, BERS 6 ociscccscaaenes s 899,545 249,686,024 
NS ee eee 1,793, 779 234,662,008 
UOMUIBTE. TER Be cc ctiwvicccvcws 1,749,927 239,550,251 
POOPGGIS, OCs 6 vec dmciccs ees 1,753,289 230,915,026 
po Aer ero 1,760,268 241,406,659 
5 i. Sere ee re 1,787,217 236,909,229 
RS | II Gai te-<. <0: oraj ey ace Gh aesaue alec eiors 1,792,504 240,029,129 
BO Er 1,770,565 229,495,526 
OS, RN i636 wisi olo. ecg ereredersiv a were 1,773,114 236,525,640 





REVENUE FREIGHT LOADING 


Revenue freight loading increased again the week ended 
September 27, the total number of cars loaded having been 
1,087,447 as against 1,076,553 cars the preceding week, according 
to the weekly report of the car service division of the American 
Railway Association. Records were established in the loading 
of grain and grain products, merchandise, L. C. L., and miscel- 
laneous freight. 

Grain and grain products loading totaled 69,289 cars; 


chandise, L. C. L., 258,458 cars, and miscellaneous, 
cars. 


In the corresponding periods of 1923 and 1922 total loadings 
were 1,097,493 and 977,791 cars, respectively. The loading of 
1,097,493 cars was the peak for 1923. It is regarded as possible 
that the 1923 peak may be exceeded this year. 


Loading by districts the week ended September 27 and for 
the corresponding week of 1923 was as follows: 


Eastern district: Grain and grain products, 
live stock, 3,302 and 3,714; coal, 


3,499; forest products, 5,792 


mer- 
405,436 


10724 and 9,275; 
48,810 and 54,939; coke, 2,256 and 
and 5,994; ore, 3,005 and 5,319; mer- 
chandise, L. C. L., 70,606 and 68,464; miscellaneous, 105,897 and 
106,440; total, 1924, 250,392; 1923, 257,644; 1922, 236,901. 

Allegheny district: Grain — grain products, 3,377 and 2,797; 
live stock, 2,822 and 2,896; coal, 48,904 and 55,469; coke, 4,613 and 
6,096; forest products, 3,539 and 3,653; ore, 8,332 and 11,867; mer- 
chandise, L. C. L., 55,780 and 52, 085; miscellaneuos, 88,786 and 
89,308; total, 1924, "216, 153; 1923, 224, 171; 1922, 209,240. 

Pocahontas district: Grain’ and grain products, 234 and 276; 
live stock, 249 and 392; coal, 34,103 and 29,502; coke, 294 and 524; 
forest products, 1,592 and 1,841; ore, 89 and 154; merchandise, 
L. C. L., 7,365 and 6,786; miscellaneous, 5,494 and 5,985; total, 192 24, 
49,420; 1923, 45,460; 1922, 27,795. 

Southern district: Grain and grain products, 3,855 and 3,708; 
live stock, 2,205 and 2,635; coal, 25,361 and 25,624; coke, 855 and 


834; forest products, 21,648 and 24,120; ore, 1,340 and 1,624; mer- 
chandise, L. C. 41,641 and 41, 337; miscellaneous, 51,711 and 


45,907; total, 1924, 148, 616; 1923, 145, 789; 

" Northwestern district: Grain and grain products, 28,536 and 
17,165; live stock, 8,585 and 10,935; coal, 8,755 and 9,327; coke, 829 
and 1,471; forest products, 16,482 and 19,315; ore, 29,990 and 46,734; 
merchandise, L. C. L., 31,126 and 32,361; miscellaneous 42,318 and 
45,211; total, 1924, 166,621; 1923, 185,219; 1922, 154,818. 

Central Western district: Grain and grain producsts, 17,000 
and 13,159; live stock, 15,913 and 16,387; coal, 20,883 and 20,207; 
coke, 337 and 316; forest products, 11,073 and 12,002; ore, 3,002 
and 3,024; merchandise, L. C. L., 36,785 and 36,448; miscellaneous, 
73,728 and 67,0838; total, 1924, 178,721; 1923, 168,626; 1922, 158,296. 

Southwestern district: Grain and grain products, 5,563 and 
4,505; live stock, 3,795 and 4,142; coal, 6,606 and 5,887; coke, 207 
and 196; forest products, 8,278 and 8,572; ore, 418 and 542; mer- 
chandise, L. C. L., 15,155 and 15,739; miscellaneous, 37,502 and 
33,701; total, 1924, 77,524; 1923, 73, 284; 1922, 63,784. 

Total, all roads: Grain and grain products, 69,289 and 50,885; 
live stock, 36,871 and 41,101; coal, 193,422 and 200,955; coke, 9,391 
and 12,936; forest products, 68,404 and 75,497; ore, 46,176 and 
69,264; merchandise, L. C. L., 258,458 and 253,220; miscellaneous, 


405,436 and 393,635; total, 1924, 1,087,447; 1923, 1,097,493; 1922, 
977,791 


1922, 126,957. 
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October 11, 1924 


PENNSYLVANIA VALUATION 


In a tentative report covering valuations of the properties 
of the Pennsylvania Company; Pittsburgh, Fort Wayne & Chi- 
cago; Massillon & Cleveland; Erie & Pittsburgh; Cleveland & 
Pittsburgh; Pittsburgh, Youngstown & Ashtabula; Youngstown 
& Revenna; Pittsburgh, Ohio Valley & Cincinnati; Cleveland, 
Akron & Cincinnati; Toledo, Columbus & Ohio River; and the 
South Chicago & Southern, as of June 30, 1916, the Commission 
has made the following tentative findings as to final value: 

Wholly owned and used, $30,135,000; used but not owned, 
$254,273,470; jointly used but not owned, $268,200; total used 
put not owned, $254,541,670; total used, $284,676,670; total owned, 
$31,022,077. The report covers part of what is now the Pennsyl- 
yania system west of Pittsburgh. 

The report said the Pennsylvania Company owned no rail- 
road in fee but that it operated, under lease or under contract 
or agreement, the properties of ten other companies, comprising 
a network of main lines and branches lying within and between 
Pennsylvania, Ohio, Indiana, and Illinois. After the date of 
valuation the properties involved were taken over by the Penn- 
sylvania Railroad Company from the Pennsylvania Company. 

On date of valuation the Pennsylvania Company had out- 
standing a total par value of $200,253,081.88 in stock and long- 
term debt, of which $80,000,000 represented common stock and 
$120,253,081.88 funded debt. Investment in road and equipment, 
including land, on date of valuation, was stated on the carriers’ 
books as $27,293,556.56. The report said if readjustments were 
made this amount would be increased to $27,821,124.92. 

Cost of reproduction new of total used property was found 
to be $269,605,437, and of total owned property, $32,808,380. Cost 
of reproduction less depreciation of total used property was found 
to be $207,246,608, and of total owned, $22,802,442. 


ILLINOIS CENTRAL VALUATION 


In a tentative valuation report covering the properties of 
the Illinois Central and affiliated companies, the Commission 
has made the following finding as to value for rate-making pur- 
poses, as of June 30, 1915: Wholly owned and used, $216,409,- 
000; wholly used but not owned, $130,927,117; jointly used but 
not owned, $344,070; total used but not owned, $131,271,187; 
total used, $347,680,187; wholly owned but not used, $460,187; 
total wholly owned and used, $216,409,000; total owned, $216,- 
869,187. 

The report covers the properties of the Illinois Central; 
Chicago, St. Louis & New Orleans; Dubuque & Sioux City; 
Canton, Aberdeen & Nashville; South Chicago; Chicago & Illi- 
nois Southern; St. Louis, Belleville & Southern; Meridian, 
Brookhaven & Natchez; Bloomington Southern; Omaha Bridge 
& Terminal; Blue Island; Fredonia & Reeds; and Johnston City 
Southern. 

On date of valuation, according to the report, the Illinois 
Central had outstanding a total par value of $263,106,146.67 in 
stock and long-term debt, of which $109,293,446.67 represented 
common stock, $153,212,700 funded debt, and $600,000 non- 
negotiable debt to affiliated companies. In the ten years pre- 
ceding date of valuation average annual dividends of 6.6 per 
cent on common stock were declared. 

Investment in road and equipment as of valuation date was 
stated on the books of the carrier as $155,063,785.07. The Com- 
mission said if readjustments were made, this would be re- 
duced to $152,799,548.76. 

Cost of reproduction new of total owned property was stated 
by the Commission as $196,139,892, and of total used property, 
$322,514,050. Cost of reproduction less depreciation was stated 
as $147,365,286 for total owned property, and $250,954,823 for 
total used property. 

The report said the Illinois Central had investments in other 
companies, consisting principally of securities which were held 
for non-carrier purposes, the par value being $130,589,305.57, and 
their book value, stated by the company as its net investment 
in other companies, $115,813,723.72. 

The sum of $6,409,000 was included in the final value for 
wholly owned and used property on account of working capital, 
including material and supplies. 


FINAL VALUATION REPORTS 


The Commission has announced the final value of the Wood 
River Branch Railroad Company’s property, as of June 30, 1915, 
as $115,537. That is the tentative value contained in the Com- 
mission’s order of June 11, 1921. The latest order specifically 
approves and makes final the valuation set in the order of 
June 11, 1921, as of the valuation date hereinbefore mentioned. 
The road’s property is in Rhode Island. 

A final value of the property owned and used by the Bow- 
don Railway Company, with a line in Georgia, has been fixed by 
the Commission at $83,629, as of June 30, 1915. The value of 
the property used but not owned was put at $26,763. 

The Commission has announced the final valuation of the 
property of the Rhode Island Company and the Narragansett 
Pier Railroad Company, for rate-making purposes, as of June 
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30, 1916, at $310,000. The tentative valuation was made a final 
one. The Commission also reported that since the valuation 
date the Narragansett company had reported the addition of 
$44,390.84 net, to the original cost of the properties, taken as 
a whole. 

The Commission has announced its final value on the Knox- 
ville, Sevierville & Eastern, as of June 30, 1916, $400,000 for the 
property owned and used for common carrier purposes and 
$10,650, used but not owned. The Commission said that, the 
carrier having failed to comply with valuation order No. 3, it 
was without information as to the net increase or net decrease 
in the original cost of the property since the valuation date. It 
said that on November 1 the carrier was succeeded by the 
Knoxville & Carolina Railroad, which was now the operating 
company. 


TENTATIVE VALUATION REPORT 


In a tentative valuation report covering the property of the 
Bay Shore Connecting Railroad Company, as of June 30, 1918, 
the Commission has found the final value of total owned prop- 
erty to be $74,000. The property is leased to the Lehigh Valley 
and the Central of New Jersey. 


FINANCE APPLICATIONS 


The Seaboard Air Line Railway Company has applied to 
the Commission for the authentication and delivery of Seaboard 
Air Line Railway four per cent refunding gold mortgage bonds, 
due 1959, in reimbursement of expenditures made by applicant 
between January 1 and July 31, 1924, for additions, betterments 
and property to the lines of the railroad subject to the lien 
of the refunding mortgage sometimes referred to as “old lines” 
and the pledge thereof under Seaboard Air Line Railway first 
and consolidated mortgage dated September 1, 1915. 

The company asks further for the authentication and de- 
livery of Seaboard Air Line Railway Company first and con- 
solidated mortgage gold bonds due 1945, amounting to $1,162,- 
000,-in reimbursement of expenditures heretofore made by the 
applicant between January 1 and July 31, 1924, for additions 
and betterments and property to the lines subject to the lien 
of the applicant’s refunding mortgage sometimes referred to as 
“old lines” and lines subject to the direct lien of the company’s 
first and consolidated mortgage, sometimes referred to as East 
Carolina Lines. 

A further request is for authority to pledge as collateral 
for short-term notes and renewals thereof, not to exceed in 
the aggregate $1,000,000 outstanding at any one time, which the 
applicant may be required to issue for temporary loans the 
company may find necessary to negotiate so as to assist in 
the completion of lines now under construction by the Florida 
Western & Northern, because that company can draw only 
for construction purposes up to 80 per cent of its $6,475,000 
cash proceeds of the sale of its first mortgage bonds, and for 
cognate corporate purposes the $1,162,000 or any part thereof 
of the said first and consolidated bonds for which authority 
to issue is contained in this application, together with $446,500 
or any part thereof of the said first and consolidated bonds 
heretofore issued, in the company’s’ treasury, under authority 
of the Commission’s order of July, 1924. 


Summarizing its obligations in October respecting the con- 
struction of its Florida line, the applicant said it would need 
about $2,000,000 in excess of its normal requirements for op- 
erating its own transportation system. It said it had already 
made one short-term loan of $500,000, payable on demand. It 
said the short-term loans were to be negotiated on a basis that 
would not involve the payment of more than 7 per cent for the 
use of the money. 


The Glasgow Railway Company, with a line at Glasgow, 
Ky., has applied for authority to issue $33,000 of mortgage bonds 
and to sell $40,000. The applicant leases its line to the Louis- 
ville & Nashville. Both the new bonds and the $40,000 are 
to be used in a refunding operation. 


The Galveston, Harrisburg & San Antonio has applied for 
authority to issue $978,000 of first mortgage, Galveston-Victoria 
division, bonds, to be used in discharging its open account 
obligation, in part, to the Southern Pacific company. It said 
it had made no contract respecting the bonds, but that it was 
the understanding that the Southern Pacific would accept the 
bonds in payment of the obligation. 

The New Orleans, Texas & Mexico has applied for authority 
to issue and sell $2,784,000 of first mortgage 5%4 per cent gold 
bonds for the purpose of refunding equipment trust certificates. 
The company proposes to sell the bonds to Blair & Co., Inc., 
at not less than 95 and accrued interest. 

The Chicago, Rock Island & Pacific, the Missouri Pacific, 
and the St. Louis Southwestern have applied to the Commission 
for authority to assume obligation and liability with respect to 
$3,531,000 of first mortgage 5 per cent gold bonds of the Arkan- 
sas & Memphis Railway Bridge & Terminal Company. Each 
of the rail companies owns a third interest in the terminal com- 
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HE Erie Railroad has recently completed the first unit of what will eventually be the largest and most 

up-to-date poultry terminal in the country. 

This yard, with ample room for expansion, is located at Weehawken, N. J., just across the Hudson River 
from New York City and of easy access to all parts of the City by Ferry. 

Wide and spacious driveways have been provided, with ample platform space for scales, coops and 
other material. 

The yard is entirely enclosed with heavy Buffalo wire fencing, which affords perfect protection as well 
as giving additional light and air which is absolutely essential to the proper care of poultry. 

Water has been provided in abundance, not only in the outside yard but on the platform as well, thus 
avoiding the switching of cars as in other yards. 

Unlimited yard facilities permit the breaking up of trains and individual spotting of poultry cars, 
when held, for more perfect ventilation which is always done during hot weather. 

The whole layout has had careful consideration with the idea of avoiding congestion and to afford 
effective police protection. 

Platforms and cars are fully equipped with electric lights, enabling receivers to unload at night when 
required. 

That the interest manifested by the Erie Railroad has been recognized by the trade is evidenced 
through the increasing use of the Terminal and the Erie now leads all lines in the volume of poultry 
traffic brought into the New York market. 


The total receipts via all lines for 1922 was 11,234 cars, for 1923 11,796 cars and it is estimated that 
the arrivals for 1924 will approximate 13,000 cars. 


ERIE RAILROAD COMPANY 


E. T. CAMPBELL J. B. FORD R. S. WILEY W. L. KENDALL 
Freight Traffic Manager Freight}Trafiic Manager Dairy Agent General Dairy Agent 
New York Chicago _ New York Chicago 
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pany. It is proposed to sell the bonds to Kuhn, Loeb & Com- 
pany at 90 and interest. 

The Bangor & Aroostook has applied for authority to issue 
$204,000 of Northern Maine Seaport Railroad Company first 
mortgage railroad and terminal 5 per cent gold bonds. The 
bonds will be held in the applicant’s treasury. 

The New York, Susquehanna & Western has applied for 
authority to issue $219,000 of 5% per cent equipment notes. 

The Baltimore & Ohio has applied for authority to do the 
things necessary for the retirement of $5,720,000 of 7 per cent 
prior lien certificates and $3,813,333.34 of 6 per cent deferred lien 
certificates issued under the National Railway Service Corpora- 
tion’s equipment trust by the issue and sale of $9,504,000 4% 
per cent certificates. It is proposed to sell the certificates to 
Kuhn, Loeb & Company and Speyer & Company at 96% and 
accrued dividends. 

The Illinois Central has applied for authority to issue $14,- 
256,000 par value of common stock and to sell a portion thereof 
equal to 10 per cent of the par value of the common stock of the 
applicant outstanding at the close of business, October 22, 1924. 
The purpose of the issue is to reimburse the treasury of the 
applicant in part for moneys expended in improvements and 
extensions to the properties of the applicant, other than equip- 
ment, during the period from January 1, 1918, to December 31, 
1923. The company said the securities would be disposed of at 
not less than par and that under the laws of Illinois the right 
to subscribe pro rata was required to be extended to the present 
common stockholders of the carrier. It said the stock would be 
offered to the stock holders at par and any portion thereof not 
subscribed for might be disposed of at not less than par. 

W. H. Bremner, receiver of the Minneapolis & St. Louis, 
has applied for authority to issue $750,000 of receiver’s certifi- 
cates of indebtedness in renewal of an obligation for like amount 
outstanding. 


GULF COAST ACQUISITION 


The Trafic World Washington Bureau 


Arguments were made before the full bench of the Commis- 
sion, October 3, on the application of the Missouri Pacific for 
permission to acquire the stock of the Gulf Coast Lines. The 
application of the Gulf Coast Lines to acquire the International- 
Great Northern, already decided in favor of the Gulf Coast Lines 
without prejudice to what, if anything, the Commission may say 
on that subject in connection with the application of the Mis- 
souri Pacific, was also set down in connection with the argument 
on what may be called the major application. 

The city of Palestine and Anderson county, Texas, were the 
only ones present to state objections. The Louisiana Public 
Utility Commission and city of Baton Rouge, which appeared 
at the hearing in New Orleans with a view to preserving the 
Baton Rouge gateway, did not appear, apparently having been 
satisfied with the assurances given by President Baldwin of 
the Missouri Pacific that the ‘Missouri Pacific would make its 
best endeavors to continue the use of that gateway. At present 
the Gulf Coast Lines use the Yazoo & Mississippi Valley tracks 
to get into New Orleans. 

Carl de Gersdorff, Frank Andrews and F. L. Freeman ap- 
peared for the applicants, the former making the mosi extended 
presentation of arguments for the stock acquisition and unifica- 
tion that would follow as in furtherance of the Commission’s 
plan of consolidation of the roads interested in a large system. 

Nelson Phillips, for Palestine and Anderson county, re- 
iterated to some extent and emphasized his contention, first 
made in the Gulf Coast Lines-International-Great Northern case, 
that the proposed acquisition would be in violation of two pro- 
visions of the constitution of Texas and for that reason the 
Commission should not authorize it. At this argument he laid 
down the proposition that really the Commission could not au- 
thorize the striking down unless and until it had found that 
Texas law impeded and/or burdened interstate commerce. He 
said the contention that a finding that the acquisition would be 
in the public interest was not suverior to the public interest 
question presented by the proposal to strike down the consti- 
tution and laws of Texas. The question whether such striking 
could be done, he contended, had not been passed upon by the 
Supreme Court of the United States. ‘That it was still open, 
he said, was recognized by the applicants. 


Representations made by B. F. Yoakum, former head of the 
St. Louis-‘San Francisco, were commented upon by Mr. deGers- 
dorff, who remarked that the inception and construction of the 
Gulf Coast Lines were largely to the credit of Mr. Yoakum. The 
Gulf Coast Lines, he said, were planned as part of the Frisco 
system. That statement was made to contrast with the asser- 
tion of Mr. Yoakum that the joining of the Gulf Coast Lines to 
a large system would not be wise. He added that the Gulf 
Coast Lines would still be a part of the Frisco system but for 
the receivership and the determination of the receivers not to 
include the Gulf Coast Lines in their scheme of reorganization. 

Such volleys of questions about the financing of the plan 
back of the application, the fate of less prosperous roads if the 
consolidation of more prosperous roads by means of stock ac- 
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quisitions were permitted, and the duty of the Commission in 
respect of the law points raised by Mr. Phillips, came from the 
bench, that Mr. de Gersdorff’s argument, for a large part of the 
time assigned to him, was more like testimony than a discussion 
of the law and economic questions involved. In regard to the 
financing he said the Missouri Pacific had agreed to buy Gulf 
Coast Lines stock at 120 with its own 7 per cent notes but 
that 136 was the asking price. Instead of paying that much 
with its interest-bearing obligations, he said the Missouri Pacific 
planned for the payment of a cash dividend of 16 per cent to the 
holders of Gulf Coast Lines stock, out of the surplus of the 
Gulf Coast Lines, so as to reduce its assets to a point where 120 
for the stock would cover. Since the agreement to pay with 7 
per cent notes had been made, he said the credit of the Missouri 
Pacific had improved to such an extent he thought the notes 
would sell for at least par and perhaps above par. The earnings 
from the Gulf Coast Lines, he said, would carry the cost of the 
acquisition. This year he estimated the Missouri Pacific would 
have $6,000,000 over fixed obligations to be devoted to the uses 
the stockholders might desire, instead of a deficit of $1,500,000 
last year. He estimated the earnings of the Gulf Coast Lines 
this year at 20 per cent. Its earnings for three years last past, 
he said, averaged 13.26 per cent. 

As to the Texas constitutional question, Mr. de Gersdorff 
said the stock of the Texas lines constituting the Gulf Coast 
Lines system, for years, had been owned by the New Orleans, 
Texas & Mexico, a Louisiana corporation. The acquisition, he 
said, would not change that fact, the application being on the 
part of the Missouri Pacific to be allowed to buy the stock of a 
Louisiana corporation. 

“What we are trying to do,” said Mr. de Gersdorff, “is to 
extend the Missouri Pacific to the gulf and to the Mexican line. 
At every point where competition is alleged to be in danger of 
elimination the fact is there are strong direct lines with which 
the more circuitous lines of the proposed system would com- 
pete, the result being the creation of more intense competition 
for the larger systems now in existence.” 

Commissioner McChord was particularly interested in the 
fate of the less propserous lines, particularly the Orient. Mr. 
de Gersdorff said that that was a large question but suggested 
that if the more prosperous lines were permitted to consolidate 
the time would come when they could afford to take over the 
weak lines or be forced so to do. The Kansas, Oklahoma & 
Gulf was also brought into the discussion. Mr. de Gersdorff 
said that that road would become of value to the Missouri Pacific 
if the plan under discussion were permitted to go into effect 
but of no value if it was not approved. 

“Why not take it over now?” asked Mr. McChord. 

“We couldn’t take it over without paying for it and we do 
not want to bite off more than we can chew,” said Mr. de Gers- 
dorff, who reiterated his declaration that that road, unless the 
proposed acquisition were permitted, would be of no value to the 
Missouri Pacific. 

Frank Andrews and T. J. Freeman devoted comparatively 
short time, after the luncheon hour, October 3, to the completion 
of arguments in behalf of the acquisition of the Gulf Coast 
Lines by the Missouri Pacific. They dwelt on the advantages 
that would accrue to the shipping public by the proposed con- 
solidation, which would be in accord with the Commission’s 
tentative consolidation plan, and on the law questions raised 
by Mr. Phillips. Similar arguments were made in connection 
with the application of the Gulf Coast Lines for permission to 
acquire the stock of the International-Great Northern. 


TARIFF ERROR MADE -RATES 


The rates under suspension were published in an attempt 
to correct an error of the tariff compilers, according to testi- 
mony heard in I. and S. 2232, by Examiner Shanafelt at Chi- 
cago, October 4. The rates protested were those made ap- 
plicable by publication of Leland’s Supplement 13 to I. C. C. 
1636, on page 13, provisions concerning rates on cement plaster 
from Pyramid and Sweetwater, Tex., to points on the line of 
the St. Louis Southwestern. 


E. J. Murphy, for the Southwestern Freight Bureau, said 
the tariff suspended was brought out in an attempt to correct 
an error made in the tariff now applicable. This error con- 
cerned the rates involved and made them applicable to points 
on the Cotton Belt, though the latter line had given specific 
instructions that they were not to be made participants in the 
rate. The mistake was made by a clerk, according to the wit- 
ness, in including the Cotton Belt in the list of lines over which 
the rate was applicable. 

J. F. Beran, of the U. S. Gypsum Company, entered testi- 
mony to show that his company had been enjoying the rate 
and that if the suspended tariff were allowed to take effect, 
higher rates would apply over the Cotton Belt. He entered sta- 
tistics to show comparisons of ton-mile earnings, tending to 
show that in relation to other commodities and the rates on 
competitive lines, the rate which the suspended tariff attempted 
to cancel, was the just and reasonable one. 
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HUDSON BAY RAILWAY 


The Traffic World Ottawa Bureau 


The expectations of the west that Premier Mackenzie King 
would be brought quickly to the point where he would advocate 
the early completion of the Hudson Bay Railway have proved 
unfounded. 

Mr. King left last week on his western tour and in every 
city, town, and hamlet between Winnipeg and Moose Jaw dele- 
gations of prominent citizens have been organized to wait on 
him and stress the importance of completing the Hudson Bay 
Railway at once. Mr. King came in close touch with the Hudson 
Bay advocates at Winnipeg and in his address of Oct. 4, delivered 
before several thousand people, dealt with the Hudson Bay Rail- 
way in a manner conciliatory and encouraging, but indefinite. 
The west attaches great importance to the degree to which Mr. 
King can be brought to see with the prairies in this matter and 
his remarks have had a discouraging effect. : 

What Mr. King actually said was that he had no intention 
of pledging his government to the completion of the road, at 
least this year. However, he expressed himself as convinced 
of the feasability of the Hudson Bay route and of the wisdom 
of completing the road, ultimately. His speech follows closely 
an address of Arthur Meighen, leader of the opposition, who, in 
dealing with the Hudson Bay project, expressed himself as a 
supporter of the scheme but not in favor of making large capi- 
tal expenditures for its completion at present. Thus the leaders 
of both major parties in Parliament have pledged themselves 
to the building of the route. In fact, they are substantially in 
agreement because both would postpone further expenditures 
until the country is in a better financial position. 


CANADIAN OPERATING FIGURES 


According to the monthly statement issued by the govern- 
ment Bureau of Statistics, Canadian railways as a whole showed 
a slight increase in the operating ratio, from 89.03 per cent for 
July, 1923, to 90.17 per cent for July, 1924. There was a de- 
crease in the net operating revenue for July, 1924, in compar- 
ison with July, 1923, of $583,017. Both freight and passenger 
revenues were lighter than in July, 1923. Passenger traffic fell 
5 per cent and freight traffic showed a slight increase, but the 
average receipts per ton-mile declined from 1.214 cents to 1.137 
cents. The main factor in this was, undoubtedly, an increase 
in the movement of grain over July, 1923, grain being carried 
in the west at slightly over half a cent per ton-mile. Also, the 
full provisions of the Crow’s Nest Pass agreement became effec- 
tive July 7, 1924. 

There was a slight increase in average expenses per train- 
mile, but the revenues per freight train were increased an equal 
amount (5 cents) by heavier loading of both cars and trains. 
Revenue per passenger train-mile was lower by 10 cents, from 
lighter travel and a slightly lower average receipt for passen- 
ger-mile. 

The cumulative totals for the seven months, January to 
July, show little change in operating expenses, but revenues 
for 1924 are up $2,417,247 and net operating revenues are greater 
by $2,804,325. 

Although freight traffic was heavier on the Canadian Na- 
tional Railways than in July, 1923, by 8.3 per cent, freight 
revenues fell off $374,836, or 3.2 per cent. Passenger revenues 
also were less by $99,050, or 2.7 per cent, with a decrease of 
1.8 in passenger traffic. Total revenues were down $194,872, 
or 1.1 per cent, but operating expenses were heavier by $253,- 
113, or 1.5 per cent, making a reduction in the net operating 
revenues of $447,985 and increasing the operating ratio from 
95.62 to 98.14. The payroll was cut $608,468, or 5.1 per cent, for 
a reduction of 4.5 per cent, or 4,623 in the number of employes. 

The average train loading on the national lines showed an 
increase of 36.9 net tons and 2.8 cars, but revenues per freight 
train-mile were only 2 cents heavier, due to a decrease in the 
average receipts per ton per mile from 1.228 cents to 1.098 
cents. 


For the period January to July the Canadian lines of the 
National system showed an increase in net operating revenues 
of $2,460,922, but the lines in the United States fell off $2,316,- 
388, the net result being to reduce the betterment to $144,534 
for the entire system. 

With a reduction in revenue freight traffic on the Canadian 
Pacific Railway of 4:6 per cent and in passenger traffic of 6.9 
per cent, operating expenses were cut $1,083,789, or 8 per cent. 
This more than offset the drop of $698,198 in revenues and 
increased the net revenues by $385,592 and reduced the oper- 
ating ratio from 87.44 per cent to 84.25 per cent. July was 
the first month this year that any reduction has been made 
in maintenance expenditures. The total payroll was cut $484,- 
384, or 6.1 per cent, and the personnel was reduced 4,041, or 
S per cent. 

The average revenue per freight train was increased 23 
cents per mile by loading trains heavier 35.5 tons of revenue 
freight. There was little change in the average receipts per 
ton-mile, as compared with the Canadian National Railways. 
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Undoubtedly the heavy westward movement of grain to Van- 
couver, with the relative higher rate, assisted the Canadian 
Pacific in this respect. 

For January to July operating expenses were heavier in 
1924 than in 1923 by $1,892,922, but revenues increased by $4,034,- 
003, increasing net revenues by $2,141,081. 


CANADIAN CAR LOADING 


Car loadings of revenue freight in Canada took another 
jump the week ending Sept. 27, aggregating 65,832 cars or 2,780 
over the previous week. Grain in the western division was up 
4,187 cars and in the east 298 cars. Coal loading fell off 950 
cars and there was also a decline in miscellaneous freight of 
604 cars. Loadings, however, continue to be lighter than for 
the corresponding week of 1923, and for last week were down 
4,574 cars. 












































CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
TOTAL FOR CANADA 
For the Week Ended, 
1924 
Sept. 13 Sept. 20 Sept. 27 
Commodity Cars Cars Cars 
Grain and Grain Products... ......ccsccces 6,490 11,190 15,675 
Te IERRTE: dcspawsw aes cceannwene seattle i 2,776 2,599 
GE. dice ce kG Kio whe NEw eee ewe Reta 7,000 6,050 
BN ire cicanna caer siquaiain eine } 204 218 
Fe rn 3,589 3,558 
ee eres 1,557 1,391 
Pulp and Paper 1,960 1,870 
Other Forest Pro@uctsls oc. cccvsccevcicceve 1,974 2,197 2,035 
 cnaadinsenawaseonaeceaaeeneensaneeae< 1,547 1,260 1,690 
PE. Es Ss Bhi e isis sccsneccwaobewen 15,624 16,049 16,080 
Be ene ee rey hee 13,782 15,270 14,666 
py ee ee 55,514 63,052 65,832 
Total Cars Received from Connections 27,498 31,164 31,909 
Total Cars Loaded for Corresponding 
Lic, te . Aa Se 61,746 68,694 70,406 
Cumulative Loading to Date, 1924........ 2,084,974 
Cumulative Loading to Date, 1923........ 2,004,223 
EASTERN CANADA 
Grain and Grain Products 3,945 4,243 
Pee ME cua<cercessreseuteonsaas 1,304 1,302 
ME ic Witerermnern bib atneloie nn Semele Pa buaTans x 4,947 3,895 
a iacriidcnate sniwiel tact Meas SSA RAIN eae 201 213 
ND aiciecora-cemecsiuiecie wean Seaadignweainesls 2,619 2,581 
PIII, « ance. d:arainsGis-o' gia we bots ares ew se Nee 1,462 1,322 
oe 2 ae eee 1,829 1,702 
Other POTOsE PrGGGCts .6cccsiccsccvces.cee 1,137 1,139 
IE nace cic ar tna olaaoveccias aw ors wasotous Rigteea wale oles 612 1,146 
ee Oe a ee 11,415 11,703 11,808 
BR et 10,233 11,373 11,259 
ye Re a ae ree 38,361 41,132 40,610 
Total Cars Received from Connections 24,914 28,351 29,112 
Total Cars Loaded for Corresponding 
A Re ne reer 39,547 39,431 40,496 
WESTERN CANADA ' 
Grain and Grain Products...é..iccccccvcces 3,276 7,245 11,432 
RE) TOE Secors maatnccioemie en ew aeeune see bistebie 1,214 1,472 1,297 
REE ees See amen re te ave ee 1,783 2,053 2,155 
RUE Iotnnths Hetante ere NGkgulnce ween is saiatei ging ax 3 5 
a a cn visiawis ome ainsi she ewan Saas eee 1,050 970 977 
NE 556 o:5 are cdew aie datobobinscws etait 95 69 
RE I I oo. ie aware cwroeoemoneesen nee 192 131 168 
Other VParest Producte 2... svcciccccecess 1,036 1,060 896 
MOE. sinsindaiiacweniuaatwwese sss secawactcin ne 748 648 544 
Merona, Ta CO .. Tins io ivics cie-6008 00 50-0:0:00uee 4,209 4,346 4,272 
IPN 5050.64 6016-04 stle aioe Scne-w essen 3,549 3,897 3,407 
po ee ee ree 17,153 21,920 25,222 
Total Cars Received from Connections 2,594 2,813 2,797 
Total Cars Loaded for Corresponding 
WOME) WEEE 06658 so biseuanccsaeees 22,199 29,263 29,910 


CANADIAN NATIONAL INCOME 


The net income of the Canadian National Railways this year 
will be about $20,000,000, according to an announcement by Sir 
Henry Thornton, president of the road. This total will be about 
equal to the results of 1923. Sir Henry, apparently, is counting 
on a large increase in the operating surplus in the last three 
months of the year because the latest announcement of the 
earnings of the National Railways for August shows a re- 
duction in the operating surplus of $1,151,000 for the first eight 
months of 1924, in comparison with the corresponding period 
of 1923. The shrinkage in revenue is $5,318,545.58 and operat- 
ing expenses have been reduced by $4,166,672.37. The falling 
off in revenue is explained by the greatly reduced revenues 
shown by the Grand Trunk lines in the United States. 


CANADIAN RAIL RATES 


The Traffic ‘World Ottawa Bureau 


According to E. W. Beatty, president of the Canadian Pa- 
cific Railway, Canada enjoys the lowest railway rates in the 
world. As proof of the statement Mr. Beatty declared that- the 
ton-mile earnings for 1922 in Canada were 1.04 cents while in 
the United States they were 1.18 cents; Great Britain, 5.35; 
France, 4.45; Germany, 3.77; and Norway, 5.65. 

While the tariffs are not low enough for the producers and 
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consumers, as is shown by the demand for a reduction to the 
Crow’s Nest Pass agreement level, there is an ever growing 
body of opinion in the country that rates must be maintained 
at present levels if the railways are to obtain sufficient revenues 
to operate successfully. This movement is responsible for the 
organization of a railway bondholders’ association. This asso- 
ciation has been formed, not at the request of the railways, but 
because of the danger of railway revenues being unduly cur- 
tailed by rate reductions and statutory increases in expendi- 
tures. The association is pledged to take active steps to pre- 
vent the passage of legislation which might impair the earning 
power of the railways and in other ways co-operate with the 
railway companies in maintaining fair operating conditions. It 
has extended, already, across the international boundary. 


ATTACKS CANADA RATE STRUCTURE 


Dr. J. H. King, minister of public works, in a speech at 
Vancouver, B. C., before the Lawyers’ Club, declared that the 
freight rates in Canada now in force were obsolete. Regional 
arrangements made when the Dominion was in its early stages 
were now inapplicable and should be thrown into the melting 
pot, he said. He favored the division of the Dominion into two 
rate districts—east and west—and the tariffs then should be set 
to serve the people, he said. 


FRUIT AND VEGETABLE SHIPMENTS 


“Whether the annual peak of fruit and vegetable shipments 
is passed or whether there has been only a temporary lull is 
still uncertain,” says the Bureau of Agricultural Economics in 
its weekly review of fruit and vegetable shipments. “Total out- 
put decreased 2,330 cars last week, leaving a net volume of 
24,250 cars. Except for apples, which gained sharply, all other 
fruits showed marked decreases in movement.” 

The totals from the weekly summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Sept. 28- Sept. Sept. 30- This Sea- Last Sea- Total 














Oct. 4, 21-27, Oct. 6, son to son to Last 
1924 1924 1923 Oct. 4 Oct. 6 Season 
States): 
a ‘ 2,926 : *1,969 4,195 *9,308 12,083 *63,036 
States): , 
ee - «3,027 , *2,907 5,805 *13,722 21,967 *75,046 
ce jatinwkie 51 32 94 234 239 4,239 
~—— aiaads 253 *444 254 *28,551 25,577 25,923 
Honeydews: 
Total SHeKiees 163 218 eid Salli ey ar ro 
Yel : 
7 “Total PonewaweT 229 *241 314 *8,775 7,987 16,863 
a = amenanies 860 *1,018 1,279 *23,229 19,833 *37,014 
b - 

mwa oe arb aware 29 *73 24 *7,084 5,608 5,692 
Gra otal Satan cae 5,161 *6,538 6,700 *36,166 36,157 65,336 
L Ss: 

em rotal ST aata outen 132 158 134 762 687 12,000 
Lettuce (Old Crop): 

: Total So-aibie. dom . 316 419 368 *37,453 25,770 27,797 
Lett New Crop): 

: Total eee Pro iat 70 100 70 37,453 
Mixed Vegetables: F 

Total . piewewee 456 537 467 *23,136 19,709 23,913 
Peaches: . 

“Total ateeaaoaréen 1,367 *1,983 291 *37,651 33,034 33,525 
Mixed Deciduous Fruits: - 

eee 122 140 168 *5,267 8,574 9,075 
Onions: 

% MD ddewccwes 844 *1,122 1,468 *13,894 13,398 *29,532 
Oranges: 

Total pian aecouatee 553 701 670 755,200 69,996 71,507 
ea otal emcees 784 *943 1,032 *12,250 15,537 18,472 
Plums and Prunes: 1 

| ere 94 197 206 3,441 6,662 6,800 
Tomatoes: A 

a 811 *975 989 *22,709 22,175 *24,213 
Sweet Potatoes: 

. eee 718 *782 606 *4,587 5,417 *13,953 
Watermelons: 

eer 80 289 60 *44,024 32,922 ~ 33,029 
Summary Potatoes: 

Leading Sec- 

tions, Late 
| 4,837 4,203 6,195 24,597 39,366 193,275 

Other Sections, 

Late Crop. 331 619 163 15,755 12,183 15,117 
Early Crop 12 79 2 49,806 33,302 33,391 
WOE. cine 5,180 *4,901 6,360 *90,158 84,851 *241,783 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continues to improve steadily,” 
the Geological Survey says in its current weekly coal production 
report, which, in part, continues as follows: 


The total output for the week ended September 27, including 
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lignite, coal coked, mine fuel and local sales is estimated at 
10,189,000 net tons, an increase of 359,000 tons. ; 

The average daily rate of output nearly reached 1,700,000 
tons, and is now just above the level attained at this time in 
1922. It is still somewhat below 1923, and before reaching the 
level of 1919 and 1920, it would be necessary to add about 2,000,000 
tons to the prevailing weekly rate of production. Production in 
the corresponding weeks of the last 4 years was as follows: 
1923 ......11,347,000 net tons a 9,085,000 net tons 
3 ee 10,168,000 net tons eee 12,123,000 net tons 

Preliminary telegraphic reports on loadings on Monday and 
Tuesday of the week (September 29-October 4) show an increase 
over the corresponding days last week, and indicate the possi- 
bility of total production reaching 10,300,000 tons. 

The production of anthracite improved perceptibly in the 
week ended September 27 and passed the 1,900,000-ton mark. The 
total output is now placed at 1,942,000 net tons, an increase of 
91,000 tons. This estimate is based on the 37,130 cars reported 
loaded by the principal anthracite carriers, and includes allow- 
ances for mine fuel, local sales, and washery and dredge coal. 
The present rate of anthracite is close to the capacity of the 
mines, and, as is shown in the following table, compares favor- 
ably with the highest records for the corresponding week in other 
recent years. 
|. eee 1,942,000 net tons 1921 


Sareea 1,730,009 net tons 
CL 2,025,000 net tons i) 1,710,000 net tons 
7} eee 1,982,000 net tons BEES Secon 2,000,000 net tons 


Substantial improvement marked the all-rail movement of 
bituminous coal into eastern New York and New England during 
the week ended September 27. According to the American Rail- 
way Association, 2,884 cars were forwarded into that territory, 
an increase of 477 cars, or nearly 20 per cent. Anthracite ship- 
ments declined slightly to 3,846 cars. In the corresponding week 
of 1923, 3,082 cars of bituminous coal and 2,203 cars of anthracite 
were forwarded. 

Decreased activity in tidewater business at Hampton Roads 
in the week ended September 27 was reflected by a drop in dump- 
ings of soft coal to 361,767 net tons. This was a decrease of 
52,556 tons, or 13 per cent, from the record of the preceding week. 
Exports were less than half those of the week before, and ship- 
ments to the “other coastwise” trade were a quarter less. These 
decreases more than offset an increase of 27,614 tons in cargoes 
consigned to New England. 

Although marked by an appreciable decline in the week ended 
September 28, the movement of soft coal across the Lakes con- 
tinued at a rate close to the 800,000-ton mark. The total quan- 
tity dumped at the Lake Erie ports was 789,965 net tons, a de- 
crease of 39,782 tons, or nearly 5 per cent. In the corresponding 
week of 1923, dumpings totaled 836,790 tons. Of the total dump- 
ings, 744,784 tons were cargo coal and 45,181 tons were vessel fuel. 

The cumulative dumpings. of cargo coal during the present 
season to date stands at 16,016,090 tons. Comparison with the 
records for the corresponding periods of 1923 and 1921, shows 
decreases of 6,044,911 and 2,218,398 tons, respectively. It should 
be remembered, however, that at the opening of the 1924 season, 
there were between 4 and 5 million tons of soft coal on the docks 
of Lakes Superior and Michigan, whereas the carry-over in 1921 
was about 2,500,000 tons, and in 1923 the docks were practically 
stripped when the first cargo arrived. 

Shipments of anthracite up the Lakes fell off sharply in the 
week ended September 28, and totaled 27,805 net tons, a decrease 
of 39,272 tons, or nearly 59 per cent. The entire decline occurred 
at Buffalo. Thus far this season, 2,499,233 tons of anthracite have 
been shipped up the Lakes, an increase of 4 per cent over ship- 
ments last year. 


NEW ENGLAND DEMURRAGE 


The report of the New England Demurrage Commission for 
August, 1924, shows 224,726 cars held overtime with an average 
detention of 1.50 days and 88.2 per cent of cars released on 
free time, as against 257,025 cars in August, 1923, with an av- 


erage detention of 1.56 and 86.3 per cent of cars released in 
free time. 
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OMAHA ASKS CLEAN-UP 


The Trafic World Washington Bureau 


The Omaha Chamber of Commerce Traffic Bureau, when it 
filed its complaint, No. 16226, Omaha Chamber of Commerce 
Traffic Bureau vs. Aberdeen & Rockfish (See Traffic World, 
September 27, p. 690) intended to bring into issue all class and 
commodity rates between Omaha on the one hand, and points 
east of the Indiana-Illinois state line and north and south of 
the Ohio and Potomac rivers, as to their reasonableness and 
non-discriminatory character. It seeks through overhead rates, 
comparable to those in Official Classification territory and those 
recommended in Commissioner Eastman’s report in the Southern 
Class rates case, now pending before the Commission. 


Broadly stated, the desire of Omaha is to break down the 
last vestige of the Ohio, Potomac and Mississippi rivers as rate- 
breaking points. It argues that if overhead retes are to be 
established from the east to points west of the Missouri river, 
like rates should also be put into effect from the east to points 
on the Missouri. That is to say, if the Missouri is no longer 
to be regarded as a point where rates break, the arguments that 
have brought about that determination apply with equal force 
to the other rivers mentioned. As stated by C. E. Childe, man- 
ager of the complaining traffic bureau, the issue is “whether the 
greatest and last of our rate-basing lines shall be wiped out 
and practically the whole country put on the basis of through 
overhead rates rather than combination rates.” 


Correspondence he has had is taken by Mr. Childe to indi- 
cate that most of the important cities in Western Trunk Line, 
Central Freight Association, and possibly eastern and western 
territories will become interveners in the case. There has been 
a big demand for copies of the complaint. It is his view that 
recent decisions of the Commission indicate the crumbling rate- 
basing lines are destined for the scrap heap. In the last few 
years the Commission has been backing away from its early 


support of the theory that rates had to break at the rates at 
Chicago or the rivers. 


In the beginning of the active period of Commission regu- 
lation in 1906, the interritorial rates of the country were a!most 
solidly built upon combinations on a few great natural basing 
lines or rate breaking points, marking the points where the 
great systems of railroads had their meeting points. Rates 
between the east and the west were built on Chicago and Missis- 
sippi river combinations and to and from territory west of the 
Missouri river and Twin Cities were on Missouri river and Twin 
Cities combination. The only exceptions were the trans- 
continental rates depressed by water competition between the 
Atlantic and the Pacific. Between the east and the south the 
Ohio river combinations made the rates except on water com- 
petitive traffic along the seaboard. Between the south and the 


west Mississippi river and Ohio river combinations made the 
rates. 


Early assaults before the Commission upon these combina- 
tion rates met with little success. The combination bases for 
the most part were upheld as reasonable, although some con- 
cessions were granted in reduction of class rates by the estab- 
lishment of proportional rates to or from basing points, making 
through rates slightly lower than the full combination of locals.. 
One of the leading earlier cases was Burnham, Hanna, Munger 
Dry Goods Company versus Rock Island (1908), 14 I. C. C. 299 
in which class rates from the Atlantic seaboard to the Missouri 
river were reduced 9 cents per 100 pounds first class with small 
reductions on lower classes through the establishment of pro- 
portional rates applicable on through shipments. This case 
was bitterly contested by the carriers before the Commission 
and in the courts. It was finally upheld in 1910. Immediately 
following’ came the Warnock case decided in 1911, 21 I. C. C. 
546, seeking the establishment of like proportion rates from the 
Mississippi to the Missouri river on traffic from C. F. A. and 
Southern territories. In this case the Commission recognized 
that the proportion basis should be applied alike on traffic moving 
from eastern and southern territories, but rather than reduce 
carriers’ revenues unduly, it increased the proportional rates 
from the Mississippi to the Missouri river to basis 5 cents per 
100 pounds first class under the local rates, and made them 


applicable on all class traffic from Official and Southern Classi- 
fication territories. 


The Missouri river combination received its first set-back 
in the Kindel, 15 I. C. C. 555, Salt Lake, 19 I. C. C. 218, 21 I1.C.C. 
400, 32 I. C. C. 551, Colorado Manufacturers’ Association, 28 
I. C. C. 82, and State of Kansas 27 I. C. C. 672 cases, in which 
rates from Chicago and Mississippi river to Salt Lake, Denver 
and interior Kansas points were reduced slightly below the full 
Missouri river combinations. Rates from points east of the 


. Indiana-Illinois state line to destinations west of the Missouri 


river remained, however, generally on the full combination of 
locals on Chicago and the Mississippi river. In the Boston case 
1913 (28 I. C. C. 230) the Commission refused to establish 
rates from Boston to Colorado common points and west lower 
than the full combination of locals on the Mississippi river, 
although it was pointed out that through rates should theo- 
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retically be lower than the combination. Likewise in the Indian- 
apolis Freight Bureau cases 16 I. C. C. 56, 23 I. C. C. 195, the 
Terre Haute case 29 I. C. C. 383, and the Milburn Wagon 
Company case 32 I. C. C. 582, the Commission declined to make 
rates from the Indiana and Ohio points to the Missouri river on 
basis lower than the Mississippi river combination. 

The first important departure from policy of making rates 
on these established combinations came in the interior Iowa 
cases 28 I. C. C. 64 and 46 I. C. C. 39 (decided in 1917) in which 
the class rates from the east to points in Iowa were established 
on a basis materially lower than the Mississippi river combina- 
tion. In this case, however, the Commission adhered to the 
practice of establishing proportional rates from the Mississippi 
river to points west as a basis for through rates without estab- 
lishing through overhead rates, and the effect of the Iowa 
decision disappeared at the Missouri river. In the Wisconsin 
cases 44 I. C. C. 602, class rates were eStablished to southern 
Wisconsin on a through overhead basis lower than the Chicago 
combination previously in effect, but the Commission refused to 
establish overhead rates from the east to central Wisconsin. 
It was also in 1917 that the first serious crimp was put in the 
Missouri river combination basis through the Commission’s\. 
decision in the Commercial Club of Mitchell, South Dakota case, 
46 1. C. C. 1 and 48 I. C. C. 40 wherein rates were established 
from the east to Mitchell materially lower than Missouri river 
combination. After the Mitchell decision it seemed obvious 
that rates to points west of the Missouri river would not long 
continue substantially on Missouri river combination if the prin- 
ciples therein adopted by the Commission were generally adopted 
in subsequent cases. There was no further important break in 
Missouri river combinations until in the Minnesota and Ontario 
Paper Company case, 1922, 66 I. C. C. 571, and the Certain-teed 
Products Corporation case, 1922, 73 I. C. C. 83, the Commission 
established rates n paper and roofing from points in Minnesota, 
Wisconsin, Illinois and St. Louis, to destinations west of the 
Missouri river materially less than the long established Mis- 
souri river combinations. This was followed by numerous com- 
plaints of communities west of the Missouri river seeking 
overhead rates from the east disregarding Missouri river com- 
binations, notable among which were the Fargo case, No. 13839, 
and the Watertown case, No. 14018 not yet decided, but in which 
tentative reports are taken to indicate that the combination on 
the Twin Cities to points west is doomed, and the Grand Island- 
Hastings cases decided in 1923, 85 I. C. C. 502 wherein the 
Commission reduced class rates from Chicago and the Mississippi 
river to those Nebraska destinations considerably below the 
Missouri river combinations, and indicated that the carriers must 
make further revisions to all Nebraska destinations in proceed- 
ing instituted on the Commission’s own motion, 14625 Nebraska 
Class Rates which is now pending. 

Almost coincident with the apparent breakdown of the Mis- 
souri river and the Twin Cities rate-basing lines came the Com- 
mission’s decisions in the Public Service Commission of Indiana 
cases, 66 I. C. C. 512 and 88 I. C. C. 709 and 728 in which the 
Commission said that carriers must reduce rates from all Indiana 
points to the Twin Cities and Missouri river cities on a through 
overhead basis related to the Chicago and St. Louis rates dis- 
regarding entirely the Mississippi river combinations previously 
upheld as proper. The carriers have not as yet complied with 
the decisions, although the Commission said that they should 
establish rates by August 20 of this year. 

The Ohio river withstood all assaults as a rate-breaking 
line until the Southern Class Rate investigation, docket 13494, 
which is still pending before the Commission, but the Commis- 
sion’s tentative report issued last spring recommends the entire 
wiping out of the Ohio river combination and the substitution of 
through overhead class rates between Official and Southern 
territories, indicating the almost certain elimination of the com- 
bination rates. 

The radical departure of the Commission from its early 
decisions which has resulted in the breakdown of the Missouri 
river combinations and threatened the entire wiping out of the 
Missouri river base line, together with like fate foreshadowing 
the Ohio river base line, constrains the Omaha complainant 
now to demand that the Mississippi river combinations and 
Mississippi river and Chicago combination be broken down also. 
If overhead rates they are to be established from the east to 
points west of the Missouri river, they must likewise be put 
in from the east to points on the Missouri river, is the position 
of Omaha. 

The Commission has proceeded, with speed, to begin hear- 
ings on the complaint by the Omaha Chamber of Commerce 
Traffic Bureau, No. 16226, in which Omaha has complained 
against the making of class rates based on the Mississippi river. 


The case has been set down for hearing at Omaha, October 31, 
before Examiner Harris Fleming. 


ABANDONMENT AUTHORIZED 
The Mobile & Ohio has been authorized to abandon that 
part of its branch line in Mobile county, Alabama, extending in 
a general southeasterly direction from Delchamps to Alabama 
Port, a distance of 3.91 miles, together with a short spur track. 
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BROTHERHOOD ROAD CASE 


The Trafic World Washington Bureau 


Asserting that the Brotherhood of Locomotive Engineers’ 
project to make the Coal River & Eastern Railroad a common 
earrier in interstate commerce involved a needless economic 
waste of more than $1,000,000, W. S. Bronson, general attorney 
for the Chesapeake & Ohio, in a reply to the exceptions filed 
by the Brotherhood Railroad Company to the report of the at- 
torney-examiner advising the Commission to refuse the requested 
certificate has set forth the position of the trunk line at con- 
siderable length. 

The fundamental proposition is that the trunk line is willing 
to operate its trains over the spur tracks to and from the 
Brotherhood mines, as, if, and when they are put into proper 
condition for such operation; that it has never undertaken to 
burden itself and the public with the expense of spur tracks 
from its line to coal mines off its right of way but has always 
offered to and does operate its trains and engines over such 
tracks when they are put-into shape for such operation; and 
that for the Commission to grant a certificate in this case would 
be to cause a discrimination in favor of the Brotherhood mines 
and against hundreds of other coal mines along the Chesapeake 
& Ohio, in like circumstances and conditions. 

Another proposition is that the only desire of the appli- 
cant is to have the district rate on coal extended to its mines, 
thereby placing the burden of supporting the tracks upon the 
Chesapeake & Ohio and the public it serves. 

There is nothing new or unique, says the Bronson reply, 
in the suggestion of the attorney examiner that in this case 
a certificate be issued only after every reasonable effort has 
been made to procure the required facilities or. service from 
the trunk line carrier. 

“The record conclusively shows that the Chesapeake is 
perfectly willing to perform, at its own expense and without any 
additional charge over and above the district rate, all the serv- 
ice needed on the two pieces of disconnected track, provided 
the Collieries (the Brotherhood Coal Company) carries out 
its contract of July 1, 1922, with the Federal Coal Company, 
and puts the tracks in a condition safe for Chesapeake opera- 
tion,” says Bronson. He added that there was no traffic to be 
transported, except a few carloads of carbon, eleven carloads in 
1923, other than the coal from two of the Brotherhood mines 
on that spur track. 

Bronson asserts that the record shows, as to a logging road 
embraced in the Coal River & Eastern project, that it is in no 
condition for safe operation and that it will cost approximately 
$200,000 to put it in safe operating condition and that that 
expenditure is practically all the Brotherhool would have to 
make to get its coal transported from its mines at the expense 
of the Chesapeake. The only other expense, trifling, he called 
it, would be the repair of one bridge on the spur leading to the 
Warren S mine. 

“In other words,” continues Bronson, “the Collieries, by ex- 
pending $200,000 in putting the spur tracks in safe condition 
for Chesapeake operation, would be doing no more than many 
other coal shippers owning mines located off the right of way 
of the railway of the Chesapeake have done. What more should 
the Brotherhood of Locomotive Engineers or the Collieries want 
than to have their coal transported on precisely the same terms 
as is coal of other shippers similarly situated off the Chesapeake’s 
right of way?” 

The Chesapeake attorney said it was manifest that the Coal 
River & Eastern Railway project was an after-thought, not con- 
templated at the time the collieries contracted with the Fed- 
eral Coal Company for the use of the logging road from the 
Brotherhood mines, Nos. 3 and 4, because it was there distinctly 
provided that the Collieries would make such repairs upon the 
road as would bring it up to the standard operating require- 
ments of the Chesapeake, and at that time it was clear that 
the tracks were intended merely for spur track use by the 
Chesapeake, precisely and in the same way as in all other sim- 


ilar situations in West Virginia and Kentucky. In conclusion 
the reply says: 


That the object of this proceeding was to throw the burden of 
the investment expense in the tracks upon the public through the 
Chesapeake was admitted, for the applicant stated of record that once 
granted the certificate, it would immediately ask for an extension of 
the district rate to the Collieries mines and the division of the rate 
on Collieries’ coal, which the record shows would be asked for, is 
sufficiently large to adequately support the company. That is the 
very reason why the Chesapeake is so vigorously opposing the grant- 
ing of the certificate, for it can see no sound reason why, since the 
Chesapeake is perfectly willing to assume the operating expense of 
transporting all the Collieries’ coal over the two disconnected pieces 
of track, it should be called upon to support and sustain an abso- 
lutely needless operating company, which, by reason of independent 
operation, cannot begin to transport Collieries’ coal as cheaply as can 
the Chesapeake, which can transport the Collieries’ coal at a mini- 
mum of expense by utilizing the same engines and train crews that 
distribute the empties and gather the loads at all other mines along 
the Big Coal Branch. 

The last paragraph, beginning on page 16 and ending on page -17 
of the exceptions, to the effect that ‘‘withholding the certificate in 
this proceeding spells nothing except that the Commission has joined 
a partnership with the Chesapeake in oppression,’’ is wholly uncalled 
for, and clearly shows an utter lack of understanding of the problem 
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here under cons:deration. There is no arbitrary withholding by the 
Chesapeake of a common carrier service from Brotherhood mines 


while granting such service to other mines similarly situated, for the. 


record shows that the Chesapeake is perfectly willing to furnish the 
service provided only that the Collieries’ tracks are put in a condition 
safe for Chesapeake operation, just as in every other like situation in 
—— fields of West Virginia and Kentucky served by the Chesa- 
peake. 





HEARING ON OIL RATES 


Rates on crude oil from points in Kentucky, Oklahoma and 
Kansas were attacked in the hearing on Docket 15724, the Indian 
Refining Company against the L. & N. et al., and Sub-No. 1, 
the National Refining Corp. against the Santa Fe et al., before 
Examiner Shanafelt at Chicago, October 3. It was alleged thai 
the wrong rate was charged, and the examiner stated several 
times that the case appeared to be one of interpretation of the 
tariffs. 

B. H. Banks, assistant traffic manager for the complainant 
at its Lawrenceville, Ill., refinery, testified that the movement 
took place in tank cars owned by the complainant, between 
March and December, 1921. The total movement was 5,605 cars. 
He introduced exhibits to show the rates charged compared 
with what the complainant contended should have been assessed. 
He said no attention was paid to the combination rule in Kel- 
ley’s I. C. C. 851 and 1102. He explained that the tariff provided 
for combinations which, if applied, would produce a rate lower 
than that charged by the roads. The rate was made on the 
basis of the movement into and out of Evansville, Ind. 

He said that, to show the carriers involved had changed 
their position with respect to the tariff interpretation, he would 
offer correspondence with the Big Four representatives. At a 
time immediately prior to the period involved in the complaint, 
the representatives of the Big Four had agreed that the com- 
plainants’ view of the tariff was correct and had refunded over- 
charges. 

EK. E. Harrington, general traffic manager for the National 
Refining Company, entered testimony regarding the rates from 
the origin points involved in the sub-complaint to Toledo and 
Findlay, O. He introduced exhibits of rate comparisons which 
indicated that, in the instance of the movement from Beaity- 
ville, Ky., to Toledo, a rate of 38 cents was charged, whereas, if 
figured by the factors, which, he said, should have been used, it 
would be 382 cents. 

L. L. Drescher, assistant to the vice-president of the L. & 
N., testified as to the history of the rate, tending to show that 
it was made up on combinations but not combinations of locals, 
since there were no joint through rates in effect. There were, 
however, proportionals to Ohio River crossings and from there 
north, and it was a combination of these proportionals that was 
used in making up the rate. He put in a number of exhibits to 
illustrate his point, from a number of the different points of 
origin involved to the destinations. 

He said that, after General Order 28 was issued, the oil 
interests went to the Railroad Administration and asked to have 
a flat rate advance rather than the 25 per cent increase. This 
was done and the flat rate made 4% cents. This rate then had 
to be divided, so far as the revenue from it was concerned, 
between the lines north and south of the Ohio River. This was 
done by allowing the lines north 2 cents and the lines south 
2% cents. Then, to effect the proper changes in the structure 
south of the river, the commodity rates were supplanted by 
combinations of proportionals. It was the difference.at this 
point in the history of the rates, between the action of the lines 


north and south, that accounted for the difference in tariff in- 
terpretation. 


ABANDONMENT APPLICATIONS 


Authority to abandon one of its lines in Tennessee has been 
asked by the Southern Railway. The line in question extends 
from Morristown in a general westerly direction through Ham- 
blen, Grainger and Knox counties to a connection with the 
Southern’s Knoxville-Middlesboro line at Corryton, a distance of 
39.58 miles. The Southern emphasized that it sought to aban- 
don not only the operation of the line but the line itself. It said 
the line which it proposed to abandon had never been used by 
the public to an extent justifying its operation and that in re- 
cent years a large part of the traffic formerly handled over it 
had been diverted to highways and motor vehicles. The South- 
ern asserted that for many years the operation of the line had 
resulted in large losses, and through such losses had imposed 
an unnecessary and unreasonable burden upon both the intra- 
state and interstate commerce carried by the applicant over 
other parts of its lines. The Southern said it did not desire a 
public hearing, but that it held itself in readiness to submit its 
case in open hearing should the Commission so desire. 

The Boston & Maine has applied for authority to abandon 
portions of its so-called Lowell & Lawrence and Salem & Lowell 
branches and a connecting track between said portions. Ap- 
proximately eight miles of track are involved. The lines are 
in Essex and Middlesex counties, Massachusetts. Public de- 
mand for service over the lines has been so small that they 
have been operated at a loss, the applicant said. 
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COURT MAY HAVE TO RULE 


The Trafic World Washington Bureau 


Among those who have given cursory consideration to the 
petition filed by the Abilene & Southern for a writ of manda- 
mus compelling the Commission to make a certificate to the 
Secretary of the Treasury, under section 204 of the transpor- 
tation act, as to the amount of its deficit for the time that 
carrier was operating its road and not under federal control 
(See Traffic World, October 2, p. 736), the impression has 
been created that the Supreme Court of the District of Colum- 
bia, as an incident to disposing of that prayer will have to 
interpret President Wilson’s proclamation taking over the rail- 
road. No flat-footed interpretation of that document has 
ever been required of any court. Parts of it have been con- 
sidered and applied but all proceedings have been based more 
or less on the assumption that it meant that he had taken 
over all railroads and railroad-owned or railroad-controlled 
steamships. 

The Commission, in a number of cases, has had to deter- 
mine whether a given railroad had or had not been taken over. 
The Abilene & Southern, however, contends that it was not 
taken over until July 1, 1918 and that the taking over by the 
President, on that day, is admitted in a contract made with 
the Director-General, in 1919. The Commission, in Deficit 
Status of Abilene & Southern, finance docket No. 100, 72 I. C. C. 
333 and 79 I. C. C. 547, has held the road was taken over as of 
January 1, 1918, and is therefore not entitled to the benefits of 
that section. The Abilene & Southern made the contract under 
which it claims it was taken over, after the Director-General 
had relinquished the short lines and it was therein stipulated 
that the beginning of federal control should be as of July 1. 

In its petition the Abilene & Southern points out that one 
branch of the government says it was taken over in July, 
1918, and another that it was taken over January 1, 1918, and 
that the result of the disagreement between the two is that it 
has been deprived of the benefit of section 204 and the Director- 
General will not admit liability for the period lying between the 
day the Commission says the road was taken over and the 
day the President, by means of the contract between the car- 
rier and the Director-General, says it was taken under federal 
control. It therefore asks for a mandamus compelling the Com- 
mission to issue a certificate telling the Secretary of the Treas- 
ury how much it is entitled to receive for the reimbursement 
of deficit incurred while the carrier company was operating its 
property. 

At the time the contract was made there was no provision 
for taking care of the short lines which the Director-General 


said had not been taken over but which he relinquished June 30, 
1918. 


ATTACKS COMMISSION’S METHODS 


The Trafic World Washington Bureau 


Asserting that not one regular freight or passenger train 
on its line had to be abandoned on account of the shopmen’s 
strike, Alexander H. Elder, attorney for the Central of New 
Jersey, in a brief on No. 12066, Construction and Repair of Rail- 
way Equipment, has taken the Commission to task for the nar- 
rowness of the investigation made by its examiners and in- 
spectors in that Commission-initiated case, it which it has al- 
ready issued several reports criticizing railroad managements 
for having their locomotives repaired in “outside”. instead of 
company shops. 


“The investigators shut their eyes to the fact that the most 
serious shop strike in the history of American railroads was 
in effect in respondent’s shop during the period that most of 
the locomotive repairs under review were made in outside 
shops,” said Mr. Elder. Prior to that declaration he repeated 
the testimony of Commission investigators to the effect that 
they had not given any consideration to the question whether 
or not the locomotives that were sent to outside shops could 
have been repaired in the shops of the Jersey Central at that 
time. One of the investigators said he “compared the physical 


capacity of the shops without any relation to the man power or 
human element.” 


“In other words,” said Mr. Elder, “the investigators appear 
to have avoided any consideration of the question whether it 
was necessary for the respondent to send its locomotives to” 
outside shops at the time and under the conditions that existe 
when they were sent.” 

Notwithstanding that failure to inquire as to whether there 
were any men in the shops to repair locomotives, an exhibit 
was made up by the Commission men which purported to show 
the excess cost which the railroad company incurred by send- 
ing its locomotives to outside shops and that necessarily the 
exhibit was based upon the assumption that the repairs could 
have been made in the railroad company’s shops. 

Extracts from the testimony embodied in the brief showed 
that several times attorneys for the railroad company brought 
out the fact that the exhibit prepared by the Commission was 
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based upon the assumption that the shops could have been 
operated, and the further assumption that the thing to be done 
by them was to make a comparison of physical capacity with- 
out any inquiry to ascertain if the work could have been done. 
One of the investigators, when pressed for an answer, said that 
“obviously if you had a strike on and the men were not there, 
you could not operate them.” 

One of the investigators was. asked for a second or third 
time if he deemed it fair to make up an exhibit showing that 
the railroad company paid the outside shops for repairing 117 
locomotives $957,000 more than it could itself have done the 
same identical repair work for in its own shops when they knew 
there had been a strike. The investigator said that that, of 
course, was a question that he could not answer. He said the 
statement (exhibit) was not intended to show what the com- 
pany could have repaired the locomotives for in its own shops, 
but what similar work did cost on similar locomotives. That, 
the investigator said, was what the cost comparison was in- 
tended to cover. 

In his preliminary statement, Mr. Elder said that, viewed 
narrowly, the inquiry related to the repairing of 117 locomo- 
tives, a problem for mechanical’ and accounting experts, but 
that, in its broader aspects, it concerned the efficiency and 


management of one of the important terminal railroads of the 
country. 


Summing up his arguments, he suggested that, in view of 
the fact that the company, throughout the strike of shopmen 
maintained its regular freight and passenger service, the man- 
agement was entitled to commendation, especially in view of 
the strikingly great restoration of shop efficiency after the 
strike, bringing it, in the past year, he said, to a higher level 
than at any time since 1918. 


LUMBER SHIPMENTS, 


The national lumber movement for the week ending October 
4, as indicated by telegraphic reports from 353 of the chief com- 
mercial soft wood lumber mills of the country, indicates a de- 
crease in all three factors of production, shipments and new 
business compared with the previous week, says the National 
Lumber Manufacturers’ Association. These decreases are also 
noticeable in comparison with the corresponding week of 1923. 

The unfilled orders of 245 southern pine and west coast 
mills at the end of last week amounted to 564,381,121 feet, as 
against 588,674,620 feet for 245 mills the previous week. The 
124 southern pine mills in this combination showed unfilled 
orders of 223,468,200 feet at the end of last week, and 231,837,555 
feet for 124 mills for the preceding week. For 121 west coast 
mills the unfilled orders were 340,912,921 feet, as against 356,- 
837,065 feet for 121 mills a week earlier. 

Of the 353 comparably reporting mills, last week’s ship- 
ments were 100 per cent and orders 88 per cent of actual pro- 
duction. For the southern pine mills by themselves these per- 
centages were 106 and 95 per cent, respectively; and for the 
west coast group 98 and 84. 

Of the foregoing mills, 329 have a determined normal pro- 
duction for the week of 214,655,040 feet, according to which 
actual production was 102 per cent, shipments 101 per cent, and 
orders 89 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
353 90 377 


PN ais sore einiptes weeie sae 3 

PROGUCHION  ....icscccvcies 231,221,433 256,787,457 241,538,795 
i eee 230,745,867 236,334,093 241,352,936 
Orders (New Bus.)...... 202,560,057 246,075,162 231,619,161 


The following figures compare the reported lumber move- 
ment for the first forty weeks of 1924 with the same period of 
1923: 


Production Shipments Orders 
BE sa saieior terrae orto beeen 9,369,718,776 9,283,615,550 8,983,923,859 
1923 9,319,563,773 


Pia teleralereendonseane erate rebels 9,803,753,944 
434,035,168 


9,798,049,918 


1924 Decrease 514,434,368 335,639,914 


> 
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TRAFFIC SCHOOL GROWS 

For the second time within the two years of its existence 
the College of Advanced Traffic has found it necessary to 
enlarge its quarters. Starting with seventeen students in one 
small room, in March, 1922, it has grown until its present list 
numbers 311 students. A suite of five rooms on the ninth 
floor of the Transportation Building, Chicago, has been leased 
to take care of the Fall classes. G. A. Rautenberg, founder and 
president of the school, attributes its success to the fact that 
students are taught from actual shipping documents, such as 
specimen tariffs, classification, Interstate Commerce Commis- 
sion reports and documents, etc. In response to an unsolicited 


demand, the school also recently began the teaching of advanced 
traffic by mail. 
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| Loss and Damage Decisions | 


i Cases Recently Decided by State and Federal Courts { 
k 


i (Digests taken from Reporters and Digests of National Reporter 
; System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Duty of Carrier Transporting Goods in Refrigerator Car Stated: 
(Springfield Court of Appeals, Missouri.) Where a carrier 
agrees to transport goods in a refrigerator car, it impliedly 
undertakes to exercise such care as that class of goods requires, 
though such care required is greater than in transportation 
of ordinary commodities.—Tri-State Fruit Growers’ Assn. vs. 

St. Louis-San Francisco Ry. Co., 264 S. W. Rep. 445. 

Only Liable for Deterioration in Perishable Goods in Case of 
Negligence: 

While, generally, carrier as to most commodities delivered 
to it for transportation is an insurer against all results incident 
to transportation, except injuries from act of God, public enemy, 
and fault of shipper, it is only liable for deterioration in per- 
ishable goods in case of negligence.—Ibid. . 
Failure to Ice Car for Preservation of Fruit Shipped Is Neg- 

ligence: 

A failure by carrier to ice a car for protection and preserva- 
tion of fruit to be shipped is a breach of duty and an act of 
negligence.—Ibid. 

Evidence Held to Show that Car Was Not Properly Iced When 
Furnished for Transportation of Strawberries: 

In an action for damages for deterioration of a car of straw- 
berries, evidence held to show that car was not properly iced 
when furnished by carrier.—Ibid. 

Instruction H®ld Not Objectionable as Requiring Carrier to 
Have Car Iced to Capacity at Moment of Delivery to Shipper: 
In an action for damages for deterioration in car of straw- 

berries, instruction that carrier was liable, if it failed to fur- 
nish car properly equipped for refrigeration, or to properly re- 
frigerate such car, when furnished to shipper, and contents 
were thereby damaged, was not objectionable as requiring car- 
rier to have car iced to capacity at moment of delivery to 
shipper.—Ibid. 

Instruction Barring Recovery, if Shipper’s Negligence Contrib- 
uted in Any Degree to Damage to Goods, Held Properly 
Refused: 

In an action for damages for deterioration in car of straw- 
berries, an instruction barring shipper’s recovery, if shipper’s 
negligence contributed in any degree to damage of berries, was 
properly refused, words “in any degree” being improper.—Ibid. 


TELEGRAPHS AND TELEPHONES 


That Cotton Sold on Receipt of Bogus Telegram Could Have 
Been Bought Later for Less than Sale Price No Defense 
to Action for Loss from Rise in Price: 

(Court of Civil Appeals of Texas, Austin.) That cotton 
sold by broker for principal’s account on receipt of bogus tele- 
gram could have been bought in open market in month of de- 
livery for less than sale price, thus entailing no loss to principal, 
is no defense to latter’s action in tort, as broker’s assignee, 
against telegraph company, for loss from purchase at increased 
price to cover sales, rule as to measure of damages in sales of 
personality being inapplicable—Mackay Telegraph-Cable Co. 
vs. Erhard, 264 S. W. Rep. 570. : 


One Wiring Brokers to Buy to Cover Sales Made on Receipt of 

Bogus Telegram Held Not to Have Ratified Them: 

One wiring brokers to “buy to cover” sales of cotton by 
them on his account on receipt of bogus telegram, which he 
had repudiated immediately on learning of it, held not to have 
ratified sales, so as to preclude recovery from telegraph com- 
pany, which he had notified must stand loss, whether brokers 
could have held him legally liable or not, evidence supporting 


finding that, in sending message, he was only seeking to mini- 
mize loss.—Ibid. 


Broker’s Recovery for Loss Caused by Bogus Message Held Not 

Limited: 

One neither adopting nor ratifying bogus interstate tele- 
gram, on receipt of which sales were made on his account, held 
not limited to recovery of amount charged for sending unre- 
peated message, as provided by federal laws and rules of Inter- 


state Commerce Commission, which are not applicable to forged 
or bogus messages.—Ibid. 


Brokers Selling Cotton on Receipt of Bogus Telegram May Re- 
cover Damages Proximately Resulting:. 

Brokers selling cotton on receipt of bogus telegram neg- 
ligently sent by telegraph company may recover such damages 
a as were direct and proximate result of its negligence. 
—Ibid. 

Negligence in Sending Bogus Telegram Held for Jury: 

Whether telegraph company’s operators exercised ordinary 
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care and prudence in sending bogus telegram held for jury.— 
Ibid. 
Findings of Jury Not Lightly Disturbed: 

Jury’s findings will not be disturbed, unless against over- 
whelming preponderance of evidence or clearly influenced by 
passion or prejudice.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 
Question of Unreasonable Delay in Furnishing Stock Cars Held 
for Jury: 

(Springfield Court of Appeals, Missouri.) In an action by 
shipper against railroad company, under Rev. St. 1919, sec. 9925, 
as amended by Laws 1921, p. 268, for failure to furnish stock 
cars without unreasonable delay, where cars were not furnished 
for over a month after being ordered, the defense being that 
defendant’s service and equipment had been impaired about 
25 per cent, by strike, in absence of stipylation relating to delay 
from the strike, the question of defendant’s liability was for 
the jury.—Morrison vs. St. Louis-San Francisco Ry. Co., 264 
S. W. Rep. 449. 

In Absence of Stipulation, Strike Causing Delay in Transporta- 
tion Is No Defense to Action for Damages: 

In absence of a stipulation, a strike causing delay in trans- 
portation of goods is no defense to action for damages from 
the delay.—Ibid. 

Courts Will Not Rule on Validity of a Statute Not Challenged: 

Courts will not rule on the validity of a statute until it is 
challenged.—Ibid. 

Measure of Damages from Delay in Shipment Stated; Instruc- 
tion Not Prejudicial, Though Not Clear: 

Measure of damages resulting from delay in shipment, and 
applicable for damages resulting from unreasonable delay in 
furnishing stock cars, as provided by Rev. St. 1919, sec. 9925, 
as amended by Laws 1921, p. 268, is the difference in the market 
price at the place of destination when the shipment should have 
arrived, and when it did arrive, plus the expense incurred be- 
cause of the delay, and an instruction that the measure of 
damages was the difference between the market value of the 
stock to be shipped when it could have reached the market, and 
their value at the time they should have reached it, together 
with extra shrinkage and the cost of extra feed and care, while 
not clear, in view of verdict was not prejudicial.—lIbid. 

Motion for New Trial Held to Raise Question of Excessive Ver- 
dict: 

In action by a shipper against a carrier, under Rev. St. 
1919, sec. 9925, as amended by Laws 1921, p. 268, for damages 
for unreasonable delay in furnishing cars, although defendant’s 
motion for new trial did not complain of an excessive verdict, 
where the motion challenged an instruction, according to which 
the verdict was excessive, the amount of the verdict was suffi- 
ciently attacked to be considered on appeal.—lIbid. 

Instruction Broader than Evidence Held Erroneous: 

In an action by shipper against a carrier for damages for 
unreasonable delay in furnishing cars, where there was no evi- 
dence to support a verdict of $100 on a certain count, an instruc- 
tion authorizing a recovery not exceeding $100 on that count 
was erroneous as being broader than the evidence.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

Res Adjudicata Held Inapplicable: 

(Supreme Court of Georgia.) Before the judgment of this 
court in the case of Standard Steel Works Company vs. Wil- 
liams, 155 Ga. 177, 116 S. E. 636, was made the judgment of 
the court below, not only were amendments allowed which 
were filed by the parties to that case who were parties to it 
at the first trial, but new parties, who had not been such when 
the case was tried, came in by interventions duly filed, and 
raised new and distinct issues from those raised in the plead- 
ings which were before the court at the former hearing; and 
the court below properly held that, as to these questions, the 
doctrine of res adjudicata was not applicable—Standard Steel 
Works Co. et al. vs. Williams et al., 124 S. E. Rep. 21. 

Relief Sought by Interveners Held Not to Affect Order of Inter- 
state Commerce Commission Authorizing Receiver’s Cer- 
tificates; Superior Court Had Jurisdiction to Determine 
Questions Raised by Interveners and Could Properly Grant 
Relief if Allegations in Intervention Were Sustained: 

The relief sought by the interveners, who are the plaintiffs 
in error here, is not of such a character as to have the effect, 
if granted, of annulling or impairing the order of the Interstate 
Commerce Commission, under the authority of which the re- 
ceiver had issued the receiver’s certificates in question here. 
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And the court erred in holding that the superior court of Rich- 

mond county was without jurisdiction to hear and determine 

the questions made by the intervention of plaintiffs in error, 
and to grant the relief sought if the allegations in the inter- 
vention were sustained.—Ibid. 

Lien Created by Statute as to Payment of Incidental Expenses 
Does Not Unreasonably Interfere with Interstate Com- 
merce Nor Offend Commerce Nor Due Process Clauses, Nor 
Is Statute Void for Uncertainty or Failure to Provide for 
Enforcement: 

The lien created by the provisions of section 2797 of the 
Civil Code, in favor of certain classes of creditors designated 
therein, does not unreasonably interfere with interstate com- 
merce, and is not offensive to the commerce clause of the fed- 
eral Constitution. Nor is that section violative of the due proc- 
ess clause of the Constitution; and it is not void for uncertainty, 
or because of a failure to provide proceedings by which it may 
be enforced.—Ibid. 

Court Having Jurisidiction Empowered to Define Right Sought 
to Be Protected: 

(Supreme Court of California.) If the superior court has 
jurisdiction to entertain an action, it has right to define the 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il 














POSITION WANTED—Competent traffic executive successfully 
handling large industrial traffic department desires change January 1. 
Experienced in complicated rate cases of all kinds. Position with 
commercial industrial or railroads considered, location being sec- 
ondary, providing opportunity evident plus reasonable salary. Ad- 
dress Box 711, care Traffic World, Chicago, IIl. 





POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 36, 
married. Address S. S., care Traffic World, Chicago, Ill 


WANTED—To purchase one complete copy E. B. Boyd’s Basing 
Tariff 56-B. Address O. J. DeLamotte, Traffic Manager, Apache Ry., 
McNary, Ariz. 

FOR SALE—Traffic sevice corporation, well established in South- 


ern California port city. Tariff file and equipment complete, over- 
head low. Address Box 709, Traffic World, Chicago, Ill. 


CHICAGO 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





AKRON 






- MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse. Peel car distribution—stere deer delivery. 


heitLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD. OHIO 





TOLEDO 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 


Minneapolis— St.Paul Grand Forks, N.D. 


Members A. W. A.—C. W. C.—Minn. W. A. 
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Merchandise Storage and Pool Car 
cae snd Koons cays DDESEPIDULION §— >92,cazzoar 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


AMARILLO, TEXAS 


Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 


and Penneytoanta From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Cor ’n, ELMIRA, N. Y. 


Vee 


Petry Express & Storage Co. luc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 


Member American Warehousemen’s Association 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


AY (yao oF baled (1-Miel ae) a-¥:4-Er- vel Di Cia leletaleye 
New York Central Siding — Free Switching — Pool Car 
Distribution — Negotiable Warehouse Receipts Issued. 


( Amercan Warehcusemen’s Ass'n 
Members: < Central Warehousemen’s Club 
American Chain of Warehouses 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 
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right sought to be protected—Truck Owners & Shippers, Inc., 
et al. vs. Superior Court of San Diego County et al., 228 Pac. 
Rep. 19. j 


“Jurisdiction” Defined: 

The jurisdiction of a court is the power to hear and de- 
termine and is not contingent upon the regularity of ils exer- 
cise, nor upon the correctness of its decision.—Ibid. 

Incorrect Judgment May Be Reversed on Appeal, But Not on 

Prohibition: 

If a judgment of the superior court is incorrect, it may 
be reversed on appeal, but not on prohibition.—Ibid. 
Superior Court Held to Have Jurisdiction of Action Against 

Transportation Company, in Absence of Action by Railroad 

Commission: 

Where the railroad commission had taken no action under 
the auto, stage and truck transportation act and public utilities 
act, enacted pursuant to Const. art. 12, sec. 22, 23, the 
superior court, as a court of general jurisdiction, under Const. 
art. 6, sec. 5, and not a county governing body, within art. 
12, sec. 23, had jurisdiction of action by a transportation com- 
pany, operating under a certificate of public conveyance and 
necessity, to restrain defendants from transporting freight with- 
out the required certificate.—Ibid. 

Elements of Rate Base Value: 

(District Court, D, Indiana.) Consideration of condition of 
telephone company’s property, actual construction conditions 
under which it was developed, and cost of material and labor 
is essential to determination of fair and reasonable value of 
property for rate-making purposes.—Indiana Bell Telephone Co. 
ps Public Service Commission of Indiana et al., 300 Fed. Rep. 
190. 

Book Costs Cannot Alone Show Fair Rate Base Value: 

Though book costs may aid in determining fair and rea- 
sonable rate base value, they cannot themselves show such 
value, because they do not reflect all relevant facts, so long 
as appreciation is element to be considered.—Ibid. 


Average Labor and Material Costs Properly Considered in De- 
termining Rate Base Value: 
Five-year period from 1916 to 1920 held fair period in which 
to take average costs of labor and material in determining 


value of telephone company’s property for rate-making pur- 
poses.—Ibid. 


Allowance for Depreciation Held Too Low, Under “Straight- 
Line Method;” Distinguished from “Accrued Depreciation,” 
“Realized Depreciation,” and “Net Realized Depreciation:” 
Where life of telephone company’s plant was 16 years, 

which, under “straight-line’ method, would amount to annual 

depreciation of 6% per cent, Public Service Commission’s al- 
lowance of 4 per cent was substantially below fair and reason- 
able rate, and company’s rate of 6.09 per cent was not subject 
to reduction, “straight-line method” being based on number 
of years’ life of plant, “accrued depreciation” meaning average 
of consumption of property, “realized depreciation” meaning 
consumption of property which has come to pass by retirement, 


and “net realized depreciation” being remainder after deducting 
amount of salvage.—lIbid. 


a Finding Operating Expenses Too High Not War- 
ranted: 

Finding of Public Service Commission that telephone com- 
pany’s operating expenses were too high, because of which it 
refused to allow the return ordinarily permitted economically 
operated utilities, held not supported by evidence.—+Ibid. 
Reasonable Rate Required: 

In entering public utility business, investors devote their 
property to sole purpose of performing public service, and gov- 


ernment undertakes to require its people to pay reasonable rate 
for services.—Ibid. 


Fair Rate Defined: 


, Fair rate generally is such amount as would at time of 
inquiry induce investment of money in utility, and this may be 
determined by testimony showing rate that securities of like 
kind and character command in market.—Ibid. 

Rate Lower than Reasonable Rate Confiscatory: 

Where, after proper consideration of evidence, fair and rea- 
sonable rate of return is determined, such rate should be al- 
lowed, and any lower rate would be confiscatory.—Ibid. 
Reproduction Cost Element of Rate Base Value: 

Under Burns’ Ann. St. Ind. 1914, sec. 10052i, in determining 
reproduction cost as rate base, money actually expended, which 
would not be included in inventory of physical property, should 
be included in construction costs.—Ibid. 

“Going Value” Held Element of Base Rate Value: 

Public Service Commission’s valuation of telephone com- 
pany’s property for rate base, without substantial allowance for 
“going value,” on theory that going value was included in 
amount paid on plaintiff's purchase of property, held unwar- 
ranted.—Ibid. 

Amortization of Difference Between Rates: 

Where Public Service Commission stipulated to amortize 
any difference between rate subsequently established and rate 
in effect at time of first hearing, company was entitled to have 
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such difference added to capital to be paid in five annual in- 

stallments, without interest.—Ibid. 

Rental Allowable for Equipment Under License Contract: 
License contract, whereby telephone company paid another 

company, owning 98 per cent of its stock, 44% per cent of its 

gross revenues as rent for equipment, was improperly disre- 
garded by Public Service Commission, in fixing rates in absence 
of proof of fraud or unfairness.—Ibid. 

Interstate Commerce Commission May Not, Under Transporta- 
tion Act, Prescribe Depreciation Rate, Except After Inves- 
tigation, and Where It Made No Investigation State Com- 
mission May Fix Rate: 

Under transportation act, sec. 4385 (Comp. St. Ann. Supp. 
1923, sec. 8592), the Interstate Commerce Commission may not 
prescribe depreciation rate for public utilities for other than 
bookkeeping and reporting purposes, except after investigation, 
and where it has made no investigation, and has fixed no rate 
proper for rate-making purposes, a state public service com- 
mission has right to fix depreciation rate.—Ibid. 

Correction 

On page 506 of The Traffic World of September 6, under 

Miscellaneous Decisions, Regulation of Common Carrier, the 


first case cited should read “Indian Refining Co. vs. Kellar et 
al., 263 S. W. Rep. 9.” 


% 





ad 


Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Double Towage Rate Held Adequate Compansation for Salvaging 

Stranded Oil Barge: 

(Circuit Court of Appeals, Fifth Circuit.) Double towage 
rate held adequate compensation for salvage services rendered 
by a tug to a stranded oil barge, which was in protected waters 
and not in much danger, and there was no danger to the tug.— 
Holbrook et al. vs. Freeport Sulphur Transp. Co. et al., 300 Fed. 
Rep. 68. 


Tow, Anchored During Salvage Work by Tug, Held Not Entitled 
to Award: 

Barges in tow, which were anchored while the tug went to 
the aid of a stranded vessel, which rendered no service and 
were not delayed because of the salvage service by the tug, 
held not entitled to a salvage award.—lIbid. 

Charterer Held Estopped to Assert Liability of Owner: 

Under the charter of a tug providing that the master should 
be under the orders of the charterer and that the latter should 
indemnify the owner “from all consequences or liability that 
may arise from such orders,” the charterer cannot hold the owner 
liable for the stranding of a tow while, under its orders, the 
tug was rendering a service not within the charter.—Ibid. 
Under Charter Restricting Cargo, Vessel Held Liable as Common 

Carrier on Bills of Lading: : 

(District Court, S. D., New York.) Where vessel was char- 
tered without restriction, as to whose goods should be carried, 
and charterer’s agent, on master’s direction, issued bills of lading 
with which charterer had no connection, vessel was liable as 
common carrier thereon.—The Ella Pierce Thurlow, Drisko vs. 
Barber S. S. Lines, Inc., Barber S. S. Lines, Inc. vs. Atlantic 
Coast Co., 300 Fed. Rep. 108. 

Unloading Onto Dock Held Not Delivery to Consignees so as to 

End Ship’s Liability: 

Where master did not notify consignees to accept delivery 
from ship’s deck, he waived requirement in making arrange- 
ments with charterer’s agent to handle unloading, and, in view 
of custom of port to deliver from dock, unloading onto dock 
was not delivery to consignees so as to end ship’s liability for 
failing to make full delivery, and charterer’s failure to keep tally 
of unloading did not affect its claim.—Ibid. 

Presumed Quantity Specified in Bills of Lading Was Actually 

Received: 

In absence of rebutting testimony, bills of lading raise 
presumption that quantity therein specified was actually received 
by ship.—Ibid. 

Charterer’s Liability As Unloading and Delivery Agent Held 

Merely to Exercise Due Care: 

Where ship is liable as common carrier, charterer’s liability 
to ship as unloading and delivery agent is merely to exercise 
due care.—Ibid. 

Carrier Is Insurer in Absence of Special Contract or Statute 

Limiting Liability: 

(Circuit Court of Appeals, Third Circuit.) A carrier of 
goods by water is an insurer, and, though no actual blame is 
imputable to it, is absolutely liable, in the absence of a special 
contract or statute limiting its liability for all damages sus- 
tained by the goods, unless the damage is occasioned by the 
act of God, the public enemy, the public authority, the fault 
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Where Industry Thrives 
“Port Houston’ 


Houston Texas 

































OUSTON affords every favorable factor the 

Industrialist could possibly desire and this 
fact is evidenced by the constantly increasing 
number of INDUSTRIES taking advantage of the 
DEEP WATER FRONT sites along the Houston 
Ship Channel. 


More Than 
One Hundred and Twenty 


Millions of Dollars 


Now Invested in Industries 
—On Houston’s Ship Channel— 


Los An geles 
HARBOR 


That amazing growth—1700% in five years 
—must mean that a great many shippers 
are finding it very profitable to sail in and 
out of the port of Los Angeles. Are you 
one of them? 








A constant supply of LABOR—Vast reserves of 
Power—Fuel piped right to your plant if you 
need it—Favorable legislative attitude—the ser- 
vice of SEVENTEEN RAILROADS and THIRTY- | 
SIX STEAMSHIP LINES—The Public Belt Rail- 
way which reaches all Ship Channel Plants and 
serves all Railroads—Climatic conditions which 
permit year round production on a PEAK.-BASIS. 


Check up and you will find that the tonnage 
passing in and out of Los Angeles Harbor 
is now second only to that of New York! 


You don’t make cargoes out of climate. 
Such a vast amount of shipping must mean 
growth, prosperity, buying power through 
all the sweep of that broad, rich hinterland, 
whose outlet and inlet is Los Angeles 
Harbor. 


Los Angeles has made it easy for you to 
land your goods at her door. She has kept 
pace in developing dockage, loading and un- 
loading facilities, storage and means of 
transfer to land transportation. 


These and other things combine to make HOUS- 
TON the most logical and most profitable MANU- 
FACTURING SITE to be found anywhere South. 


Ask for further information and details. 


It will pay you to analyze closely your mar- 
kets in western America. You will find that 
the shortest, most economical route to the 
cream of western business is via the port of 
Los Angeles. 


Send for a Copy of 
“Port Houston” 
A Splendid Illustrated Book 
It’s Free 


For some exceedingly interesting 
figures and information, write us for 


the book: ‘“‘The Port of Los Angeles’”’ 





Aditvwes 


The Director of the Port 


Fifth Floor, Courthouse 
HOUSTON TEXAS 


Board of Harbor Commissioners 


City of Los Angeles 
“Port of the Pacific Southwest’”’ 
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of the shipper, or the inherent nature of the thing shipped.— 

The Willdomino (two cases), Charles Pfizer & Co., Inc., vs. 

Convoy S. S. Co., Limited, 300 Fed. Rep. 4. 

Owner Cannot Contract Against Cargo Loss Caused by Unsea- 
worthiness Arising from His Lack of Diligence: 

Under Harter Act, Sec. 2 (Comp. St. Sec. 8030), a shipowner 
may contract against liability for losses to cargo caused by 
unseaworthiness, provided he has used due diligence to make 
the vessel seaworthy, but cannot contract away such liability for 
unseaworthiness arising from his lack of diligence.—lIbid. 

To Entitle Owner to Exemption from Liability for Faults in 
Navigation, He Must Prove Due Diligence To Make the 
Vessel Seaworthy: 

Under Harter Act, Sec. 3 (Comp. St. Sec. 8031), to entitle 
a shipowner to exemption from liability for losses to cargo 
through fault or error in management or navigation of the 
vessel, he has the burden of proving that he exercised due 
diligence to make the vessel seaworthy and properly manned, 
equipped, and supplied, without regard to whether or not there 
was any casual connection between the lack of such diligence 
and loss.—Ibid. 

Exemption from Liability Depends on Diligence in Each Stage 
of Voyage: 

Where the voyage on which a shipment is made is not con- 
tinuous, but divided into stages, the requirement of Harter Act, 
Sec. 3 (Comp. St. Sec. 8031), that the owner must have exer- 
cised due diligence to make the ship seaworthy to entitle him to 
exemption from liability for loss or damage caused by faults of 
management or navigation, applies at the beginning of each 
stage of the voyage.—lIbid. 

Ship Held “Unseaworthiness” Because of Insufficient Coal 
Supply at Beginning of Voyage: 

A steamship, which sailed from Lisbon for New York with 
less than the quantity of coal usually taken by vessels for that 
voyage, held “unseaworthy” as not properly equipped and 
supplied for the voyage, within the requirement of Harter Act, 
Sec. 3 (Comp. St. Sec. 8031), and not exempted from such 
requirement by a provision of the bill of lading giving her 
liberty to coal at any port or ports in or out of the way.—lIbid. 
Burden of Proving Negligent Stranding is on Shipper: 

In a suit for damage to cargo caused by stranding of the 
vessel, the burden of proving that the stranding was due to 
negligence rests on the shipper.—Ibid. 

Stranding of Vessel Held Due to Negligent Navigation: 

The stranding of a steamship held due to negligent naviga- 
tion, where she was proceeding in a fog along a dangerous 
coast with which the master was unfamiliar, and where he 
took but one sounding and the point of stranding was several 
miles off her supposed course.—Ibid. 

Duty of Ship to Use Reasonable Diligence to Protect Cargo 
Damaged by Stranding from Further Injury: 

It is the duty of a carrier by sea to exercise reasonable 
care and diligence to protect cargo damaged by stranding from 


further damage so far as it can be done consistently with its* 


duty to owners of other parts of the cargo.—Ibid. 

Issues Not Presented to Trial Court Not Considered by Appel- 
late Court: 

Questions not presented to the trial court will not be con- 
sidered by the appellate court.—Ibid. 

Provisions of Bill of Lading Allowing Deviation Must Be Re- 
stricted to Business and Necessities of Ship of Voyage 
Contemplated: 

Provision of a bill of lading permitting deviation by the 
ship, unless they expressly or by unavoidable implication pro- 
vide otherwise, relate to and must be construed with reference 
to the voyage contemplated by the parties, and must be re- 
stricted to the business and necessities of the ship pertaining 
to that voyage, to be determined as a question of fact in each 
case.—Ibid.. 

Steamship Held to Have Deviated from Voyage: 

Circumstantial evidence held to establish that the purpose 
of a steamship in going to the port of North Sydney, Nova 
Scotia, on a voyage from Lisbon to New York, which lengthened 
the voyage 300 miles, was to obtain bunker coal for a subse- 
quent voyage, and that it was an unauthorized deviation which 
nullified the carrier’s limitations of liability in its bills of 
lading.—Ibid. 
vie <> Not Recoverable Where Goods Are Not Delivered in 

pecie: 

Freight money is not recoverable, though the bill of lading 
calls for payment of freight “ship lost’ or not lost,” where the 
goods are so damaged by the carrier’s negligence that they can- 
not be delivered in specie.—Ibid. 

Charter; Lay Days Held to Commence on Giving of Notice by 
Master of Readiness to Load or Discharge, Though Not in 
Berth: 

(Circuit Court of Appeals, Fourth Circuit.) Under a pro- 
vision of a charter party that lay days should commence to 
run “from the time the captain reports himself ready to receive 
and discharge cargo,” construed together with other provisions, 
lay days held to run from the time the captain gave notice of 
presence at the port and readiness to load or discharge, and 
not from the time he reached a berth—The Lake Helverton, 
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F. S. Royster Guano Co. vs. United States, 300 Fed. Rep. 47. 

Charter; Mutual Exception Clause Held Not to Apply to Delay 

from Occupation of Berths by Other Ships: 

Mutual exception in a charter party of “act of God, restraint 
of princes and rulers, * * * and all and every other unavoid- 
able hindrances which may prevent the loading and delivery,” 
held not to apply to hindrance caused by occupation of berths 
by other ships ahead.—Ibid. 

Charter; in Computing Demurrage, Fraction of Day to be 
Counted as Whole Day: 

Where the provisions of a charter party for lay days and 
demurrage speak in terms of days in computing demurrage a 
fraction of a day is to be counted as a whole day.—Ibid. 

Fleet Corporation Held Responsible on Contracts With Shipper: 
(District Court, S. D. Florida.) Respondent, the Emergency 

Fleet Corporation, entered into contracts with a shipping com- 

pany, reciting that it was operating a certain steamer, which 

it employed the shipping company as agent to manage and oper- 
ate the same. The contract provided that respondent should 
man, equip, and maintain the vessel in all respects, for the 
compensation of the shipping company, and authorized it to 
issue bills of lading in terms prescribed. Held, that the fact 
that the vessel was owned by the United States was immaterial 

in a suit for damage to cargo, respondent being liable as a 

time charterer on contracts made by bills of lading issued by its 

agent.—Florida Grain & Elevator Co. vs. United States Shipping 

Board Emergency Fleet Corporation, 300 Fed. Rep. 169. 

Carrier Held Exempted by Bills of Lading from Liability for 
Damage to Cargo Caused by Prolongation of Voyage: 
Where bills of lading authorized the vessel to deviate from 

the direct route between the ports of shipment and destination, 
and provided that the carrier should not be liable for “any loss 
or damage caused by prolongation of the voyage,” it is not 
liable for damage to a grain cargo caused by failure to deliver 
it within what would have been a reasonable time for a direct 
voyage.—Ibid. 


N. A. R. U. C. CONVENTION 


The perils of railroad grade crossings, the proper method 
of regulating motor vehicle transportation, the rates and service 
of railroad and public utility companies, the valuation of rail- 
roads, uniform laws for the regulating commissions, and pro- 
posed amendments to the transportation act are among the 
subjects scheduled for discussion at the thirty-sixth annual con- 
vention of the National Association of Railroad and Utilities 
Commissioners, the call for which has just been issued. This 
association is an organization comprising the Interstate Com- 
merce Commission and all railroad and public service commis- 
sions in the several states. There are now regulating commis- 
sions in 47 of the 48 states, Delaware being the only state with- 
out one. There are also such commissions in Hawaii, Porto 
Rico, Alaska and the Philippine Islands. 

The convention will meet in Phoenix, Ariz., beginning No- 
vember 11, and will last four days. It is expected that an 
address will be delivered by Herbert Hoover, Secretary of Com- 
merce. There will also be addresses by at least one member 
of the Interstate Commerce Commission and several members 
of the state commissions; by former presidents of the associa- 
tion, including Carl D. Jackson of New York, Walter A. Shaw 
of Chicago and Charles E. Elmquist of St. Paul. There will 
also be addresses by representatives of corporations under the 
regulation of the federal and state commissions. 

The Corporation Commission of Arizona has arranged a 
program of welcome and entertainment for the convention. Ad- 
dresses of welcome will be delivered by Governor George W. P. 
Hunt of Arizona, Mayor Louis B. Whitney of Phoenix, and 
Chairman David F. Johnson of the Arizona commission. Sen- 
ator Smith of South Carolina, chairman of the interstate com- 
merce committee of the United States Senate, and Senator Ralph 
Howell, of Nebraska, have been invited to deliver addresses. 
The Arizona Commission has planned a sightseeing trip by 
automobile and railroad over the old Apache trail and through a 
scenic section of Arizona. 

Reports of committees scheduled to be presented to the 
Convention will deal with such topics as public ownership and 
operation, safety of operation of railroads and public utility 
companies, service of railroads and public utility companies, 
express companies, rates of railroads and public utility com- 
panies, statistics and accounts, grade crossings, valuation, capi- 
talization, motor vehicle transportation, state and federal legisla- 
tion, telephone depreciation, and the proposed consolidation of 
railroads under the transportation act. 

The official call for the convention is signed by Harry G. 
Taylor of Nebraska, president; William D. B. Ainey of Penn- 


sylvania, first vice-president, and James B. Walker of New 
York, secretary. 


MEYER COMMENDS ROADS 


Eugene Meyer, Jr., managing director of the War Finance 
Corporation, in a report to Secretary Mellon said the railroads 
were handling the season’s large wheat crop efficiently and with 
no substantial car shortage. @He said railroad efficiency in 
moving the crop was almost without precedent. 
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Joint Service With 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
eee Oct. 11 Oct. 15 
SE eee Oct. 21 Oct. 25 Oct. 29 
ww... a a aaa Nov. 4 Nov. 8 Nov. 12 
MOUNT CARROLL...... Nov. 18 Nov. 22 Nov. 26 
EP ae a Dec. 2 Dec. 6 Dec. 10 
errr Dec. 16 Dec. 20 Dec. 24 
,, aa Dec. 30 Jan. 3 Jan. 7 
PETER KERR............ Jan. 13 Jan. 17 Jan. 21 
RE ini 5 co. w oe uemmuten Jan. 27 Jan. 31 Feb. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 








Joint Service With 
Presi dent Grant—One of the five sister ships—showing cargo handling ed 
especially designed for rapid handling from lighters on both sides of vessel. 








HAMBURG-AMERICAN LINE 
© NEW YORK TO HAMBURG 
eattie to the Urient | e:..-0 gfe 
*RELIANCE ........... Oct. 14 +MOUNT CLAY........ Nov. 1 
. . a *DEUTSCHLAND ...... Oct. 18 *ALBERT BALLIN..... Nov. 13 
A fast Trans-Pacific freight and passenger service, CLEVELAND ......... Oct. 25 *RELIANCE........... Nov. 15 
between ¢Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 
Puget Sound and Yokohama, Kobe BOSTON TO'BREMEN AND HAMBURG 
Sh hai H K d M il MONTICELLO (via Baltimore and Hampton Roads)...... Nov. 15 
anghal, mong Hong an ana PHILADELPHIA TO BREMEN AND HAMBURG 
An American Line operated for American shippers over ANTIOGHIA (via Beltimere and Hampton Reeds) ....... Now. 8 
the shortest, fastest route to the Orient. IDARWALD (via Baltimore and Hampton Roads)........ Nov. 29 
. ° BALTIMORE TO BREMEN AND HAMBURG 
Yokohama, Kobe, Shanghai, Hong Kong, Manila PLANET (via Hampton Roads). ......0.--seseeseseeee 
PRESIDENT MADISON ..................... Oct. 11 (via Hampton Rpads)..... 
PRESIDENT McKINLEY..........0..00..00- Oct. 23 Dae fe ts ee... 
aaere po “Silane clata — - NORFOLK AND NEWPORT NEWS TO BREMEN AND 
9 20-8 068696208. 00: 0:08) 6 @ s HAMBURG 
PRESIDENT GRANT ...... Cr eeereremsereers Nov. 28 PLANET EE RE RR Shs A ee eS Qet. 25 
PTULEREEEREPELEREREEEEE EEE EEE Ov. 
Direct Freighter Service ed Nov. 26 
a eine ea RES RATA ER: eI EF RT ae. Dec. 8 
NEW ORLEANS TO BREMEN AND HAMBURG 
Japan, Shanghai, Daren, Taku Bar, Tientsin Pan. ~~ amalaantinaiameneaiies cok baat Senin 
WHEATLAND MONTANA .................. Oct. 20 Rios os caenosncccaseieseacooe Last half of November 
CROSS KEYS «.....000.00.0.00eseseeeseeee Oct. 25 seein tunibininns settemimesiitn eameaaieaan tiene ws eediiias 
ERT re ene ere en Mer en rene Ov. PORTS TO NORTHERN EUROPEAN PORTS 
Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 


———FOR RATES, SPACE AND OTHER INFORMATION APPLY: Mediterranean, Levant and African Ports. 


Chicago—Merchants Loan & Trust Bidg., 112 W. Adams St., Phone 
Randolph 7739. 


New York 32 Broadway, Phone Broad 0680. General Offices: 39 BROADWAY, New York 


Philadelphia—101 Bourse Building. WESTERN FREIGHT OFFICE: 
Detroit—Dime Bank Building. 





















CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 

San Francisco—Robert Dollar Building. BRANCH OFFICES: 

Les Angeles—429 Pacific } ag Building. ° 
Portland—161 by ae Stark. a icici aida cueeueseweneeebaneeue Hearst Tower Bldg. 
Seattle—4ed L. C. 8: mith Building. II 6:60-0:46: 0:06 'e:6-00 cree weeiwomo’ 4128 Jenkins Arcade Bldg. 
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Freight Routing 


Twenty-first of a Series of Twenty-six Articles on the Subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


In order intelligently to route many commodities, it is neces- 
sary, not only to make a study of the rates that apply, the 
time in transit, etc., via the several routes, but to consider the 
possibilities of special services or privileges en route. This 
situation not only requires a broad knowledge of traffic, but also 
a careful study of the various methods of marketing each of 
the individual commodities that have what are commonly known 
as special privileges, but which might better be called special 
services. These special services are the outgrowth of the de- 
velopment of trade requirements and are especially advan- 
tageous to the carriers in competition with the various pro- 
ducing and consuming markets, as well as to the merchants 
handling the original base product, the intermediate product, or 
the final product. 

Most of these so-called privileges are the result of some or 
all of certain conditions. The nature of the commodity may 
be such that it cannot be marketed to advantage by the pro- 
ducer. A special example of this will readily be recognized in 
the marketing of grain, though attempts are now being made 
to control this important commodity so that it will be more 
nearly marketed by the producer. In many cases the commodity 
is of a seasonable nature and it is necessary, therefore, that 
it be held during the entire year or during the consuming sea- 
son at places of advantage for ultimate reshipment. In many 
cases the nature of the original commodity or base is such that 
some special service must be rendered to it, such as a refining 
or a manufacturing process, which cannot be done economically 
either at the point of origin or ultimate destination. 

In a fourth instance we have a peculiar merchandising sit- 
uation, caused, to a great extent, by the vastness of the country 
—that is, the distance from the point of origin to the ultimate 
market may be so great that it is not possible, when originally 
shipping from the producing point, definitely to determine the 
ultimate destination. 

As a consequence of these conditions, and in contemplation 
of the various needs of merchandising, as well as because of 
the inability of many of the producing territories to market eco- 
nomically or properly or prepare for market their merchandise 
as finished, the carriers have issued tariffs containing rules and 
regulations covering special services or privileges known as re- 
consigning and stop-off in transit. In each instance, the route 
over which the shipment travels determines not only the rate 
to be applied, but, in consequence, the scope of the market that 
may be reached to advantage as compared with the various other 
producing markets in their relationship to the consuming mar- 
kets. In this connection we have, perhaps, a most important fac- 
tor—the rate adjustments, or the relationship of the rates from 
the various producing points to the various consuming points via 
the various gateways located at strategic points so that the 
commodity in question may most naturally move and be prop- 
erly related to the producing territory as well as advantageously 
located in reaching the consuming territory. ' 

These special privileges can be divided into two groups. 
In the first we have the reconsigning or diversion privilege, 
which does not contemplate or permit the shipment leaving 
possession of the carrier. In the second we have the stop-off 
in transit, which does permit the shipment either partially or 
entirely to leave the possession of the carrier. In the latter 
case the relinquishing of possession by the carrier is the par- 
ticular purpose of the privilege and is predicated on some need 
that primarily requires delivery by the carrier so that some 
intermediate activity may be carried out. In each instance, 
however, the principle of the so-called special service is the 
recognition of the original point of origin as a factor in predicat- 
ing the proper lawful rate to apply, subject to the rules, regula- 
tions and conditions as published in the tariff authorizing the 
particular privilege. It is, therefore, readily recognized that 
the routing problem confronting the shipper of the various 
commodities that have these special privileges is extremely 
difficult and important, as the far-reaching effect of the routing, 
in many instances, is the most important factor in the dis- 
tribution or marketing of the product. 

In the sale of many commodities, such as lumber, coal, 
scrap iron, vegetables, fruits of all kinds, etc., the privilege of 
reconsignment is an important factor in the selling or sales 
territory. This is due to the fact that, in most instances, when 
these commodities are shipped, it is not possible definitely to 
determine the ultimate destination. The reconsigning privi- 
lege, therefore, makes it possible for the shipments to be billed 
“blind,” as it is called—that is, to some destination in the gen- 
eral direction of the consuming market over a certain route 
that will take the shipment through the several prospective or 
probable markets, or the markets in which the shipper hopes 


to be able to sell his product, but which is unknown to him 
definitely when originally forwarding the shipment from point 
of origin. By availing himself of the privilege of reconsigning 
he can then take advantage of the market price at the various 
market points en route, and, if properly routed, the cars can then 
be reconsigned or diverted to the purchaser at the selected 
destination. Several alternative routes should be used, as it 
often happens that the market will be favorable at some par- 
ticular point and that the demand will be greater than the ship- 
per can serve from the cars that he has forwarded through 
that point. In the event that alternative routing of several lots 
is made, he can avail himself of the reconsigning privilege and 
divert a number of cars that were not originally routed to pass 
through this particular point, but which, however, were so 
routed as to allow the alternative of reconsigning and thereby 
supply the demand. 

This brief illustration indicates the necessity of the routing 
problem in the event that the reconsigning or diversion privi- 
lege is to be taken advantage of. The routing is one of vast 
importance and it should or must be taken into careful con- 
sideration before the shipment leaves point of origin in order 
that the sales territory be as large and accessible as possible. 
In some instances the shipments are consigned short—that is, 
to some near-by gateway or reconsigning point adjacent to the 
producing territory from which cars can be forwarded to the 
entire consuming territory beyond and in the same general di- 
rection. This happens most frequently when the merchandise 
is sold through brokers, agents, or some intermediate sales 
agency, as many commodities are. In these instances, the ship- 
ments are generally sold f. o. b. this particular gateway, to be re- 
consigned to the ultimate destination or through to the destina- 
tion point to be stopped en route short of destination in accord- 
ance with the instructions of the selling agency, which, of 
course, are predicated on the possibility sale. 

Without going into detail at this time nor taking into 
consideration any specific commodity, it must be recognized 
that the routing must have most careful consideration before 
the shipment is forwarded, as the possibility of the shipper 
availing himself of reconsigning privileges is dependent on the 
route over which the shipment is forwarded. Generally speak- 
ing, the car can be reconsigned at any point en route, providing 
it is on a direct line from point of origin to destination. This 
does not necessarily mean that the direct line can be traced 
on a map, but, with certain restrictions, the direct line is cov- 
ered by the application of the rates to be applied from point 
of origin to ultimate destination. It is, therefore, most neces- 
sary that the intricacies of rate application be fully understood 
in order definitely and accurately to determine whether or not 
the shipment is in direct route and can be reconsigned to ad- 
vantage. If the car is out of route, as indicated by the rate 
structure, an additional charge over and above the through 
rate will apply as a penalty. Under certain circumstances pro- 
vided in the tariffs authorizing reconsigning and diversion, a 
mileage scale is shown to cover the mileage where the car is 
out of direct route. Consequently, this charge would be in 
addition to the through rate from point of origin to destination. 
It must also be recognized that the reconsigning of carload 
shipments causes the carrier additional expense, so that the 
small charge made for the service is justifiable. 

In many cases, unless careful consideration is given to the 
original routing, the only lawful rate applicable is the com- 
bination of locals to and from the point at which the re- 
consignment or diversion is accomplished. The necessity of 
careful routing on forwarding cars from the original point is 
further emphasized by the regulations that restrict the shipper 
to the privilege of only one reconsignment. As the tariffs in- 
terpret this reconsignment or diversion to mean a change of 
destination, a change in the name of the consignor or consignee, 
or of the route, the shipper has, so to speak, only one oppor- 
tunity of changing his mind or of affecting the original route 
as specified by him regardless of the developments of the sale. 
If it is again necessary to reconsign the shipment, it is con- 
sidered a reshipment and not a reconsignment—that is, it has 
not the privilege of recognizing the original point of origin as 
a factor in making the rate. On the contrary, it is rated locally 
to and from the point of reconsignment or wherever the car is 
located when the reconsignment or diversion is accomplished. It 
is important, in contemplating the advantages of reconsignment 
and diversion, that the person in charge of routing be familiar 
with the schedule or time in transit over the route selected 
and also between the various junction points en route at which 
the car may be reconsigned, as the tariffs of the carrier do 
not assume responsibility in the event that reconsigning instruc- 
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tions are not accomplished. It is, therefore, evident that, in 
case the car is reconsigned to a destination short of the original 
billed destination, prompt and definite action must be taken 
in order to prevent the car going through to the more distant 
billed destination. 

There has always been some question as to the proper 
method of filing diversion or reconsigning instructions, some 
saying that the bill of lading line should get the instructions 
and others the line on which the car is located, if this is pos- 
sible to determine. The latter seems to be the better practice, 
for the tariffs specifically state that, if a diversion is requested 
after a shipment has passed out of the possession of the par- 
ticular carrier and is on the rails of a connecting line, the 
originating carrier receiving the reconsigning instructions will 
consider its responsibility ended when instructions are given 
to its connecting line. It would, therefore, seem that, in rout- 
ing commodities that require this special service, a passing 
record of various junction points on the original carriers as 
well as connecting carriers should be kept and that instructions 
should be wired direct. In all instances a request for a diversion 
or reconsignment should contain complete and specific informa- 
tion relative to the shipment and be confirmed in writing. The 
original bill of lading should be surrendered and an exchange 
bill of lading given in lieu thereof, containing information that 
covers the final movement of the car. This is especially true 
in the event of the shipment being forwarded, order notify, as 
it is not proper for a carrier to have a negotiable instrument 
outstanding calling for a car at one destination and forwarded 
to another without canceling the original document. 

We shall not at this time consider any specific commodities 
or methods of handling diversions, but in the next article shall 
consider a number of instances indicating the necessity of 
specific routing in the event that the diversion or reconsign- 
ment privilege is to be taken advantage of, and under the vari- 
ous conditions that arise in the reconsigning of shipments. 
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W. F. Diehl, formerly traffic manager of the Nawsco Lines, 
has been made general agent of the Dollar Steamship Line at 
Philadelphia. 

F. H. Clendenning has been made foreign freight agent of 
the Canadian Pacific at Vancouver, B. C. W. L. Wright has 
been appointed assistant foreign freight agent at Vancouver. 

M. Z. Anderson has been appointed general agent of the 
Ashley, Drew & Northern at Monticello, Ark. 

J. W. Hibarger has been made general agent of the Missouri 
& North Arkansas, with headquarters at Louisville. 

C. F. Mowbray, formerly assistant traffic director of the 
Chevrolet Motor Company, is now associated with the Thompson 
Transit Corporation at Detroit. 

L. W. Beck has become associated with the traffic depart- 
ment of the Holland American Line. He was formerly an in- 
dustrial traffic manager at St. Louis. 

E. H. Spangenberg has been appointed New England freight 
agent of the Nickel Plate at Boston. W. H. Cunningham has 
been made assistant general freight agent at Chicago. 

Charles Milbauer, for the last fifteen years general eastern 
manager of the Trans-Continental Freight Company and later 
general manager of the Shupe Terminal Corporation, Kearny, 
Newark, N. J., has discontinued his service with the Shupe 
corporation. 

Edward H. Shaw, vice-president of the Southern Railway, 
in charge of traffic, died. of appoplexy October 7. He was 
stricken while at a dinner given in honor of L. T. Nichols, 
superintendent of the Carolina & Northwestern, a subsidiary 
of the Southern, on the completion of fifty years’ service. Mr. 
Shaw, a few minutes before his death, had made a speech 
praising the service of the guest of honor. Mr. Shaw was 
elected vice-president about a year ago, his promotion being 
from that of freight traffic manager. He had been in the service 
of the company about thirty years. 














DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Decatur held its fifth annual 
banquet October 9. Colonel Sidney Story, international director, 
Maritime Trades, was the speaker. 


The Traffic Club of St. Louis held its regular weekly lunch- 
eon and meeting October 6. 








The Transportation Club of St. Paul held its regular lunch- 
eon October 7. Colonel B. O. Johnson, assistant to the oper- 
ating vice-president of the Northern Pacific, spoke on “Trans- 
portation in Russia.” 





The Traffic Club of Kansas City heard William E. Morton, 






Vol. XXXIV, No. 15 


postmaster, speak on “Transportation of Mail” at its weekly 
luncheon October 7. 





The Maritime Association of the Boston Chamber of Com- 
merce met September 30 and elected Galen L. Stone, vice-presi- 
dent of the Eastern Steamship Lines, N. W. Hawkes, New Eng- 
land traffic manager of the Canadian National, and W. F. Schrafft 
& Sons Corporation as members of the organization 





The Traffic Club of Newark, N. J., held its “Lackawanna 
Night” October 6. D. T. Lawrence, general freight agent, and 


W. H. Dominick, assistant general passenger agent, of the road, 
were the speakers. 





The Portland (Ore.) Industrial Traffic Club held its regular 
monthly meeting October 1. A. J. Perrington, of the Industrial 


Traffic Freight Bureau, spoke on “The Elevation of the Traffic 
Profession.” 





The Traffic Club of the Manufacturers’ Association of Lan- 
caster, Pa., was recently organized. Officers elected were: 
Chairman, J. W. Peters, traffic manager of the Lancaster Steel 
Products Corporation, and secretary, A. J. Kohler, traffic man- 
ager of the Armstrong Cork Company. The club will meet 
every third Monday in the month and a special program has 
been arranged for October 20. 





The Marion (O.) Traffic Club will meet October 16. Dinner 


will be served, followed by a musical program. Thomas Brooks 
Fletcher will be the speaker. 





The Cincinnati Traffic Club will hold its first annual bridge 


party and social at the Chamber of Commerce dining room 
October 13. 





The Traffic Club of Minneapolis held its “Traffic Club Day” 
October 9. Luncheon was served and George W. Dowrie was 
the speaker. Throughout the world series the club has kept 


in touch with the games play by play, through the installation 
of a ticker service in the club rooms. 





The Traffic Study Club of Akron met October 6. E. D. 
Eddy, of Eddy & Clark, advertising counselors, spoke on the 
relation of transportation to sales. 





The Traffic Club of Kalamazoo has changed the date of its 
annual banquet from November 20 to November 6, because of 


the conflict with the date of the meeting of the National Indus- 
trial Traffic League. 





The Little Rock Traffic Club will hold a Halloween Frolic 
October 30. The club, at a meeting August 20, voted to change 
the day of their regular meetings to the second Monday in 
every month. Resolutions have been adopted by the members, 
indorsing the Arkansas state law requiring automobiles to come 
to a full stop before unguarded railroad crossings. 





The Traffic Club of New England will resume activities for 
the fall and winter season with a meeting October 16. E. W. 
Beatty, chairman and president of the Canadian Pacific, and 
Samuel E. Winslow, member of Congress from the fourth Mas- 
sachusetts district, chairman of the committee on interstate 
and foreign commerce, will be the speakers. 


INTERLOCKING DIRECTORATES, ETC. 


A. A. Adams has been authorized to hold the positions of 
traffic manager and director of the Mississippi Southern Rail- 
road and Superior & Southeastern Railway Company. 

Harry Z. Maxwell has been authorized to hold the positions 
of assistant general solicitor of the Ohio River & Western Rail- 
way Company, Pennsylvania Railroad Company, Wayhesburg & 
Washington Railroad Company and West Jersey & Seashore 
Railroad Company, in addition to holding a directorship and/or 


any other office or offices with the Akron & Barberton Belt 
Railroad and numerous other lines. 


MOTOR TRUCK TRANSPORTATION 


Wesley B. Young of Grand Prairie, Tex., reports that, in 
965 days’ service, his GMC 244-ton truck traveled 120,625 miles 
and carried 12,170,500 pounds of freight. Assuming the average 
freight carload to be 30,000 pounds, the truck hauled a quantity 
of freight equal to 405 carloads, which is approximately 13 
trains of 30 freight cars each. At the end of the period, ac- 
cording to Mr. Young, his truck was operating with its original 
cylinder sleeves, pistons and bearings. The amount of freight 
carried by this one truck is illustrative of the part played by 
the motor truck in national transportation and gives a concep- 
tion of the entire amount of freight carried by the 1,800,000 
motor trucks in use at the present time. 
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NEW YORK GRAPE EMBARGO 


The Trafic World New York Bureau 


An embargo on shipments of California juice grapes to the 
New York market has finally become necessary, due partially 
to the delay of consignees in unloading their cars and partially 
to previous embargoes placed on other eastern cities, causing 
the bulk of the crop to move to New York, generaly one of the 
first cities to be forced to limit the shipments to its market. 
New York had thus far been able to keep things moving sat- 
isfactorily, due to the co-operation between shippers and car- 
riers effected through the Atlantic States Shippers’ Advisory 
Board. The board has kept conditions in the market at its 
finger tips and, through dividing the traffic among four railroads 
—the Pennsylvania, Lehigh Valley, Erie and Delaware, Lacka- 
wanna & Western at Chicago—and through maintaining a quick 
turnover on the cars, has brought about a condition in the mar- 
ket unknown heretofore. 

“It is probable the embargo could have been averted en- 
tirely had there not been delay on the part of consignees in 
unloading their cars,” E. J. Cleave, in charge of the division of 
traffic, said. “This, with the embargoes previously placed on 
Pittsburgh, Buffalo, Newark, Rochester, Syracuse, Albany, Bos- 
ton, and Canton, O., have caused our yards to become crowded. 
The shipments to New York were halted in California October 
6, and we count twelve days for the effect to be felt here. We 
have, at present, 1,258 carloads in sight and 912 carloads are 
already in the yards.” 

Juice grapes are estimated at about twenty tons to the car, 


showing the tremendous demand for the commodity in New 
York. 


RAIL PRESIDENTS TO MEET 


The Trafic Worid New York Bureau 


The first informal fall meeting of the presidents of the rail- 
roads east of the Mississippi and north of the Ohio River will 
be held next Thursday at the Bankers’ Club. While no an- 
nouncement as to matters for discussion has been made, it is 
considered likely that the Howell-Barkley bill will be one of the 
principal topics under consideration. The question of stabilizing 
the labor situation on the railroads, discussion of which was 
recently brought to the fore by a committee of the Association 
of Rgilway Executives, which conferred with the Commission, 
is another subject that will probably claim attention. 


GOOD RAILROAD SERVICE 


Editor The Traffic World: 

It is really due the carriers to receive an appreciation of 
the fine service they are furnishing at present, when the volume 
of business handled by them is as great as at any time in the 
history of American railroads. The following may serve as an 
example: 

Our quarry plant at Gasport, N. Y., suffered a crusher break- 
down, requiring a twenty-ton repair part from Milwaukee, Wis. 
This part was ordered by phone Wednesday noon, September 
10, and left Milwaukee that evening, routed C. M. & St. P., Chi- 
cago, Michigan Central, Suspension Bridge, and N. Y. C. It left 
Chicago Thursday evening on fast through Michigan Central 
train, arriving at Suspension Bridge Friday night and was at 
destination Saturday morning—a trip of 630 miles. 

Our engineers were calling for express movement, but ex- 
press could not have given us much, if any, better movement, 
and the expense would have been eight times as great. 

Wickwire Spencer Steel Corp., 


L. J. Bork, Division Traffic Manager. 
Buffalo, N. Y., Oct. 8, 1924. 





EASTERN CLASS RATES 


The Commission, in checking over the list of respondents, 
in No. 15879, Eastern Class Rate Investigation, found that the 
publications it used in preparing the list, did not contain the 
names of all the carriers that might be needed in carrying 
freight on class rates within the territory embraced in the 
eastern group. It has therefore added the following carriers to 
the list eontained in the order of May 13, 1924, the one by which 
the investigation was instituted: Androscoggin & Kennebec; 
Ashland Coal & Iron; Attleboro Branch; Bachman Valley; 
Baltimore & Eastern Shore; Beaver Dam; Big Sandy & Cum- 
berland; Big Sandy & Kentucky River; Charlevoix-St. James 
Transit Company; Chesapeake Western; Chicago, Attica & 
Southern; Detroit, Jackson & Chicago; Detroit Manufacturers; 
Detroit, Monroe & Toledo Short Line; Detroit United; Green- 
briar & Eastern; Hudson Valley; Illinois River Packet Com- 
pany; the Indiana, Columbus & Eastern Traction Company, and 
J. H. McClure, receiver; Indiana Service Corporation; Inland 
Marine Corporation; Interstate Consolidated Street Railway 
Company; Interstate Public Service Company; Island Trans- 
portation Company; Kanawha, Glen Jean & Eastern; Lenox; 
Manufacturers’ (St. Louis, Mo.); Marine Transport Corporation; 
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Maryland & Delaware Coast; Michigan United Railways Com- 
pany; Milwaukee Steamship Company; Morehead & North 
Fork; Nelson & Albemarle; Portland Terminal Company; the 
Potomac, Fredericksburg & Piedmont; Richmond, Fredericks- 
burg & Potomac; St. Louis Electric Terminal; St. Louis Trans. 
fer; the Sewell Valley; Southern Indiana Gas & Electric Com- 
pany; Southern New York; the Virginian; Washington & Old 
Dominion; White Star Line. 


IRON ORE SHIPMENTS VIA GREAT NORTHERN 


It is expected that the Oliver Iron Mining Company, a sub- 
sidiary of the United States Steel Corporation, will be the 
largest shipper of iron ore via the Great Northern Railway this 
year, its shipments via this line exceeding 2,000,000 tons. The 
company also expects to ship about 22,000,000 tons via the two 
Steel Corporation railroads, the Duluth, Missabe & Northern 
and Duluth & Iron Range. 


ROCK ISLAND CELEBRATES 


The Rock Island will celebrate its seventy-second anniver- 
sary with a two-day festival, at Chicago, October 10 and 11, to 
be participated in by employes from fourteen middle western 
states. Honored guests will be 500 pensioned employes, mem- 
bers of the Rock Island’s “Roll of Honor,” to whom will be given 
a luncheon at the Hotel La Salle, on the first day, when they 
will be addressed by President J. E. Gorman and other officials 
of the road. The anniversary dinner will be held in the evening. 
On the second day, the road’s Anniversary Athletic Tournament 
will be held at Calumet Park. 





REIMBURSEMENT OF DEFICIT 


In a proposed report in Finance Docket No. 1332, Deficit 
Settlement with Minneapolis, Northfield & Southern, Examiner 
Almond has recommended a finding that the original report 
of the Commission in 76 I. C. C. 483, to the effect that the car- 
rier was not entitled to benefit under section 204 of the trans- 
portation act, be affirmed. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Washington, Brandy- 
wine & Point Lookout to issue $10,656 of promissory notes in 
connection with the procurement of a locomotive. 

Authority has been given to the Atchison, Topeka & Santa 
Fe to acquire control of the Oklahoma Central, by lease. 

The Central Vermont has been authorized to issue $767,000 
of equipment trust notes in connection with the procurement 
of certain equipment. 


NEW LINE PROPOSED 


The Marianna & Blountstown Railroad Company has ap- 
plied to the Commission for authority to operate an extension 
of service by it over the log road of the Blountstown Manuv- 
facturing Company from Scott’s Ferry, Fla., to Myron, Fla., a 
distance of one mile. 


| Digest of New Complaints 


$ 
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No. 16237. E. & A. Opler, Inc., Chicago, Ill., vs. Aberdeen & Rockfish 
et al, 

Atleges that complaint has been and is subjected to the pay- 
ment of ratings, rates and charges on ‘“‘cocoa powder” in bulk. 
in barrels, carloads, which were and are unjust, unreasonable, 
discriminatory, prejudicial and preferential in the three classifica- 
tion territories. Asks cease and desist order, just and reasonable 
ratings, rates and charges. - 

No. — The Grasselli Chemical Co., Cleveland, O., vs. A. C. & Y. 
et al. 

Alleges that rates charged and exacted for transportation of 
zinc ore and concentrates, from points in the tri-state field to 
Cleveland, Lockland, Canton, and Niles, Ohio, and Newcastle. 
Pa., and Meadowbrook and Clarksburg, W. Va., have been since 
August 25, 1922, unjust and unreasonable, and to Grasselli and 
Terre Haute, Ind., unjust, unreasonable and unduly prejudicial. 
Asks cease and desist order, just and reasonable rates and rep- 
aration. 

No. 16238, Sub. No. 1, American Zine & Chemical Co., Pittsburgh, 
Pa., vs. Akron, Canton & Youngstown et al. 

Unjust, unreasonable, unlawful and unduly prejudicial rates 
on zinc ore and concentrates from the Tri-State Field in south- 
western Missouri, southeastern Kansas, and northeastern Okla- 
homa to Langeloth, Pa. Asks for just and reasonable rates, 
and reparation. 

No. 16238, Sub. No. 2. American Steel & Wire Co. vs. Same. , 

As to shipments of zinc ore and concentrates from the Tri- 
State Field to Donora, Pa., since Sept. 11, 1922. Same prayer. 

No. 16243. Indiana Coke & Gas Co., Terre Haute, Ind., vs. Ahnapee & 
Western et al. ; 

Attacks rates on coke from Terre Haute, Ind., to destinations in 
Dlinois, Iowa, Missouri, Nebraska, North Dakota, South Dakota, 
Minnesota, Wisconsin and Michigan as in violation of sections 
1, 2, 3 and 4 of the act. Asks cease and desist order, just and 
reasonable rates. 

No. 16284, Frank L. Cheesman, Peru, Ind., vs. Central Vermont et al. 

Unjust, unreasonable and inapplicable rates on granite from 


Barre, Vt., to Peru, Ind. Asks for a cease and desist order and 
reparation, 
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RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


Penna. Railroad 
M. St. P. & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6, poe pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
666 S. Michigan Ave., Chicago, Illinois, 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 


THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 


AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
aati Picton Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 5 —. "St., — oe Vouk City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antenio, San Francisco 
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No matter where 

your plant may be 
you are in a position to 
make prompt delivery from 


r The St.Louis Gateway 
to points in the great market of the 
WEST and SOUTHWEST 
if you use the advantages of the 
COLUMBIA 
MERCHANDISE STORAGE 
WAREHOUSE 


FA mammoth unit operated in 


257 || Zzs/|s35||‘conjunction with the largest system 


Write for 
illustrated 
booklet 
describing 
our 
facilitie 





= ||ze | OFF freight handling facilities in Ameria 
ZI we Columbia Terminals Company 
ST. LOUIS 
"from our Warehouse 


to your customers" 





A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 


SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 
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No. 16249. J. H. Ober, Trustee of Indiahoma Refining Co., St. Louis, 
Mo., vs. Alton & Southern et al. ; R 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on 50 carloads of fuel oil from Devol, Okla., to East 
St. Louis and Granite City, Ill. Asks for reparation. 

No. 16250. Indiana State Chamber of Commerce, Indianapolis, Ind., 
vs. B. & O. et al. 

Unjust, unreasonable and unlawful rates on sand from _ the 
Ottawa, IIL, district to destinations in Indiana by reason, inter 
alia, of irregular grouping and disregard of the fourth section. 
Asks for reasonable, just and non-discriminatory rates, and rep- 
aration. 

No. 16251. Francisco Mining Company, Chicago, Ill. vs. Southern. 

Alleges that defendant failed ratably to distribute to com- 
plainant at Francisco, empty coal cars in proportion to the number 
furnished to other mines located on its lines, and failed to equi- 
tably and justly rate he capacity of complainant’s mine in Sep- 
tember, 1922. Asks Gamages in_sum_of $100,000. é 

No. 16252. Bell & Zoller Mining Co., Chicago, Ill., vs. Illinois Cen- 
tral et al. 

Unjust and unreasonable rates and charges on mine props from 
Orchard, Mo., to Zeigler, Ill Asks reparation to basis of rates 
found reasonable in No. 13915, E. L. Palmer vs. Mo. Pac. 

No. 16252. Sub. No. 1. Same vs. Mo. Pac. 

Same complaint and prayer with respect to shipments of mine 
timber, bars, props and ties, from points in Missouri to Zeigler, 
Til. 

No. 16252. Sub. No. 2. Chicago, Wilmington & Franklin Coal Co., 
Chicago, Ill., vs. C. & E. I. et al. 

Same complaint and prayer with respect to shipments of props 
and ties from Missouri points to West Frankfort, Ill. 

No. 16252. Sub. No. 3. Same vs. C. B. & Q. et al. - 

Same complaint and prayer with respect to shipment of 
props from Steelville, Mo., to West Frankfort, Il. 

No. 16252. Sub. No. 4. Same vs, Illinois Central et al. 

Same complaint and prayer as to shipment of mine props from 
Steelville, Mo., to Benton, Ill. 

No. 16252. Sub. No. 5. Same vs. Same et al. 

Same complaint and prayer with respect to shipments of 
props from Missouri points to Herrin, Ill. 

No. 16252. Sub. No. 6. Same vs. C. & E. I. et al. 

Same complaint and prayer with respect to shipments of props 
from Missouri points to Benton and West Frankfort, Ill. 

No. 16252. Sub. No. 7. New Staunton Coal Co., St. Louis, Mo., vs. 
cca. Cc & St. lL. et al. 

Same complaint and prayer with respect to shipments of props 
from Fredericstown, Mo., to Livingston, Ill. 

No. 16252. Sub. No. 8. Royal Colliery Co., Chicago, vs. C. & A. et al. 

Same complaint and prayer with respect to shipments of 
props, bars and ties from points in Missouri to Virden, II. 

No. 16253. Clark Lumber Co., Lincoln, Nebr., vs. C. B. & Q. et al. 

Unjust and unreasonable rates and charges on forest products 
from points in Oregon, Washington, Idaho and British Columbia 
to Missouri river points, including Lincoln, Nebr., and other 
intermediate territories in Nebraska. Asks reparation. 

No. 16254. Boonville Mining Co., Boonville, Ind., vs. Southern. 

Alleges that defendant failed to furnish sufficient number of 
coal cars for complainant’s mine near Boonville in 1922 and 
1923 or complainant’s Rs rata share of empty coal cars. Asks 
damages in sum of $100,000. 

No. 16255. Colling Timber Co, et al., St. Louis, Mo. vs. B. & O. et al. 

Unjust and unreasonable rates on mine timbers, props, ties 
and kindred articles from points in Missouri to points in Illinois. 
Asks reparation. 

No. 16256. The Welch Grape Juice Co., J. Hungerford Smith Grape 
Juice Co., New York, N. Y., and Lawton, Mich., vs. Abilene & 
Southern et al. 

Alleges ratings, rates and regulations on carload and less-than- 
carload shipments of unfermented grape juice in straight or 
mixed carloads are unjust, unreasonable, unduly prejudicial and 
unduly preferential of shippers of canned goods to the extent that 
the ratings and rates exceeded, exceed or may exceed the ratings 
and rates contemporaneously applicable to canned goods in 
straight or mixed carloads or in less than carloads. Asks for 
reasonable, just, non-prejudicial and non-preferential ratings, 
rates, rules, regulations and practices, and reparation amounting 
to $40,000. 

No. 16257. Dixie Peanut Mills et al., Tuscaloosa, Ala., vs. Alabama 
Great Southern et al. 


Unjust, unreasonable rates, discriminatory to Tuscaloosa, Ala., 
and preferential of Birmingham, Ala., on burlap bags from New 
Orleans to Tuscaloosa. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 16258. Grand Island Chamber of Commerce, Grand Island, Nebr., 
in behalf of the Donald Company, vs. C. B. & Q. et al. 


Unjust and unreasonable rates and charges on domestic and 
import green coffee from New Orleans to Grand Island, Nebr. Asks 
cease and desist order, just and reasonable rates, and reparation. 

No. 16259. Marion Machine, Foundry & Supply Co., Marion, Ind., vs. 
Los Angeles & Salt Lake et al. 

Unreasonable, discriminatory and prejudicial rates on rig irons 
from Marion, Ind., to Burnett, Calif. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 16261. Fuller Grain Co., Kansas City, Mo., vs. Beaumont, Sour 
Lake & Western et al. 

Unjust and unreasonable rates and charges on carload shipments 
of wheat from Kansas City, Mo.-Kan., to Galveston, Tex.,” for 
export. Asks that additional charges sought to be collected be 
held unjust, unreasonable and excessive. 

No. 16262. International Shoe Co., Manchester, N. H., vs. Savannah & 
Atlanta et al. * 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of the long-and-short-haul clause, on green salted cattle 
a from Savannah, Ga., to Manchester, N. H. Asks for repara- 

on. 

No. 16263. Massey Gin & Machine Works, Inc., Macon, Ga., vs. Cen- 
tral of Georgia. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
plow irons, castings and parts, from Macon, Ga., to points in 
Alabama. Asks cease and desist order, just, reasonable and non- 
discriminatory rates, and reparation. 

No. 16265. John F. Heinzle, receiver of Key Coal Co., Terre Haute, 
Ind., vs. Southern, 

Alleges that Southern failed to supply complainant’s mines in 
Warwick county, Ind., with sufficient number of empty cars and 
furnished other mines with larger proportion of cars. Asks cease 
and desist order and damages. 

No. 16266. Sames, Moore & Co., et al., Laredo, Tex., vs. Santa Fe et al. 
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Rates in violation of sections 1, 2 and 3, on eggs from points 
in Oklahoma, Kansas, Missouri and Nebraska, to Laredo, Tex, 
Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. By B eyapagre Collieries Co., Van, W. Va., vs. Chesapeake & 
o et al. 

Alleges that complainant and other shippers of coal from points 
on the line of the Pond Fork and Bald Knob Railroad have been 
subjected to the payment of rates which were and are prejudicia] 
and disadvantageous and that shippers of coal from points on 
independent branch lines over the C. & O. and connecting car- 
riers have received an undue and unreasonable preferece and ad- 
vantage over complainant and other shippers of coal. Asks cease 
and desist order, through routes and joint rates from mines of 
complainant and other points on the line of the Pond Fork & Bald 
Knob Railroad, and reparations. 

No. 16264. Canton Railroad Co., Baltimore, Md., vs. B. & O. et al. 
inequitable, unjust and prejudicial divisions of joint rates and 
charges. Asks for just, reasonable and equitable divisions, and 
reparation. 
N. 16268. Wenatchee District Co-operative Association, Wenatchee, 
Washington, vs. Great Northern et al. 

Rates in violation of sections 1, 2 and 3 of the act, on two cars 
of berries from Wenatchee, Wash., to Chicago, Ill. Asks repara- 
tion. 

a Central Oil Corporation, Houston, Tex., vs. L. & 

. et al. ‘ 

Excessive, unjust, unreasonable, discriminatory and _ preferen- 
tial rates on petroleum and ~*~ to Houston, Tex., from 
Spring Hill, Sarepra, Cotton Valley and Couchwood, La. Asks 
for rates on crude oil from designated points of origin to Hous- 
ton the same as apply to Beaumont-Port Arthur district. 

No. 16270. Board of Railroad Commissioners of the State of South 
Dakota, Pierre, S. Dak., vs. Chicago & North Western et al. 

Unjust, unreasonable, preferential and prejudicial rates and 
charges on flaxseed from points in South Dakota to interstate 
oo Asks cease and desist order and just and reason- 
able rates. 


No. Bt, Bushton Mill & Elevator Co., Bushton, Kan., vs. Missouri 
acific. 

Alleges undue prejudices because of defendant’s alleged failure 
to furnish cOmplainant cars for shipment of grain. Asks reparation. 

No. 16272. Lone Star Gas Co., Dallas, Tex., vs. Santa Fe et al. 

Unjust and unreasonable rates on naphtha, kerosene, gas, oil 
and mineral seed oil, from Okmulgee, Ponca City, and Tulsa, 
Okla., to Brazos, Ganiesville, Gordon and Petrolia, Tex. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 16273. Sioux City Grain Exchange et al., Sioux City, Ia., vs. 
Ahnapee & Western et al. 

Unjust, unreasonable, prejudicial and preferential proportional 
rates on grain, grain products and popcorn from Sioux City to 
Chicago, St. Louis and points taking the same rates or rates 
related thereto. Asks cease and desist order, just and reasonable 
rates, and that complaint be consolidated with I. and S. No. 
2215, involving proposal of carriers to establish arbitraries in 
uonnection with proportional rates on grain and grain products 
from Sioux City to St. Louis. 

No. 16274. Oklahoma Traffic Association et al., Oklahoma City, Okla., 
vs. St. Louis-San Francisco. 

Unreasonable and discriminatory rates on pig lead, lead oxide, 
red lead and litharge from Joplin, Mo., to Oklahoma City, Okla. 
Asks cease and desist order, just, reasonable and non-discrimina- 
tory rates and reparation. 

No. 16275. Magnolia Petroleum Co., Galveston, Tex., vs. Cisco & 
Northeastern et al. 

Unjust and unreasonable rates in violation of the aggregate of 
intermediates rate provision of section 4 on wrought iron pipe 
from Breckenridge, Tex., to El Dorado, Ark. Asks cease and 
desist order and reparation. , 

No. 16276. St. Anthony & Dakota Elevator Co., Minneapolis, Minn., 
vs. Denver & Salt Lake et al. 

Unjust and unreasonable rates on coal from Oak Hills, Colo., to 
Madison, Nebr. Asks reparation. 

No. 16277. H. S. Kohl, trading as H. S. Kohl & Co., New Orleans, vs. 
L. & N. et al. 

Unjust, unreasonable rates in violation of section 6, on cotton- 
seed hull fibre or shavings from Gretna, La., to Mobile, Ala., and 
from Newton, Miss., to Mobile, Ala. Asks cease and desist order 
and reparation. 


No. 16279. J. W. Butler Paper Co., Chicago, Ill., vs. C. I. & W. et al. 
Excessive, unreasonable rates on eight carloads of paper, from 
Hamilton, West Carrollton and Miamisburg, Ohio and _ Chicago, 
Ill., to Dallas, Tex. Asks just, reasonable and non-discriminatory 
rates and reparation. 
No. 16280. Alabama Feed & Grocery Co. et al., Tuscaloosa, Ala., vs. 
Alabama Great Southern et al. 

Unjust, unreasonable, discriminato rates on canned goods 
from Tennessee producing points to Tuscaloosa, and preferential 
of Birmingham, Montgomery and Mobile, Ala., and Columbus and 
Meridian, Miss.; also attacks rates as in violation of the long-and- 
short-haul clause. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. 16281. Shanks & Gannon Construction Co., Watseka, IIl., vs. 
C.. &. &. & St. bL. eal. 

Unjust, unreasonable, discriminatory and preferential rates and 
charges, in violation of section 4, on sand from Lafayette, Ind., 
to Hospital and Manteno, Ill. Asks reparation. : 

No. 16282. McEwing & Thomas Clay Products Co. et al., St. Louis, 
Mo., vs. Chicago & Eastern Illinois et al. 

Excessive, unjust and unreasonable rate on common brick from 
Albion, Ill., to St. pacite Mo., Louisville, Ky., English and Prince- 
ton, Ind. Asks reparation. 

No. 16283. Southern Lumber Co., Cairo, Ill., vs. Louisiana & Arkansas 
et al. 

Unjust and unreasonable rates on lumber from Jonesville, La., 

to Loudon, Greenville and Cleveland, Tenn., and Thomasville and 
High Point, N. C. Asks cease and desist order, just and reason- 
able rates, and_reparation. : 

No. 16285. White Provision Co., Atlanta, Ga., vs. Atlanta, Birming- 
ham & Atlantic et al. 

Unreasonable rates on hogs in single-deck cars from points of 
origin in Nebraska, Oklahoma and Missouri to Atlanta. Asks for 
reasonable rates and reparation. 

No. 16286. B. Lissberger & Co. et al., New York, N. Y., vs. Penn- 
sylvania et al. 

Unjust and unreasonable charges on spelter by-products from 
New England, Canadian, New York and Pennsylvania points of 
origin to Baltimore, Boston, Philadelphia, New York, Trenton and 
Newport, Del. Ask for reasonable rates, rules and regulations, 
and reparation. 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimore, Md. Philadel hia, Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South St. Seat Bldg. Oliver Bldg. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, etc. 





M. A. T. CO. SERVICE 


“STANDARD” 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 

SANTA OLIVIA......... October 15 
SANTA BARBARA...... October 25 
= ae November 7 


Through bills of lading issued for transsh’pment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


AN FRANCISCO LOS ANGELES 
SANTA CLARA...... “‘Detahan 11 October 13 
a October 20 October 22 
SANTA PAULA...... October 27 October 29 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Canal Zone, Havana (Eastbound). 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CITY OF SAN FRANCISCO sails from San Francisco, November 8 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los — Calif. 


Bide OFFICES 


ee... Dekada secemwneemanee an = idg. Norfolk, ee Fwd. & Stge.Co. 
Baltimore........... Equitable Bide, Cleveland...... a ‘neers Bidg. 
Pitteburgh, ou State — Bldg. Chicago........... . Clark St. 
Philadelphia....... 240 —— Cincinnati............ yg oe Bidg. 


Wilmington, Del., Marine ine Teruel 





RAIL - AND - LAKE 


A. fast package freight line via shortest available routes 


“DIFFERENTIAL” 


RAIL - AND - LAKE 


Somewhat lower rates than Standard via longer routes, yet rendering satisfactory service 


“ALL-WATER ROUTE” 


FROM NEW YORK CITY 


Very low water rates. 


Through motorship service (10 days), no transfer en route 


Minnesota - Atlantic Transit Company 


“‘The McDougall Line’’ 


General Office: DULUTH, MINN. 


New York, Minneapolis, St. Paul 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront dealing with traffic. A specialist 


on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 


e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Protective Service—Furnishing Refrigerator Cars at Variance 
With Shipper’s Orders 

Ohio.—Question: Perishable Protective Tariff No. 2, Rule 
255, reads as follows: 

Half tank refrigeration service comprises the use of the 
upper chambers of the ice tanks or bunkers only in refrigerator 
cars and the charges for such service are conditioned on such 
use. This service will be furnished only for the traffic speci- 
fied herein, and only when requested by the shipper at the 
time car is ordered and when such type of refrigerator cars are 
available that will permit the separate use of the upper 
chambers of the ice tanks. 

Not subject to the provisions of Note shown in Rule 80. 

We have been informed that about all that is necesSary to 
make a bunker in a refrigerator car convertible so as to be used 
for half tank purposes, is placing a tee rail or tee iron around 
the inside of the bunkers, half way between the bottom and 
top of the bunkers, so that the ice grates can be raised up 
and laid on these tee rails, thus making the upper ice 
chambers. 

During certain months, Florida shippers take advantage of 
one-half tank service and in a great many cases full tank 
refrigerators are furnished which are accepted under protest, 
and in some cases, the Agent signs the bill of lading ‘one-half 
tank refrigeration,” and on arrival at destination charges are 
collected on basis of full tank refrigeration, and in every 
case claims are declined by reason of provisions of Rule 255. 

Prior to March 5th, 1923, a provision, now published in 
Rule 255, indicating that the note in Rule 80 was not carried in 
P. P. T. No. 1, still the carriers positively refuse to reduce 
their earnings in accordance with the bill of lading contract, 
stating that there were no cars susceptible of adjustment to one- 
half tank refrigeration at the time order for the shipment was 
received. 


We realize the fact that when bill of lading is signed “no 
one-half tank refrigeration available,” we have no recourse 
against the carriers for the difference in full tank and one-half 
tank, but do believe that when an Agent issues bill of lading 
showing that car was shipped under one-half tank services, the 
charges collectible should not exceed the provisions of the bill 
of lading contract. 


My question is this: must we pay charges in each case, and 
what does our protest amount to at the time car is placed for 
loading? 

Answer: Rule 255 covering half-tank refrigeration service 
plainly provides that the protection offered in the note in Rule 
80 to the effect that “if the shipper orders a car of a particular 
type and specifies the protective service desired in accordance 
with the provisions of Rule 80, and the carrier is unable within 
a reasonable time to furnish the type of car ordered, the shipper 
may accept a car of another type without waiver of his right to 
the kind of protective service which he has specified,’ does 
not obtain where the shipper specifies half-tank refrigeration 
and the carrier furnishes full-tank refrigerator. This being true, 
your option is to either accept a full-tank refrigerator, or refrain 
from shipping until half-tank cars are available, for that is all 
that Rule 255 holds out as to half-tank refrigeration service. It 
agrees to furnish this sort of service, “only when such types 
of refrigerator cars are available that will permit the separate 
use of the upper chambers of the ice tanks.” Manifestly if 
such cars cannot be furnished within a reasonable time they are 
not available, and if the shipper accepts a full tank refrigerator, 
he must pay for that service. If such cars are available and 
the carrier refuses to furnish, compelling you to use the full- 
tank you have cause for complaint, and an action for damages, 
but there is no overcharge under the tariff, because the rule 
necessary to rate your shipment, according to service and 
equipment ordered, rather than that furnished (like the note 
in Rule 80), is missing here. 

Prior to March 5, 1923, the protective rule in Fairbanks 
I. C. GC. 6 as now carried in Rule 80, was likewise carried in 
Rule 80, and was, like the note in Rule 80 today is, confined to 
the services ordered in accordance with specifications in Rule 
80, and not Rule 255. In other words the situation does not 
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seem to have changed in the least. The clause in Rule 25; 
“not subject to the provisions of Note in Rule 80” is declar. 
ative only of what is already provided in the note in Rule 9% 
and is only an additional warning that the protective claug 
will not apply to half-tank service. 

As stated, there can be no overcharge based on failure of 
the carrier to furnish half-tank refrigeration, because there js 
no rule basing your rates on service and equipment “ordereg” 
It is rated as actually furnished. 

The absence of a rule which would protect you on basis of 
service ordered, however, may well be ample grounds for com. 
plaint when the carrier is negligent in supplying or refuses 
to supply the equipment, and service if it is in fact, by the 
use of reasonable means, available. It must distribute such 
equipment and furnish such service indiscriminately, and this 
excuses no negligence and no refusals. This is recognized py 
the carrier in Rule 135, reading in part: 

The duty of the carriers is to furnish without negligence 
reasonable protective service of the kind and to the extent so di. 
rected or elected by the shipper. 

The notations on the bill of lading cannot change the pro. 
visions of the tariff.. Your only recourse is to show that the 
carrier was either negligent, or refused to furnish available 
half-tank cars. Whether it has a duty to improvise half-tanks 
in the manner you describe, is a question which only a jury 
can determine, but we would venture the opinion that if this js 
a customary way of doing it, the carrier should have done it in 
your case, and is liable for failure to do so. 


Routing and Misrouting—Carrier’s Duty With Respect to Un. 

routed Freight—Definition of “Shipment” 

Ohio.—Question: We are making less car load shipments 
of paint and varnish in cases to Springfield, Mo. 

The freight rate on varnish is $1.81%4, on the paint it is 
$1.12% via Chicago from Cleveland, on varnish $1.67 and on 
paint $1.18 via St. Louis. 

In order to be entitled to the lowest rates or $1.67 on 
the varnish via St. Louis, and $1.12% on the paint via Chicago, 
would we have to make separate bills of lading for each of the 
items? If we put both items on one bill of lading which rates 
would apply? 

Answer: Attention is directed to the Commission’s Con- 
ference Ruling 214-(c) providing that in the absence of spe 
cific through routing by shipper it is the duty of the agent of 
the carrier to route “shipment” via the cheapest reasonable 
route, etc. This rule is well settled in the decisions of the 
courts of the land, the Interstate Commerce and the various 
state commissions, for the carrier must act within the bounds 
of reason in carrying out the shipper’s bailment of goods for 
transportation to a different point, and to transport them via 
a more expensive route when a cheaper one is available would 
be to unreasonably heap extra expense upon the shipper. But it 
must be noted that this duty runs to transporting the ‘“Ship- 
ment” via the cheapest route, and not to its integral parts. 
The carrier has no duty with respect to lst class, or second 
class packages, or varnish, or paint, as distinguished from its 
duty towards the entire unit—the aggregate of all packages in 
the consignment—the lot—that is, the “shipment.” It cannot 
seggregate or classify the separate parts of a shipment and 
determine a set of duties with respect to each part, as distin- 
guished from the entiré shipment itself, in matters of routing. 
In defining a less carload shipment, Section 3, Rule 16, Con- 
solidated Classification No. 3 provides: 

A single shipment of less carload freight is a lot received from 
one shipper, on one shipping order or bill of lading, at one station, 
at one time, for one consignee and one destination. 

Considering the fact that a “shipment” is the aggregate of 
parcels, or the “lot,” and that the carrier’s duty is to route the 
“shipment” (and not its components) via the cheapesi route, 
it naturally follows that the carrier’s duty in this respect in 
cases such as you describe, is to determine whether the aggre- 
gate charge for the entire lot will be cheaper via one route than 
via another, and to route accordingly. Where the rate on one 
parcel, package or kind, is cheaper via one route than via 
another, and other parcels, etc., would rate more cheaply 
via a still different route, the shipper in order to avail him- 
self of the cheapest rates on all of the parcels must of neces- 
sity make them up into as many different “shipments.” You 
cannot have rates applied via routes over which shipments 
do not travel, and for this reason you cannot have different 
rates applicable via different routes applied to a single ship- 
ment. The individual package, as distinguished from the “lot” 
is no more recognized in determining the carrier’s routing 
duties, than is the individual stockholder recognized in dealing 
with a corporation as an entity separate and distinct from 
its members or components. 

Classification—Construing the Ratings Specified in the Classi- 
fication in Such Manner as to Give Effect Thereto, Rather 
Than As Having No Effect At All, Where a Reasonable 
Application of the Language Used Will Support Such Con- 
struction. 


Kentucky.—Question: Item 9, Page 429, Consolidated Clas- 
sification No. 3 provides: 
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STORAGE DISTRIBUTION 


Mi arket Cold Storage and Wa re hon 
Se Co. 


GEORGE S. LOVEJOY 
Manager General Storage Department 


quincy 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 





Direct connection with New York, New Haven Direct connection with Boston & Albany 
& Hartford Railroad. ilroad. 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Your warehousing and distribution 
Mr. M anuf acturer:- problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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Axle boxes or Skeins, Iron or Steel; Weighing each less than 
15 Ibs., loose, or in bundles, weighing each less than 15 Ibs., L. C. L. 
lst class; weighing each 15 lbs. or over, loose, or in bundles weigh- 
ing each 15 lbs. or over, L. C. L. 4th class. 


We made a shipment of 32 skeins weighing in the aggre- 
gate of 336 lbs., or an average of 10% lbs. each., and the car- 
rier has charged us lst class rate thereon, contending that the 
4th class rate applies only where each skein, loose or in bundles, 
weighs 15 lbs. or over, and that all skeins, which weighs less 
than 15 lbs. each, whether loose or in bundles, will be subject to 
ist class rates. The carrier contends that there is no provi- 
sion in the above item which authorizes it to collect on basis 
of 4th class rate minimum of 15 pounds, when the actual 
weight is less than 15 pounds, and that if our contention was 
correct there would be no necessity for publishing the first 
class rate on skeins less than 15 lbs. each. Please give us 
your construction of this item. 


Answer: Our view is that both the carrier’s auditor and 
yourself have overlooked this point, which we believe will de- 
termine the matter: Neither of you have given consideration 
to the question of whether or not these skeins were or were 
not in bundles, and if in bundles, the ratings applicable to 
bundles of different sizes. We can readily see that these skeins 
each weighing less than 15 lbs. will be rates at Ist class, and 
properly so, if not in bundles. The item in question is quite spe- 
cific in providing that if 1014-lb. skeins are shipped loose Ist class 
will obtain. It is equally as specific in providing that 1st class 
will apply if these same skeins were tied in bundles weighing 
less than 15 lbs each. But where is the provision that Ist 
class will apply on 10%-lbs. skeins when in bundles each 
of which weighs 15 lbs. or over? There is absolutely none, in 
our opinion, for 10%4-lb. skeins in bundles are rates at Ist 
class only when such bundles weigh less than 15 lbs. Why 
limit bundles of 1st class articles to less than 15 lbs. Is it to 
provide that small-size skeins in bundles of 15 lbs. or over 
will take a higher rate? If so, where is such higher rate pro- 
vided? The classification does not provide “Skeins weighing 
less than 15 lbs. each in bundles of 15 lbs. or over will not be 
accepted” nor does it provide that they will take 1st class rate; 
on the coutrary, as we have seen, if the Ist class rate is to 
apply on such bundles they must weigh less than 15 Ibs. 
Plainly the 1st class rate will not apply to 10%4-lb. skeins when 
tied in bundles weighing 15 lbs. or over. How will they be 
rated? 


The second paragraph of the above item is apparently sus- 
ceptible of being read in two ways, one being that 4th class is 
limited only to skeins which weigh 15 lbs. or over, each, which 
may be shipped loose or in bundles weighing 15 lbs. or over. 
This construction, it is seen, confines the second paragraph of 
the item, or 4th class rating, to just those skeins which weigh 
15 Ibs. or over, whether shipped in bundles or loose. This is 
exactly the same plan which the carrier has adopted in constru- 
ing the 1st paragraph of the item—that is, the 1st class rating 
is confined to, and applies to all skeins which weigh each 
under 15 lbs. If the carrier’s construction of the 1st paragraph 
is correct; the second must be construed in the same way, for 
the phraseology of each is substantially the same. But such 
construction would leave us absolutely without any rating of 
10%-lb. skeins in bundles each of which weighs 15 lbs. or 
over. Adopting them, the second construction which can just 
as easily be placed upon the second or 4th class paragraph 
of the item, we may easily read the item thus: “Skeins, 
weighing each 15 lbs. or over, loose, 4th class; Skeins, in 
bundles weighing each 15 lbs. or over, 4th class.” This latter 
construction is amply supported by the language and phrase- 
ology, and “Skeins, in bundles each weighing over 15 lbs.” is 
no more confined to skeins “each” weighing 15 lbs. or over, 
than it is to skeins each of which weighs 10%-lbs. It is pur- 
posely made broad enough to include skeins of all sizes, when in 
bundles of 15 lbs. or more. 


In conclusion: Skeins are here rated loose; and they are 
also rated in bundles. There is no separate rating provided 
based on the mere fact that they are shipped loose. There 
is a division of the rating based on the two kinds or sizes, 
when shipped loose, the small size taking 1st class; the larger 
sizes taking 4th class. There is also a partial division made 
when shipped in bundles. If those bundles consist of 15-lbs: 
skeins, and each weigh 15 lbs. or over, there is no question 
but that 4th class is applicable. If those bundles consist of 
10%4-lbs. skeins and weigh less than 15 lbs. each, there is no 
question but that Ist class is applicable. Clearly, this leaves 
us with bundles of 10%4-Ibs. skeins weighing 15 lbs. or over, 
yet to be rated. The Ist class rate will not apply; the 4th class 
description is broad enough to include them, and we think 
it most certainly does. 


Delivery to Carrier—Proof of 
New York.—Question: We tendered a shipment consisting 
of four (4) packages of children’s clothing consigned to a 
customer in Akron, Ohio, on June 17, 1924, for which the Amer- 
ican Railway Express Company issued a receipt. 
When invoice was received by the customer, he advised 
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that shipment had not been received and was ver 
to receive the merchandise without any undue delay. 

We, therefore, called upon the local agent of the Express 
Company, with the receipt in question and requested that trace; 
be issued to expedite delivery. Copy of the receipt was taken 
by one of their employees and a tracer forwarded. 

Shipment has not to date been delivered and claim has been 
filed for the invoice value. Upon presentation of claim, request 
was made for the original receipt which has either been lost 
or mislaid. 

The Express Company is withholding settlement due to this 
= stating that they have no record of handling the ship- 
ment. 

Does not the fact that the original receipt was examined 
and copy made thereof by one of their authorized employees 
hold them liable for loss of shipment, notwithstanding the ‘fact 
that the original receipt has been lost or mislaid? 

Answer: In order that a shipper may recover for the loss 
of goods it is, of course, necessary, in addition to showing yon. 
delivery, that he prove the delivery of the shipment to the 
carrier as to which he is claiming damages for the loss there. 
of. The carrier’s receipt for the goods is the best evidence 
of the delivery to and acceptance of the goods by the carrier 
and this receipt should, therefore, be presented in evidence, if 
available. However, if the delivery of the goods to the carrier 
can be established by other evidence, there is no reason why 
recovery of the value of the shipment may not be had. The 
fact, if it can be established by proper evidence, that the car. 
rier made a copy of the receipt which it issued for the ship. 
ment for the purpose of tracing the shipment, should be suf. 
ficient evidence of the isuance thereof, upon which to base a 
suit for the value of the shipment. 

Like other questions of fact, whether or not the carrier made 
a copy of the receipt is a matter for a jury to determine from 
the evidence submitted to them. 

Offsets—Claims for Damage to Freight Against Claims by Di. 
rector General for Freight Charges 

Ohio.—Question: In your issue of September 20th, 1924, on 
page 620 you quote decision with heading as follows: “Claims 
of Shippers for Damages, Though Action Thereon Be Barred 
by Limitation, Under Bills of Lading May Be Set Off Against 
Claims of Carriers for Freight.” 

As this article is not clear to us we would like to know 
whether we have the correct understanding of same . 

Where the shipper owes carriers various amounts for freight 
charges, can he deduct the amount of claim for damages where 
the earriers have rejected claim which is five or six years old 
and, of course, is therefore barred by limitations. Is this the 
correct understanding? 

Answer: In the case to which you refer, namely First 
National Bank of Chicago vs. Rogers, Brown & Co., 299 Fed. 
602, the court holds that, as to transactions relating to ship- 
ments moving during the period of Federal Control, the shipper 
may offset as against claims by the carrier for freight charges, 
claims of the shipper for damages to freight, even though an 
action on such claims by the shipper is barred by limitation. 
Reconsignment—Instructions to Reconsign Conditioned on Spe- 

cified Rate Being Applicable via Designated Route 

Colorado.—Question: Shipper billed car potatoes from local 
point on G. N. Railway in Minnesota to St. Joseph, Mo., routing 
same via C. B. & Q. 

Before car reached Sioux City shipper wired agent G. N. 
Railway at Sioux City as follows: 


y aNxious 


Divert car to Decatur, ill., route I. C. R. R. at Omaha, provid- 
ing lowest through rate applies. If not, hold at Sioux City for fur- 
ther instructions. Advise if holding. 


Shipper heard nothing from G. N. Agent. However, car 
was delivered to I. C. and agent at Decatur assessed com- 
bination rate, which was considerably higher than through 
rate via Minnesota Transfer. 

If agent at Sioux City had complied with shipper’s instruc- 
tions, shipper could have instructed car forwarded to original 
billed destination, or diverted to some other point where lowest 
rate was applicable via Sioux City. 

Kindly advise if, in your opinion, the difference in the rate 
via Minnesota Transfer and the combination rate via the 
route car moved can be collected, either through initial or deli- 
vering line. 

Answer: In Reeves Coal Co. vs. C. M. & St. P., 34 I. C. C. 
122, complainant’s reconsigning instructions carried the con- 
dition: “If this freight cannot move from original shipping 
point to above destination on the lowest published rate between 
these stations, do not apply this order, but notify us at once 
and hold for further disposition.” The carrier’s agent recon- 
signed the shipment without further instructions. The Com- 
mission stated: 

“Despite the condition in complainant’s order, defendant 
transported shipment to Sioux Falls, where it was accepted 
by consignee. Complainant’s sole contention is that defendant 
should have asked for further instructions in accordance with 
the reconsigning order, and that in handling the shipment as 
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inneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 


INDUSTRIAL LOCATIONS ———_,—"\ 


IOWA MINNESOTA SOUTH: DAKOTA 


These highly developed and prosperous agricultural states served 
by the Minneapolis & St. Louis Railroad, offer exceptional oppor- 
tunities for industrial development. Write for information and sug- 
gestions for locations for factories, mills, warehouses, elevators, 
wholesale and retail stores, sand and gravel pits, crushed rock quar- 
ries, oil storage stations, lumber and coal yards, canning factories, etc. 


Address Industrial Dept., M. & St. L. R. R., Minneapolis, Minn. 


For efficient and dependable freight service 4 
to or from the Northwest ship via the 


M. & ST. - R. R. = 


CHICAGO, ILL., 201 Marquette Bidg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bidg., J. Bei, General Agent, 
CLEVELAND, OHIO, 508 Park Blidg., E. Gustafson, General Agent, 
DETROIT, MICH., 514 Free Press Bidg.. ic L. Colborn, General Agent, 
DES MOINES, 1A., 4th & Market Sts., G. ¢. Houk, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bidg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway Exchange Bidg., I. W. Hannum, General Agent, 
MINNEAPOLIS, MINN., Trans. Bldg., J. C. Glenn, General Agent, 
MINNESOTA TRANSFER, MINN., 739 Pillsbury Ave., T. J. Pewters, “rca Agent. 
NEW YORK, N. Y., 25 Broad St., C. E. Harris, General Eastern Age 
PITTSBURGH, PA., its Park Bldg., . M. Corbett, General Agent, erreight Dept. 
PEORIA, “ 306 Lehmann Bidg., + Redmon, "General Agent. 
= LOUIS. iio, “he Pierce Bldg., H. W. - "General Agent. 

PAUL, a Pioneer Sian E. Davis, General Agent. 
SAN PPRANCISCO, » 1054 Monadnock Blio- E. L. Jones, General Agent, 
SEATTLE, WASH., oo" Stuart Bidg., A. C. Herron, General Agent, 
SPOKANE, WASH., 508 Sherwood Bidg., D. C. Spoor, General Agent, 


‘‘BETWEEN EAST AND WEST—PEORIA GATEWAY BEST” 


For your convenience the M. & St. L. R. R. maintains offices listed above 






NO.OAK, 


SISSIPPI RIVER 


CHICAGO AND Nor, 
FREIGHT YARDS ES 











14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 
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it did, defendant acted without authority. It is our view, how- 
ever, that the case does not differ materially from one involv- 
ing merely a misquoted rate.” 

A similar situation was involved in Northwestern Traffic 
& Service Bureau vs. C. & N. W., 80 I. C. C. 81, the reconsign- 
ing order carrying the condition “With the understanding that 
diversion is not to be made unless the through rate can be 
protected,” the carrier making the diversion without further 
instructions. The Commission stated that the failure of the 
carrier to comply with the condition attached to the diversion 
order did not constitute a violation of the Interstate Commerce 
Act, and further held as to the basis for its decision: “Every 
shipper is bound to take notice of the terms and conditions of 
the tariffs governing his shipments.” Western Transit Co. vs. 
Leslie & Co., 242 U. S. 448. 

From the above it will be seen that the reconsignor can- 
not place the determination of the applicable rate up to the car- 
rier’s agent—that the shipper must ascertain for himself whether 
or not the through rates will apply—that in effect, the carrier 
in reconsigning without further instructions, tacitly advises the 
shipper that the desired rate will apply via the route in ques- 


tion. His advice to this effect cannot change the terms of the 
tariff; consequently amounts to merely a misquotation of the 
rate 


Delivery—What Constitutes, on Team Track 
lowa.—Question: Will you kindly cite me the law or rulings 
on the question of carrier’s liability on lading in carlots placed 
on team tracks for delivery? 

Answer: In Michigan Central Railroad Company vs. Mark 
Owen & Co., 256 U. S. 427, the Supreme Court of the United 
States held that under a bill of lading provision such as para- 
graph A of section 4 of the Uniform Bill of Lading Contract, 
Terms and Conditions, a carrier was liable as a common Car- 
rier for freight while held in cars on a public team track during 
the period of free time, even though a portion of the goods have 
been removed. In other words, a carrier is liable as such and 
not as a warehouseman for the full period of free time as long 
as any goods remain in the car. After the expiration of the 
period of free time it is liable as a warehouseman only. 


Notice of Claim—Necessity for Filing as to Certan Classes of 
Claims 

New York.—Question: November 1, 1922, we made a car- 
load shipment of Kiefer pears to point A, which shipment was 
delayed in transit approximately four days up to the first des- 
tination, where it was diverted to point B. It was January 23, 
1924, before we succeeded in securing the necessary data and 
documents to file claim for delay in transit. It was our under- 
standing that the resulting claim came within the excepted class 
under section two, paragraph B, of the original bill of lading 
“due to delay, carelessness or negligence, then no notice of 
claim nor filing of claim shall be required as a condition prece- 
dent to recovery.” Claim is now declined by delivering carrier 
and declination practically concurred in by originating carrier 
after consultation with their legal departments, who have ad- 
vised that claims for delay must be presented within six months. 
We have been cited to the case of Van Pelt vs. Barrett, now 
pending in the United States Supreme Court. The origin car- 
rier investigating claim admits the delay in transit, therefore 
our question which we would appreciate your reply on is— 


whether the above outlined claim should be barred by statute 
of limitation? 


Answer: In our answer to “Kansas,” on page 124 of the 
January 12, 1924, Traffic World, we cited cases which hold that, 
under the exception quoted below, the filing of a claim or notice 
thereof within the period of time stipulated in paragraph B, of 
section 2, of the bill of lading, is not a condition precedent to 
recovery through suit for loss of, damage or delay to shipments, 
and other cases which hold to the contrary. 

There are now two cases on the docket of the Supreme 
Court of the United States, one the case to which you refer, 
covering delay to a shipment, the other conversion of a ship- 
ment. The latter case is that of James C. Davis vs. John L. 
Roper Lumber Co. (see page 1514 of the June 14, 1924, Traffic 
World, under the caption “Notice of Claim Case’’). 

Decisions by the Supreme Court in these two cases will 
probably definitely determine what effect is to be given to this 


provision of the bill of lading, which reads as follows: 

Claims for loss, damage, or injury to property must be made 
in writing to the originating or delivering carrier or carriers issuing 
this bill of lading within six months after delivery of the property 
(or, in case of export traffic, within nine months after de- 
livery at port of export) or, in case. of failure to make de- 
livery, then within six months (or nine months in case of export 
traffic) after a reasonable time for delivery has elapsed; provided 
that if such loss, damage or injury was due to delay or damage 
while being loaded or unloaded, or damaged in transit by careless- 
ness or negligence, then no notice of claim nor filing of claim shall 
be required as a condition precedent to recovery. 


Liability of Carrier by Water 
Illinois. —Question: Under date of February 17, 1922, we 
made a shipment of 40 boxes sewing machines, complete, to 
Rosario, Argentine, which shipment cleared New York aboard 
the steamer on March 4, 1922. 
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It happened that shipment arrived in port considerably dap. 
aged, caused by the flushing of drain water, which, insteaq o 
going overboard, was flushing through a large drain pipe into 
hold No. 8, where the cargo involved was stowed. Shipmen 
was covered with the ordinary marine insurance and the insyy. 
ance underwriters disclaim any liability, placing the blame 9 
the steamship company. 

It was subsequently decided that all claims should be settleg 
on the basis of the surveyor’s estimate of loss. This offer oj 
settlement was made by the steamship company to our cys. 
tomer, who refused to accept the surveyor’s amount of 25 per 
cent depreciation. The value of this shipment was $1,803, ang 
the steamship company wanted to settle for one-fourth of this 
amount, or $450, which, as stated above, was refused by our 
customer. 

What is your opinion of the matter? Is the steamship com. 
pany liable for more than the surveyor’s estimate? We under. 
stand the machines were sold at auction. Who receives the 
proceeds of this sale? 

Answer: A carrier of merchandise by water for hire ig to 
be regarded as a common carrier and, as such, liable for the 
safe custody, due transportation and right delivery of the goods 
which it receives and undertakes to transport, and, consequently, 
is liable in all events and for every loss and damage, unlegs it 
happens by an act of God, or the public enemy, the fault of 
the shipper or owner of the goods, the inherent nature of the 
goods, or some other cause without fault or negligence on the 
carrier’s part. The carrier must show that the loss or injury 
was from cause for which it is not responsible. Michie on 
Carriers, Vol. 4, sec. 4289, and cases cited. 

Carriers by water being quasi-insurers of goods intrusted 
to them, the burden is on them to show that they fully per 
formed their contract. Cargo is presumed to have been shipped 
in good condition, and when goods are damaged while in pos- 
session of the carrier, there is a prima facie presumption that 
the injury is occasioned by the carrier’s fault rather than by 
perils of the sea, unless the facts are such as to manifestly 
point to a different conclusion; and when the damage or loss 
is established, the burden lies upon the carrier to show that 
it was proximately occasioned by one of the perils from which 
they are exempted in the contract of shipment or bill of lading. 
36 Cyc. 267. 

The surveyor’s estimate is, as we see it, merely evidence 
of the damage which the shipment incurred due to the carrier’s 
negligence, which negligence on its part, we understand to be 
admitted. If you can show that the damage was greater than 
the surveyor’s report shows, there is nothing to prevent a re 
covery of this additional amount. Presumably the goods were 
sold by reason of their refusal by your customer; whether sold 
in accordance with the law is a question of fact. If so, the 
amount received therefrom is due to the owner thereof, either 
your firm or your customer, depending upon where the title 
resided at the time of their injury by the carrier. 


Limitation—Actions by Director-General for Charges on Ship- 
ments During Federal Control 

Louisiana—Question: This company is being presented 
with various undercharge bills on shipments which moved dur- 
ing federal control and, we are of the opinion that, since we 
are barred from filing claims on shipments which moved during 
federal control, account the statute of limitation, that said 
statute should also apply on undercharge bills presented by 
carriers for shipmens moving during federal control. 

We know that this question has been put to you people quite 
often, but, however, not being able to locate a reply from you 
in any of your issues, we will ask that you kindly have your 
legal department favor us with a ruling on this subject. 

It is our opinion that where a bar has been placed prohibit- 
ing us to file claim after a certain period, that the carriers 
or the government should also be prohibited to compel a shi)- 


per or consignee to take care of any undercharge in a similar 
case. 


Answer: Under the provisions of paragraph 3 of section 
16, of the act, as amended June 7, 1924, the same period of time, 
namely, three years, is allowed for the recovery of overcharges 


by a shipper as is allowed for the recovery of undercharges by 
a carrier. ; 


However, as to shipments which moved during federal col 
trol, under the amendment of February 24, 1922, to subdivision 
C of section 206 of the transportation act, 1920, a shipper was 
allowed only two years and six months for the recovery of a2 
overchaarge, but, in view of the wording of paragraph 3 of 
section 16 of the act, the Supreme Court of the United States 
found it necessary to hold that the Director-General was n0 
barred by the provisions thereof and, therefore, could bring suit 
for freight charges after the expiration of the three-year period. 
See E. I. Du Pont De Nemours vs. James C. Davis, Director 
General (U. S.), 68 L. ed. 409, a synopsis of which appears 02 
page 939 of the April 12, 1924, Traffic World. 

Limitation—Claims Covering Misrouting of Shipments 

Minnesota.—Question: Kindly advise if a misroute can be 
considered as an overcharge on shipments moving intersiale- 
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Missouri Pacific Railroad Shows Some of the 
Cost of Producing Railroad 
Transportation Service 


AINTAINING adequate and dependable railroad transportation service, 
such as the Missouri Pacific has been providing for its patrons, requires, 
among other things, frequent and costly additions to equipment and 

facilities. This can be done only if there is obtained a sufficient volume of busi- 
ness at a rate that represents a reasonable profit over and above the actual cost 
of production, and provided conditions warrant the confidence of investors. In 
other words, there must be a certain amount of stability in the railroad situation. 

Additions to the railroad plant must be financed largely with borrowed cap- 
ital, so willingness of investors to put capital into such securities is an important 
factor. Others are interest charges and taxes. Some idea of the problem can be 
gained from the recent purchases which it has been necessary for the Missouri 
Pacific to make. Besides many other items, the Missouri Pacific has purchased 
in the last twenty months: ; 

Approximate cost 








100 big, new locomotives__ ___. _..$ 6,000,000.00 
77 new all-steel passenger train cars — 2,500,000.00 
50 more locomotives (now on order)... 3,000,000.00 
PE. BOW BOK COTE inn oe 
2000 new refrigerator cars —~--_--=———————55,5000,000.00 





es UU 


From 1917 to October 1, 1924, inclusive, the Missouri Pacific investment 
in equipment increased $45,017,652.03, or 98.1 per cent. In addition, more than 
11,000 freight train cars have been rebuilt in the last 18 months with well-paid 
labor and expensive material. 


Meantime the taxation burden has increased until throughout 1923 average 
taxes amounted to 17.19 cents for each mile a train was operated over the lines 
of the Missouri Pacific. From St. Louis to Kansas City, a distance of 282.4 
miles, this amounts to $48.54 a trip. Assuming the train operates every day, this 
would be $1,456.20 a month, or $17,474.40 a year. From St. Louis to Tex- 
arkana, a distance of 493.4 miles, the daily cost would be $84.82, or $2,544.00 a 
month, or $30,558.00 a year, while the tax cost of operating a train from St. 
Louis to Pueblo, a distance of 904.9 miles, is $155.55 a trip, $4,666.50 a month, 
or $54,798.00 a year. 


Staggering as these figures are, they indicate one of the problems with which 
railroads are confronted. The railroads are meeting the problem with commend- 
able success. In order to continue to meet it, however, the intelligent co-opera- 
tion of the whole public is needed. And the public should see to it that nothing 
is permitted to be done to further complicate the situation. 

The Transportation Act of 1920, which has made it possible for the rail- 
roads in large measure to meet the needs of the situation, is the greatest stabiliz- 
ing factor in the situation. This is no time for experimentation or destructive 
legislation. | 


I solicit your co-operation and suggestions. 


MISSOURI 
PACIFIC / President 


Missouri Paciric Ramroap CompaNY 
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The shipment in question moved during 1920 and we contend 
that the legal rates in effect at that time, via the cheapest route, 
when routing was open, should have been assessed. Certain 
carriers contend that such claims should be filed with the Inter- 
state Commerce Commission, as they are not considered under 
the caption, “Overcharge.” 

Answer: So far as we are aware, the Commission has not 
formally ruled upon this question. However, with respect to 
the amendment of February 24, 1922, which extended the period 
of limitation within which a claim for overcharge on a shipment 
moving during the period of federal control could be filed with 
the Commission, from March 1, 1921, to September 1, 1922, the 
Commission has taken the position that while it is its practice 
to consider a claim for reparation on account of misrouting 
as akin to: one for overcharge, claims for misrouting on ship- 
ments moving during the period referred to above do not come 
within the provisions of the amendment of February 24, 1922, 
and are therefore barred from its consideration if not filed with 
it prior to March 1, 1921. 

It seems apparent, therefore, that, so far as the amendment 
of June 7, 1924, that is, subdivision H of paragraph 3 of sec- 
tion 16 of the interstate commerce act, is concerned, a claim 
for misrouting does not fall within the definition of a straight 
overcharge as defined in subdivision G of paragraph 3, of section 
16. In other words, under the Commission’s ruling referred to 
above, a claim for misrouting, while akin to an overcharge 
claim, is not strictly an overcharge claim. 


Intrastate Rates—Application of Provisions of State Statutes 
Relating Thereto Following Termination of Federal Control 

Missouri.—Question: We would appreciate receiving your 
advice as to whether the Missouri long-and-short-haul statute 
was automatically revived at the end of the guaranty period. 

The transportation act provides that all practices in effect 
during federal control shall continue in effect until affirmative 
action on part of the state. 

It is our understanding that the rates and practices in effect 
during federal control ignored the long-and-short-haul statute, 
and we are particularly anxious to find out whether or not it 
would automatically revive at the end of the guaranty period. 

Answer: While we do not locate cases which deal spe- 
cifically with the provisions of the long-and-short-haul section 
of the Missouri statutes, it seems apparent that, as the Com- 
mission’s jurisdiction, except in certain respects not material 
to the instant question, over intrastate rates ended February 
28, 1920, the statute in question is applicable at the present 
time. See, in which connection, the following cases: Peerless 
Portland Cement Co. vs. Director-General, 61 I. C. C. 169; Can- 
nelton Sewer Pipe Co. vs. Director-General, 73 I. C. C. 27; M. E. 
Case Coal Co. vs. C. B. & Q., 74 I. C. C. 391; W. P. Fuller & Co. 
vs. Sou. Pac. R. Co., 74 I. C. C. 703, and International Harvester 
Co. vs. C. B. & Q., 80 I. C. C. 71. 


Routing and Misrouting—Duty of Carrier Where Embargo 
Against Lower Rated Route Is Lifted Prior to Time Ship- 
ment Leaves Origin. 


Maryland.—Question: On March 5, 1920, a carload of non- 
alcoholic beverage was tendered carrier “A” at Baltimore, des- 
tination Detroit, Mich. Michigan Central delivery was desired, 


and routing was specified by carrier “A,’ Michigan Central 
delivery. 


Shipper was informed that the direct route was embargoed 
and shipper then gave a circuitous routing, specifying Black 
Rock, Michigan Central. Car was billed out via route specified 
by the shipper, which called for delivery to connecting line “B” 
at a junction within the switching limits of Baltimore. 

The embargo that was in effect at time shipment was origi- 
nally offered by shipper was lifted March 8, 1920, and investi- 
gation develops that the car was not delivered to carrier “B” 
until March 11. That is to say, that before this car left the 
rails of carrier “A” at the junction point within the switching 
limits of the origin point, embargo was lifted and it is just 
possible that the originating line, had it cared to do so, could 
have forwarded the car via lower rated direct route which the 
shipper originally desired. 

Question is, therefore, whether there was any obligation on 
the part of the originating carrier to endeavor to forward this 
car via the lower rated direct route by reason of the fact that 
embargo was raised subsequent to the acceptance of the ship- 
ment and before the car was forwarded beyond the switching 
limits of the origin point. 

If there has ever been any cases tried before the court or 
Commission that could be used as a precdent in this instance, 
please give reference. 

Answer: We cannot locate an opinion of the Commission 
in point, nor one which bears on the question. It is our opinion, 
however, that there was no obligation on the part of the carrier 
to divert the shipment via the lower rated route. 

It seems to us to be going beyond the bounds of reason- 
ableness to say that a carrier must keep track of shipments, as 
to which bills of lading have been issued, to such an extent 
as would be necessary were the duty imposed upon it to divert 
such shipments so as to accord them the rate via a lower rated 
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route embargoed at the time of delivery of the shipment to the 

carrier and issuance of the bill of lading carrying specific royt. 

ing by the shipper over another and higher rated route. 

Determination of Whether Certain Track Is Industry or Team 
Track Is Question for Commission to Decide 

Michigan.—Question: Kindly give us your opinion or any 
decisions of the Interstate Commerce Commission of cases which 
are pertinent to the following: 

A common carrier constructs a railroad track at their owp 
expense, which serves various industries, delivery of carloadq 
shipments being made at the industry’s warehouse doors. The 
carriers do not notify the consignee when carload shipments 
are actually placed for unloading, the placement of cars at in. 
dustrial warehouses being considered as a notification of place. 
ment. Notwithstanding all this, the carrier considers this track 
a team track when assessing switching charges. Their switch. 
ing tariff provides for a higher rate on cars handled in inter. 
terminal switching service when placed on team track than if 
placed on industrial track. 

Our contention is that inasmuch as a portion of the track is 
consigned to the individual use of an industry, such portion 
should, when cars are placed for unloading, be treated as an in- 
dustrial track and any charges for service rendered should be 
based on that covering cars placed on industrial track. 

Answer: We can locate no case in which the Commission 
has laid down a rule for determining, under all circumstances, 
whether a certain track is an industry track or a team track. 
This appears to be a question of fact to be determined, in case 
of dispute, by the Commission from the evidence put before it. 
See Tulsa Traffic Association vs. St. L-S. F. Ry. Co., 49 I. ¢. ¢. 
644, and Ottawa Coal & Supply Co. vs. D. T. & I. Ry. Co., 50 
i. C. C. 87, in which cases the Commission made findings as 
to whether certain tracks were industry or team tracks. 


Limitation—Action Before Commission with Respect to Reason. 
ableness of Charges on Shipment as to Which Carrier Has 
Collected Undercharge After Expiration of Two-Year Period 
Washington.—Question: A car of coal shipped in interstate 

traffic was delivered and charges paid on April 21, 1922. Under. 

charge freight bill was presented and paid by consignee on May 

27, 1924, more than two years after delivery of car. 

Kindly advise if, under paragraph 3(d) of section 16 of the 
interstate commerce act, we would now be barred from present- 
ing informal complaint to the Interstate Commerce Commission 
alleging violation of section 1 with respect to rate charged on 
car in question. 

Answer: We know of no opinion of the Commission in 
point. However, subdivision (h) of paragraph 3 of section 16 
of the act, as amended June 7, 1924, states that the provisions 
thereof extend to and embrace cases in which the cause of 
action has heretofore accrued as well as cases in which the 
cause of action may hereafter accrue. In subdivision (d) of the 
amended paragraph 3 of the act, the former provisions of this 
section of the act were changed so as to permit the bringing 
of a complainnt before the Commission where the carrier, after 
the expiration of the two-year limitation period for bringing an 
action before the Commission relating to the reasonableness of 
a rate, without beginning an action, collects charges in respect 
to a transportation service. 

Nevertheless, as more than ninety days, the period specified 
within which the action must be brought, have elapsed since 
the undercharge was collected, the Commission would not at 
this time consider a claim with respect to the reasonableness 
of the charges collected. 


Carload vs. Less-than-Carload Shipments 


New York.—Question: A shipment of steel castings (loose), 
weighing 20,000 pounds, was tendered carriers. Through ove'- 
sight each piece was not marked with name and address, and 
also shipper failed to note on bill of lading that the shipment 
was to move as less carload. Carriers assessed freight charges 
on minimum carload weight of 36,000 pounds. Rule 6, section 
2, paragraph B, under note 2 of Consolidated Classification 
provides that “A shipment weighing 24,000 pounds or more 
need not be marked.” Would carriers be justified in increasing 
the weight to this 24,000 pounds at L. C. L. rate, which would 
provide less revenue than in manner handled? 


Answer: There is no tariff provision authorizing the col- 
lection of charges on such a shipment on the basis of a weight 
of 24,000 pounds and, therefore, charges may not be assessed 


‘accordingly. 


The shipment was not one as to which the provisions of rule 
6, section 2, paragraph (b), is applicable, in that it did not actu- 
ally weigh 24,000 pounds, or more, which is, under the wording 
thereof, a prerequisite to the application thereof. 

With respect to-the basis for charges on a shipment of this 
nature, see our answer to “Delaware,” on page 1298 of the May 
17, 1924, Traffic World, under the above caption. 

Damages—Measure of—Deduction of Freight Charges 

Michigan.—Question: We received a carload of wheat which, 
due to a leaky roof, was badly damaged while in transit and 
rendered unfit for milling purposes. After the delivering road 
had inspected same we asked for bids from other parties, who 
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In Two of the Country’s Most Productive 
BUSINESS DISTRICTS 


Without a Permanent Real Estate Investment 
Without Tying Down to Long Term Leases 
Without the Maintenance of an Organization 
Without the Usual Expensive Overhead 





SECURITY WAREHOUSE Simply Carry a Stock in 1400-1 BROKERS WAREHOUSE 
. z i i ‘ t 
Matas Ceuta tndaratal Gaacien Any of Our Warehouses at in the Central Industrial District 


KANSAS CITY ~ CHICAGO 


And Pay By the Package Per Month. Your Stock Is 
Low, at Dull Seasons, Your Expense Drops Automatically 
All our Buildings are of the Highest Type with Insurance Rates as low as 12c. We store practically every class of Merchandise 


and handle ‘all details in connection with Shipping, Reporting, Local Delivering, etc. 
Our Negotiable Receipts are honored by any bank 





DOWNTOWN WAREHOUSES, 417-439 W. Harrison Street, Chicago -3 Blocks from Union Station ‘S3ggia Ss 


ee 


CHICAGO'S MOST MODERN WAREHOUSI 


? 





SOUTHSIDE WAREHOUSES, 5801-5967 W..:65th=Street, Chicago—In the Clearing Industrial District 


CROOKS TERMINAL WAREHOUSES 


CHICAGO New York Office, Woolworth Building KANSAS CITY 
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might be interested in the grain, and the best bid obtainable 
was 75 cents per bushel, which would have necessitated an 
additional switching charge for delivery. We unloaded the car 
and bought, the following day, another car of like quality, for 
which we paid $1.20 per bushel delivered. We filed claim for 
the difference between 75 cents and $1.20 per bushel, which 
we claimed as a measure of damage incurred. 

The railroad claim agent has declined payment, alleging 
that freight charges of 18 cents per bushel, from point of origin, 
should be deducted from the amount of the claim, The replace- 
ment car by which we attempt to show the market value of the 
grain, was purchased from the same point as the damaged car 
and in both instances the full freight charges were paid to the 
carrier. 

Will you please render an opinion as to whether the carrier 
is within his rights in demanding that we amend our claim to 
the extent of deducting transportation charges? 


Answer: In determining the value at point of destination, 
the unpaid freight should be deducted, for, while the shipper is 
not bound to pay freight where the carrier fails to perform his 
obligation to deliver in good condition, yet he should not have 
the advantage of the increased value of the goods due to their 
transportation; that is, the shipper is entitled to the net value 
at.the place of destination. Marquette, ete. R. Co. vs. Langton, 
$2 Mich. 251: Mobile, ete., R. Co. vs. Jurey, 111 U. S. 684; R. Co. 
va, Olivit, 248 U. 8S. 574; Waters vs. Becker (Wis.), 186 N. W. 
167; Goal Co. va. R. Co., 192 N. W. 920. 

Inasmuch as the freight charges were paid on the damaged 
shipment, the carrier is not justified in deducting from the 
market value at destination, which we understand has been 
agreed on to be $1.20 per bushel, the freight charges of 18 
cents per bushel, this amount having, in effect been deducted 
from the destination value when the charges on the shipment 
were paid at time of delivery thereof. 


Liability of Carrier—Duty to Furnish Safe Place for Receipt of 
Goods 

Kansas.—Question: What is your opinion of the liability 
of the express company in the case described below: 

On September 18 we delivered to the express company depot 
a tool weighing twenty-two hundred pounds, valued at $700, for 
shipment to one of our customers in Oklahoma, 

Instead of having this tool unloaded on to the express com 
pany dock, furnished for the purpose of receiving express ship- 
ments, the representative of the express company instructed our 
driver to unload this shipment directly on to one of their small 
loading trucks. 

The representative of the express company blocked their 
truck, front and rear, but in attempting to move the shipment 
from our truck to the express truck, the express truck skidded 
approximately two and a half feet, permitting the tool to fall 
to the ground, breaking it in two pieces. 

The express company had not yet signed for this shipment, 
but it is our belief that this tool would not have been broken 
had our driver unloaded it on to the express company dock in- 
stead of following the express company representative's instruc- 
tions, by loading it on to their truck. p 

The tool, after being broken, is entirely useless, causing us 
to lose $700, as we did not invoice our customer for this ship 
ment, and were not able to furnish a duplicate shipment. 

We would like to have any decisions in similar cases, to- 
gether with your opinion as to the Hability of the carrier. 

Answer: We have been unable to locate a decision cover 
ing facts similar to the instant case. 

Our opinion is, however, that the carrier can be held Hable 
in damages for the value of the tool, provided that it be shown 
that the party who instructed that it be loaded on the truck 
was a party authorized to receive goods for shipment by the 
express company. 

A carrier must furnish a safe place for the receipt of goods 
for transportation by it and, failing to do so, is Hable for injury 
to goods resulting from its failure to afford such facilities. Y. 
& M. V. R. Co. vs. Crawford, 65 Sou. 462; St. L. S. W. R. Co. 
vs, Woldert Grocery Co., 144 S. W. 1194: Growers vs. King, 114 
S. B. 861; R. Co. vs. Warren, 198 S. W. 814. 

It seems apparent that the carrier failed in its duty to pro 
vide a safe place for the receipt of the shipment in question. 


Liability of Carrier for Damage to Goods Delivered at Non- 
Agency Station 

New York.—Question: Will you kindly advise whether or 
not there has ever been a ruling or decision rendered covering 
oases such as below cited? 

A shipment of window sash was tendered to a carrier for 
delivery at a non-agency station. The shipment was received 
by the consignee and removed to consignee’s place of business. 
The box containing the window sash was then opened and it 
was noticed that the glass was damaged. Claim was filed 
against the initial carrier, but their claim department refuses to 
accept the claim, stating that under the terms of the bill of 
lading, the carrier’s responsibility ceases at time of delivery, 
without exception, at prepaid non-agency stations. 
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We have checked over the bill of lading act very carefully 
but can find no reference to the above cited question and we 
would appreciate your advice at your very earliest convenience. 


Answer: Paragraph (f) of section 4 of the Uniform Bill 
of Lading, reads as follows: 


Property destined to or taken from a station, wharf or landing 
at which there is no regularly appointed freight agent shall be en- 
tirely at risk of owner after unloaded from cars or vessels or until 
loaded into cars or vessels, and, except in case of carrier's negligence, 
when received from or delivered to such stations, wharves, or landings 
shall be at owner's risk until the cars are attached to and after they 


are detached from locomotive or train or until loaded into and after 
unloaded from vessels, 


With respect to deliveries at non-agency stations, the Su- 
preme Court of the United States, in Y. & M. V. R. R. Co. vs, 
Nichols & Co., 256 U. S. 640, said: 


Less than carload freight awaiting shipment must ordinarily be 
left on the station platform to be picked up by the passing train 
and lots arriving must be dropped on the platform to be called for 
by the consignee. At such stations the situation in respect to carload 
freight is not materially different. And this is true whether the car 
be loaded for shipment on the public siding or on a_ neighboring 
private siding, and whether the arriving loaded car be shunted onto 
a public siding or a private siding. There carload, as well as less 
than carload, freight, whether outgoing or incoming, must ordinarily 
be left unguarded for an appreciable time. It is not unreasonable 
that shippers at such stations should bear the risks naturally at- 
tendant upon the use. The reason why an agent is not appointed 
is that the traffle to and from the station would not justify the ex- 
pense. The station is established for the convenience of shippers 
customarily using it. And the paragraph here in question was ap- 
parently designed to shift the risk from the carrier to shipper or 
consignee of both classes of freight. It does so in the case of less 
than carload freight by having the carrier’s liability begin when the 
yoodg are put on board cars and when they are taken off. It does 
so in the cars of carload freight by limiting Hability to the time 
when the car is attached to or detached from the train. But, ata 
station where there is a regularly appointed agent it would be 
obviously unreasonable to place upon the shipper after a bill of lading 
has issued, the risks attendant upon the loaded car remaining on 
the public siding because it has not yet been convenient for the 


earrier to start {ft on its journey. See also Tansett v. Hines, 91 
Sou, 788, 


With respect to the question of the burden of proof as to 
where the damage occurred, see our answer to “California,” on 
page 1188 of the May 27, 1922, Traffic World, under the caption, 
“Burden of Proof on Carrier to Show Loss Occurred After 
Termination of Liability as Carrier.” See, also, Nimmer vs. 
Northwestern R, Co,, 107 S. BE. 479, in which case the court, on 
page 480, said: 


The general rule of presumption is that a given condition, shown 
to have existed at a certain time, continues until the contrary is 
shown, If the consignee desires to break down this presumption, 
and to obtain the benefit of the presumption accorded in the Willett 
case, 45 S. BE. 93, it is clear that the burden is upon him to show 
that the goods, when delivered, were in a damaged condition. He 
will not be allowed the benefit of a presumption that goods found 
to be damaged three months after delivery were in that condition 
when delivered, and of the further presumption that the terminal 


carrier damage them; he cannot mount a presumption upon a 
presumption, 


Payment of Claims by Receiver—Limitation Statutes Is Time 
Fixed by Receiver for Filing Claims 


West Virginia—Question: Please refer to your answer to 
“Iowa” on page 574 of the September 18, 1924, Traffic World, 
captioned, “Receivers—Payments of Debts by,” and = advise 
whether the time for filing overcharge claims is governed by 
the time prescribed by the court or that prescribed by the inter- 
state commerce act. 


Answer: Where there is or is to be a fund in a receiver's 
hands for distribution, the court may decree that all claims, 
in order to participate therein, must be filed within a prescribed 
period of time—a right which has not infrequently received 
express statutory sanction. Leadville Coal Co. vs. McCreery, 
141 U. S. 475; Blakere Domestic Mfg. Co. (N. Y.), 41 Atl. Rep. 
376. 

In the absence of statute it has been held that a court has 
no power to provide that unless claims are filed within a period 
prescribed they shall be absolutely barred, since such a provi- 
sion would be an infringement of the power to fix the limitation 
of actions. Texas, etc., R. Co. vs. Watts (Tex.), 18 S. W. 312; 
Kretz vs. Texas R, Co. (Tex.), 14 S. W. 1067. 


However, see Smith vs. Jones Lumber & Mercantile Co., 
200 Fed. 647, in which it was held that:: 


Where a receiver was appointed to sell and distribute the assets 
of a corporation, and pending the receivership tort claims arose in 
favor of certain persons, because of the breaking of certain dams 
in the receiver's possession, on some of which suit was brought in the 
state courts, the federal court, while having no power to restrain such 
suits, was not bound to stay the administration of the funds re- 
ceived from the sale of the corporation assets until) the state statute 
of limitations had run, against actions for tort — a receiver, 
but was entitled to limit a time within which all ims against the 
fund should be filed in the federal court. 


See also North American Co. vs. St. L. & S. FP. R. R. Go. 
288 Fed. 612. 
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‘ Note. 
having been added since the last Issue of The Traffic World. 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

October 13—Washington, D. C.—Examiner Young: 
* Finance No, 4283—In the matter of the application of the Chicago, 
Rock Island & Pacific Ry. Co. and St. Paul & Kansas City Short 


Items In the Docket marked with an asterisk (*) are new, 


Cancel- 


Line R. R. Co. to acquire the railroad formerly owned by the 
Keokuk & Des Moines Railway Co., and to issue certain securities 
in connection therewith. 

October 13—Kansas City, Mo.—Examiner Barclay: 
15682—Missouri-Kansas-Texas Railroad Company vs. 

Terminal Ry. 

October 13—Washington, D. C.—Assistant Director Burnside: 

Finance No. 3652—Excess income of the Cambria & Indiana Ral- 
road Company. 

October 14—New York, N. Y.—Examiner Butler: 

* 1, and S. No. 1933—Commutation fares of the N. Y. N. H. & H. R. R. 

October 14—Tupelo, Miss.—Examiner Hillyer: 
16115—Northeast Mississippi Traffic Bureau vs. A. & V. Ry. et al. 

October 15—Washington, D. C.—Examiner Turner: 

Finance No. 3647—In re application under Section 15a of the Buffalo 
& Susquehanna Railroad Corporation (adjourned hearing). 

October 15 and 16—Argument at Washington, D. C.: 

Fourth Section Application No. 12436—Reduced rates on commodities 
from originating territory west of the Indiana State line to Pa- 
cific Coast terminals. 

October 16—Washington, D. C.—Examiner Boles: 

* Finance No. 3229—In the matter of the application of the Bonhommie 
& Hattiesburg Southern R. R. to acquire and control the Natchez 
branch of the G. M. & N. R. R. 

October 16—Jackson, Miss.—Examiner Hillyer: 
16019—Chess & Wymond Co. of Louisiana vs. A. & V. Ry. 
16034—H. F. Stanley Lumber Co. vs. A. & V. Ry. et al. 

October 17—Jackson, Miss.—Examiner Hillyer: 

1 rystal Springs Manufacturing Co. vs. Ill. Cent. R. R. et al. 

16133—Jackson Traffic Bureau, for Hannah Distributing Co. et al. 

. & V. Ry. et al. 

ohne 3 17—Argument at Washington, D. C.: 
13026—Wichita Motors Company vs. A. & V. Ry. et al. 

be 2 oe Oil and Refining Company vs. Dayton Goose Creek 
y. 

15085—State Corporation Commission of New Mexico et a. vs. 
Santa Fe et al. 

October 18—Argument at Washington, D. C.: 

* Finance No. 3229—In the matter of the application of the Bon- 
hommie & Hattiesburg Southern R. R. to acquire and control 
the Natchez branch of the G. M. & N. R. R. 

October 18—Jackson, Miss.—Examiner Hillyer: 

ee Farm Bureau Truck Association vs. A. & V. Ry. 
et al. 


October 20—Fort Worth, Texas—Commissioner Cox and Examiner 


Kansas City 


et al. 


15584—Sinclair Refining Company et al. vs. A. & W. Ry. et al. 

15585—Miller Petroleum Company et al. vs. A. & W. Ry. et al. 

16065—Barnsdall Refining Company et al. vs. L. & A. Ry. et al. 

“So ae Texas Petroleum Traffic Bureau vs. La. Ry. & Nav. 

oO. et a 

October 20—Washington, D. C.—Examiner Wagner: 

16191—-Vicksburg, Shreveport & Pacific Railway Co. vs. Chicago, 
Rock Island & Pacific Railway Co. et al. 

1. and S. No. 2239—Petroleum oil from Arkansas to Louisiana. 

October 20—Kansas City, Mo.—Examiner Fleming: 

1. and §S. No. 2222—Wheat bran from and to points in Western 
Trunk Line territory. 

October 20—Washington, D. C.—Examiner Law: 

Finance No. 3672—Excess income of the Chicago & Mlineis Midland 
Railway Company. 

October 20—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 235—In re tentative valuation of the properties of the 
Virginian Railway Company and the Virginian Terminal Railway 
Company. 

October ee ergot at Washington, D. C.: 

14860—Mississippi Railroad Commission, Clayton D. Potter, Attorney 
General,, vs. Aberdeen & Rockfish R. R. et al. 

15206—Traffic Bureau of Knoxville et ef vs. A.C. L. R. R. et al. 

15258—T raffic Bureau of Knoxville et al. vs. Can. Pac. Ry. et al. 

October 21—Washington, D. C.—Examiner Smith: 

15216—John W. Buckland, trading as National Slag Company vs. 
B. & A. Ry. et al. 

one 2i—Kansas City, Mo.—Examiner Fleming: 

i. and S. No. 2228—Grain from Kansas City, Mo.-Kan. to Chicago 
& Northwestern Railway stations in Iowa. 

October 21—Argument at Weshinaten, — c.: 

13908—M. Cohn vs. C. M. & St. y. 

15094—John Morrell & Company an rs B. & Q. R. R. et a 

15536—Clinton, Davenport & Muscatine Ry. vs. r e5. Rock 
Island & Northwestern Ry. 

October 22—Ponca City, Okla.—Corporation Commission of Oklahoma: 

* Finance No. 4187—In the matter of the application of the Chicago, 
Rock Island & Pacific Railway Co. for a certificate of public 
convenience and necessity authorizing it to construct a line of 
railroad extending from Billings to Owens, Okla. 

* Finance No. 4271—In the matter of the application of the Chicago, 
Rock Island & Pacific Railway Co. for a certificate of public con- 
venience and necessity authorizing it to construct a line of rail- 
road extending from Owens to Ponca City, Okla. 

October 22—Kansas City, Mo.—Examiner Fleming: 

1. and S. No, 2237—Iron and steel articles from Colorado to Texas 
common points. 

Ooheber 22—-Argument at Washington, D. C.: 

merican Strawboard Company vs. Tl. Cent. R. R. et al. 
ie rs nt Fertilizer Works vs. Western Pacific R. R. et al. 


=e ee 


Docket of the Commission 
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——s. Duluth Chamber of Commerce vs. C. St. P. M. & QO, 
y. et al. 


October 23—Argument at Washington, Poe ee 
13524—Hammond Iron Works vs. P. R. al. 
Portions of fourth section apps. Hos 1863 and 1572, filed by B, 
& O. R. R., and 1625, filed by Agent McCain, with respect to 
rates on iron and steel — from Johnstown, Pa., to Titus- 
ville, Pa., via the B. & O. 
14186—Stailey Lumber F AES, Inc., oe ee 
Portions of fourth — apps. "won 972 and 703, filed by a. 
B. & A. Ry. and A. C., R. R., respectively, with respect to rates 
on lumber from Rb p AS. and Lake Helen Fla., and Douglas, 
Thomasville and Willacoochee, Ga., to Newark, N 
14900—Manufacturers’ Association of Chicago Heights, ‘on behalf of 
American Manganese Steel Co., vs. B. & O. R. R. et al. 
15180—Swift & Company et al. vs. Grand Trunk Ry. of Canada et al. 


October 24—Washington, D. C.—Examiner Wagner: 
16209—Milton Hopfemaier vs, B. & O. R. R. et al. 


October 24—Kansas City, Mo.—Examiner Fleming: 
16134—Interstate Refineries, Inc., et al. vs. Santa Fe et al. 


7° een City Power '& Light Company vs. C. R. I. & P. Ry. 
et a 


October 24—Natchez, Miss.—Examiner Hillyer: 


=e Freight and Traffic Bureau vs. Missouri Pacific R. R. 
et a 


October 24—Argument at Washington, D. C.: 
13970—The Haydite Company vs. Santa Fe "et al. 
14886—Black Steel & Wire Company vs. Santa Fe et al. 


a ere 8 Lafayette Box Board & Paper Company vs. A. C. & Y. 
y. eta 


15060—Dwight Hamlin, Inc., vs. B. & O. R. R. et al. 
15445—McCormick Warehouse Company vs. P. R. R. et al. 


October 25—Philadelphia, Pa.—Examiner Gerry: 
1. and S. No. 2248—Exceptions to Official Classification rating on 
blasting powder. 
October 25—Washington, D. C.—Examiner Wagner: 
16210—Arthur H, Bryant vs. B. & O. R. R. et al. 


October 25—Kansas City, Mo.—Examiner Fleming; 
16167—Loose-Wiles Biscuit Company et al. vs. Santa Fe et al. 
October 25—Argument at Washington, D. C.: 
13954—Alton Mercantile Company et al. vs. & W. Ry. et al. 
Portions of fourth section applications Nos, i et al., filed by 
Agent Leland, with respect to rates on rice from points in 


Arkansas, Louisiana and Texas, and hes Soon to destina- 
tions in Oklahoma. 


14856—Tioga Coal Company et al. vs. B. & O. R. 
14879—Grey Iron Casting Company et al. vs. A. & Ry. Ry. et al. 


October 27—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 159—In re tentative valuation of the property of the 
New York, Philadelphia & Norfolk Ry. 
October 27—Philadelphia, Pa.—Examiner Gerry: 
16149—Sun Company et al. vs. C. & N. E. Ry. et al. 
16193 and Sub. No. 1—E. I. du Pont de Nemours & Company vs. 
Ww. J. & S. R. R. et al. 
October 27—Washington, D. C.—Examiner Wagner: 
16212—A. L. Lambertson Company, Inc., vs. C. R. R. of N. J. et al. 
October 27—Kansas City, Mo. ~~ Fleming: 
16184—R. C. Jackman and O. Jackman, co-partners trading un- 
a be name of Bowerscok Pvrilie & Power Company vs, Santa 
ee 
October 27—Argument at Washington, D. C.: 
14244—Erie Railroad Company et al. vs. A. & V. Ry. et al. 
ber age ene County Coal Merchants Ass’n et al. vs. B. & 


oO. R. e 

15150 oe Ga. No. 1)—Mississippi Glass Company et al. vs. Di- 

rector General, Alton & Southern R.R. , et al. 

October 28—Memphis, Tenn.—Examiner Cummings: 

* Fourth Section APplication Nos. 12603 et al., filed by Agent Leland 
et al., In re classes and commodities between St. Louis, Mo., 
E. St. Louis, Cairo and Thebes, Ill., and points in southeast Mis- 
souri and northeast Arkansas, etc., also numerous applications 
dealing with various commodities from Southwestern and West- 
ern Trunk Line territory, etc. 

October 28—Washington, D. C.—Asst. Director Burnside: 

Finance No. 3392—Application of Section 15a of the Interstate 
Commerce Act to Electric Railways. (In re Lackawanaa & 
Wyoming Valley R. R. Co.) 

October 28—Philadelphia, Pa.—Examiner Gerry: 

16136—Becker, Smith & Page, Inc. et al. vs. B. & M. R. R. et al. 
October 28—Washington, D. C.—Examiner Wagner: 

1 Louis Simon vs. Southern Ry. et al. 
October 28—Kansas City, Mo.—Examiner Fleming: 


12578—Iola Cement Mills Traffic Ass’n. et al vs. Director General, 


Santa Fe et al. 

October 28—Argument at age Dd. e 
15394—-The Best Foods, Inc., vs. C. R. of N. J. 
15408—Milne Lumber Company ~, hia Cc. & tg ° a. et al. 
15412—Bernard Gallup vs. N. Y. N. He ‘& H. R. 
15580—-General Baking Company vs. P. R. R. % al. 

October 29—Washington, D. C.—Examiner Almond: 

— No. 606—Guaranty settlement with Mammoth Cave Rail- 
ro 

October 29—Baton Rouge, La.—Examiner Hillyer: 
16180—Baton Rouge Rice Mill, Inc., et al. vs. 

October 29—Argument at Washington, D. C.: 
14594— American mem 9 Company vs. B. R. & P. Ry. 
14683—Spencer Kellogg & Sons, Inc., vs. B. R. & +° ‘ey, et al. 
15127 (and Sub. No. 1)—Henry L. Hunter Fe 'N. . H. & H. R. 


. et al. 
15494—-The Viscosa Company vs. P. R. R. et al. 
aa ee’ = no Ee Nebr.—Examiner Keeler: 
1. and S. No. 224i—Livestock from Southwest to Omaha, Nebr. 


N. O. T. & M. Ry. et ai. 
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FEDERAL | 
| amie. TIRES | 


Overtime Work 
That Costs 
You Nothing 


Federal Blue Pennant Truck Cords have 
the reputation of delivering thousands 
of extra miles after many other tires in 
similar service have been discarded. 


All this extra mileage is actually over- 
time work and costs you nothing since 
the purchase price of Federals is no 
higher than other truck tires of quality. 


What makes this remarkable service 
possible are the special Federal features 
developed during more than 20 years’ 
experience in tire building. The heavily 
strengthened side wall, the tread rubber, 
unusually tough yet soft and springy, 
and the scientific skid-proof tread de- 
sign, all combine to make Federals a 
profitable tire for any truck owner to 
use. 


Remember running on Federals means 
adding miles and cutting costs. 


Examine the Federal Blue Pennant 
Truck Cord at the Federal Author- 
ized Sales Agency near you. 
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PORT NEWARK 
is a distributing 
center for these 
nationally known 
manufacturers 


A. A. Wire Co. 

Armour Soap Works 

P. Ballentine & Sons 

Beckwith Chandler Co. 

Central Stamping Co. 

Chalmers Chemical Co. 

Corn Products Ref. Co. 

E. I. du Pont de Nemours Co. 

John C. Dolph Co. 

Fairbanks Co. 

Gilchrist Co. 

Heller Bros. Co. 

Hooton Chocolate Co. 

Johns-Manville Co., Inc. 

Keratol Co. 

Mennen Company 

Mono Service Co. 

Murphy Varnish Co. 

Nitrogen Electric Co. 

Patton-Pitcairn Division 
(Pittsburgh Plate Glass Co.) 

Rauchback Goldsmith Co. 

Royal Electric Lab. Co. 

Sherwin-Williams Co. 

J. L. Sommer Mfg. Co. 

L. Sonneborn & Sons 

Spratts Patent, Ltd. 

Sterling Leather Co. 

United Color & Pigment Co. 

U. S. Leather Co. 

Westinghouse Elec. & Mfg. Co. 

Worthington Pump Works 

Zeller Lacquer Co. 
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Cargoes for the World’s Markets 


From all sections of the United States 
by rail, highway and canal, cargoes of 
every description are brought to Port 
Newark for trans-shipment to markets 
all over the world. Month by month the 
tonnage increases, as more and more ship- 
pers come to realize the economies of 
time and money made possible by dis- 
tributing their goods through this ideally 
located port. 


Port Newark is well adapted to handle 
this steadily increasing volume of freight. 
With a thirty-one foot channel at mean 
low water, and several miles of newly 
built docks along a seven thousand-foot 
inshore ship-canal, Port Newark offers 
superior navigating and loading facilities 
for practically any class of shipping. 


Seven trunk-line railroads terminate 
within a few miles of the Port, and pro- 


vide unlimited rail facilities. A connect- 
ing belt-line railroad completely elimi- 
nates the necessity for lighterage. A 
number of modern fireproof warehouses 
provide abundant storage space for 
goods awaiting distribution or reconsign- 
ment. Excellent motor highways permit 
of speedy delivery to nearby eastern 
markets. 


Port Newark draws upon one of the 
most intensively developed industrial 
areas in the world for its immediate busi- 
ness. Within a few years it has become a 
world port, serving the world’s markets. 
Its future possibilities are practically un- 
limited. Now is the time to consider 
Port Newark in relation to your busi- 
ness. The free, comprehensive book, 
“PORT NEWARK” will give you all the 
information you ought to have. Write 
for it today. 


THOS. L. RAYMOND, Director 


= 
Department of Public Works, 


Newark, New Jersey 
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G0] FAST FREIGHT SERVICE (599 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CQO. 





POOLE BROS. CHICAGO, 








A VIA THE 
BETWEEN 
ALL POINTS 1n Tue EAST ann SOUTH 
AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


To avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ pte ptnnnad DECLARATION MADE IN TRIPLICATE. 


This document must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 
Boston » on, 40 Central St. AGENCI ES Pittsburgh, Pa., 340 Sixth Ave. 
Buffalo, Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 > Spring St. Ne ee 55 Third St. 
Chicago, vi 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. + oe Me., 2050 Railway Exch. Bldg. 
940 — Bldg. Milwaukee, Wis., 68 Wisconsin St. BLP ‘aul, Minn., 1112 Merchants National 

Chippewa Falls, W 918 lestic Bldg. Bank Bldg. 

Cincinnati, O., 409 wrraction Bldg. Minneapolis, Minn., —- Line Blidg., - St. San Francisco, Cal., 675 Market St. 
Cleveland, O., ” 1040 Prospect Ave. d Marquette ette Ave Sault Ste. Marie, ich. 

Detroit, Mich., $11 Free Press Bldg. Neenah, Seattle, Wash., 608 2nd 

Duluth, Minn., 820 West Superior St. New York N N. Y., Woolworth Bldg. Spokane, Wash., 1006 old} Nat'l Bank Bldg. 
Grand Ra pids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bidg. Superier, Wis. 

Sedienensine, = , 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Wau Wis. 

Kansas City, Mé., 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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FASTEST STEAMERS  —— 


BETWEEN SAN FRANCISCO — 
AND THE ee 


PLACING ASIA 


E PIONEER TRANS-PACIFIC LINE 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


get he Sn Ree ee a owen 
Marine S. S. President Cleveland — 7 Insurance 
' og: gs S. S. President Pierce sails .15 
Classification S. S. President Taft sails . 29 Rates 
S..&. i i i ae 
S.S i i i . 27 
and every 14 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bidg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIPPING BOARD 
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Dependable Service 


The Delaware and Hudson 6“ 


is the Transportation Link Connect- 

ing the New England States with the 

South and West, and Eastern Canada 
with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 


The Canadian Pacific Railway 

The Canadian National Railways... my | via Rouses Point, N. Y. 
The Quebec, Montreal & Southern 

The Boston & Maine . via Mechanicville, N. Y. 
The Boston & Albany via Albany, N. Y. 

The Pennsylvania 

The Lehigh Valley ..... {| Via Wilkes-Barre, Pa. 
The Central R. R. of N. J 


i pw MR via Binghamton, N. Y. 


The Lehigh Valley via Owego, N. Y. 
And Their Connections 


Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 


gan, Ohio, Indiana, Illinois and Missouri, or a "short haul to transfer points making destination cars or 
loading to near-home transfers. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested te 


do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 8380 
J. E. Colket OO i coasnreitia er nin alae ant cua ue Ge Guew eae bie aeew seus eaeneaeiabee oe D. & H. Building 
J Eastern Freight Agent............++ Cit aGenseuseebes seis seetebeswone D. & H. Building 
ATLANTA, GA, 


Monte Pickens, 918 Healey Building 
—T Wheeler .—Telephone Main 13828 


429-480 Chamber of Commerce Building 


722 Ellicott Square Building 
CHICAGO, 1 i * phone Wabash 8994 


anders, Jr. 838-889 Transportation Bldg., 609 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 688 


ames Fitzsimons General Canadian Freight Agent 238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall — s and 5649 
Max V. Beckstedt General Agent 1446-48 Woolworth Building, 288 Broadway 
Division Freight Agent 191 Main Street 
ng PA.—Telephone Spruce 94386 
W. H. Ch G 


eneral Southern Freight Agent 1109-10 Finance Bldg., 1420-26 South Penn Square 
PITTSBURGH, PA.—Telephone Smithfield 1212 


General Agent 518-514 Bessemer Dulles 
ng 


Division Freight Agent. 101 Bridge Street 
sun ‘bane Bell 475, Con. 557 
de J Coyle Di 


me NS. TURIN so 6s 6 SaS cos 00 ¥0t8ohwse 00s 005d6w 5 beeckesscsaea D. & H. Passenger Station 
1021-1022 Pierce Building 
Union Station 


. G. Story, General Freight Agent, Albany, ." » A y- Nyland, Coal ig mf Agent, Albany, N. 
bf ‘EB. Rolfe, Ass’t Gen’l Traf. Mgr., Albany, N. Y. Lr . Perry, Ass’t. to Gen’l. Traf. Mgr., ae m ¥. 


W. J. Mullin, General Traffic Manager, Albany, N. Be 


ey, A SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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HOUSANDS 
OF 
ACRES 


as fertile as those depicted be- 

low, and innumerable advan- 

tageous sites for industrial 

locations, are available in the 
territory served by the Southern Pacific Lines in 
Louisiana, Texas, New Mexico, Arizona, the West 


Coast of Mexico, California, Oregon, Nevada and 
Utah. 


A CHOICE OF CLIMATE, POPULATION, 
PRODUCTION AND INDUSTRIAL OPPOR- 
TUNITY UNRIVALED ANYWHERE! 


For information 
Address ‘‘General Agent, Southern Pacific Lines”’ 


—The Postman Knows Him. 

















